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More Money—for Better Values 


In less than two months we shall have arrived at 

the second anniversary of the surrender of Japan, 
an event which marked the formal ending of the great 
second world war. : 

Long before the end of that conflict, when it had 
become apparent that, however many months it might 
last, victory was certain, Americans began talking 
about and planning for the return of our great indus- 
trial machine to peacetime pursuits. It had been con- 
verted almost completely to the war job, so it was but 
natural that making it over again to fit normal needs 
would be referred to as “reconversion.”’ 

We have had, recently, a number of sketchy inven- 
tories of the progress of that reconversion. It has not 
progressed as rapidly and as smoothly as had been an- 
ticipated. In the first place, the surrender of Japan by 
no means ended the hostilities, which still reverberate 
sporadically in a number of places. Secondly, the end 
of the war brought neither a cessation of the need 
abroad for much American production, nor did it mark 
the end of our heavy wartime expenditures. 

American goods still flow by the thousands of tons 
to war stricken lands abroad. American dollars still 
flow in a seemingly endless stream into military and 
diplomatic ventures to stop the spread of communism, 
on the one hand, and to finance and bolster shaky 
world states, on the other. The opinion of civil and mili- 
tary leaders that we must maintain an unprecedented 
peacetime military and naval establishment, the will 
of the people that the veterans of the war are entitled 
to heavily expensive services, the disinclination of the 
administration to cut its enormous civil payroll—all 
these keep government expenditures at a high level 
and, according to the words of President Truman in 
his tax reduction bill veto message last week, require 
maintaining taxes at their peak. 


There can be no question but that the retention of 
those high tax levels has retarded reconversion, even 
though the continued high spending by government 
May, paradoxically, be responsible for the strange kind 
of prosperity that the President says makes tax reduc- 
tions unnecessary at the moment. 

_ Other things have also interfered with reconver- 
Sion, notably widespread labor troubles which have 
seriously interfered with the production of civilian 
0ods even in those plants that have been mechanically 
altered to do the peacetime job. 
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Despite all this, however, the conversion job gen- 
erally has made considerable progress. It is visible in 
the number of new automobiles on the roads and streets, 
in the reappearance of men’s white shirts on the coun- 
ters, in the final removal of all but industrial sugar 
rationing. 

Only a few of the great American industrial enter- 
prises still fail to show measurable progress toward 
peacetime conversion. Foremost among them is trans- 
portation. 


T MAY BE helpful if, for a moment, here near the 
second annual milestone after the war’s end, we pause 
to see just what has happened in transportation. 

The view isn’t encouraging. The average user of 
transportation will see thé past two years only as an 
era of increasing troubles. He will be chiefly aware of 
the fact that transportation has risen considerably in 
price; and as soon as he thinks of that factor, he will 
certainly note that he has received almost precisely 
nothing for that added expenditure. 

For a year or so after the war, the transportation 
agencies were able to carry on largely by coasting on a 
well earned reputation for having done a magnificent 
war job. Their users bore up patiently and cooperatively 
under badly deteriorated service out of a mingled sense 
of gratitude for the part transportation had played in 
saving their country and on the conviction that there 
would be prompt and radical improvement. 

They had been told, for instance, that anywhere 
from 45 to 65 percent of all traffic in the war years was 
directly or indirectly concerned with that war. The 
natural assumption was that, with the cessation of much 
of that traffic, civilian services would gradually return 
to something like prewar speed and efficiency. 

Unfortunately, that didn’t happen. The shortages 
of equipment which the shipper had accepted cheerfully 
as part of his war effort didn’t ease. They became more 
stringent, and continue so. Indeed, at the moment, the 
promise is for months ahead more troublesome in that 
particular than any that have gone before. 

Some new equipment has been produced and put in 
service, both on the railroads and on the highway, but 
the number of vehicles so added is not sufficient, in most. 
cases, to offset the loss occasioned by the aging of much 
of that in service at the war’s end. 

At any rate, nothing has been added to permit res- 
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toration of the kind of service the shipper had learned 
to expect in the years before the war. For the most 
part, the service gains that had been made through 
equipment improvement and managerial ingenuity in 
the past quarter century have disappeared almost en- 
tirely, with little prospect as to their return for another 
few years. 


T WILL PROBABLY serve no useful purpose to try 

and place the blame for this. Director Johnson, of the 
O. D. T., a fortnight ago, pointed an accusing finger 
at the car building industry which, he said, had not kept 
its promises as to freight car production, even though 
the steel industry had furnished the material according 
to schedule. Almost anyone who reads the newspapers 
could charge those labor organizations which have, by 
their stoppages, held down the production of highway 
vehicles with some of the fault. And, in the end, per- 
haps, everyone would have to admit that we did not 
realize how badly our whole transportation plant had 
been run down during the war and what tremendous 
numbers of equipment units would be needed to make 
it again a serviceable system. 


The harassed shipper, however, might, we believe, 
live patiently through another year or two of this 
wholly inadequate service were he not faced on all sides 
with demands to pay more for it. We sympathize with 
the traffic manager, these days. While engaged in an 
almost continuous attempt to explain to his production 
and sales managers why raw materials are not arriving 
on time and finished products are not being delivered 
on time, he must in addition tell them that it is all 
costing more and is likely to cost even a great deal 
more. 


Prices generally are high. Everyone knows that. 
But there is at least an attempt, when adding another 
dollar to a white shirt, to convince the buyer that he is 
getting as good a shirt as he got at the lower price of 
a few years ago—or a little better one. The general 
custom in business in normal times is to attempt to 
give something additional in quality when higher price 
lists are issued. 

In transportation, on. the other hand, the price 
increases have been made and are additionally in the 
making just when the quality of the product is about as 
low as it can get and still be usable. 

There must be some answer to this anomoly. There 
is; and it isn’t hard to find. With O. P. A. out of the 
way, the shirt maker can fix his price to meet his cost 
on the basis of his experience, his judgment and the 
competitive market in which he operates. The trans- 
portation agency can’t do that. Under our regulatory 
laws, it must go, hat in hand, to the assigned govern- 
ment body, and prove its abject poverty before it is 
permitted to charge enough for mere existence. 

A year ago, for instance, the railroads went to the 
Interstate Commerce Commission with figures showing 
how much more it was costing to perform their serv- 
Ices than it had a few years earlier. The Commission 
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came across with permission to increase rates only to 
the point where, in its own estimate, they would pro- 
duce merely a part of the added cost. 

The result was apparent immediately, and it can 
come as a surprise to no one who knows the facts to 
contemplate the present situation, in which the same 
railroads have had to scrutinize all of their various 
services in the hope that one or the other can be made 
to produce a little additional income. 

Putting the matter that way, however, in its sim- 
plest and most reasonable terms, can still do little to 
relieve the worried shipper who, however fully he may 
realize the instant problem, both of the railroads and 
the highway carriers, knows that he cannot go on 
advising his superiors to refrain from entering objec- 
tions to the increases unless he can give them some 
assurance that reasonable service will be forthcoming. 

The question arises, then, whether there is not 
some way of providing that service either before or 
simultaneous with new rate increase proposals — 
whether the quality of the shirt can not be improved 
before or at the time the price is raised. 

Testifying before the House committee on appro- 
priations recently, as reported in this issue of the Traffic 
World, Commissioner Mahaffie asserted that the Class 
I railroads of the country had “at the moment about 
$1,900,000,000 in net current assets (as of April 18) 

. . as favorable a net current assets position as has 
ever been the case in the history of this country.” He 
added that, normally, railroads bought equipment 
“through financing a major part of the cost . . . perhaps 
80 or 90 percent on remarkably easy terms.” 


How great a part of those assets are available for 
the acquisition of equipment and the improvement of 
plant necessary to restore something approaching pre- 
war rail service is a question for the finance officers 
and statisticians. But, on the basis of the kind of 
financing Commissioner Mahaffie outlined, there ought 
to be enough of it so available to be of considerable 
help. 


HERE IS an even greater factor, however. Trans- 

portation leaders may say that most industries were 
in better shape for reconversion than the railroads or 
the truck lines because those industries made inordinate 
profits out of war work, whereas, few transportation 
companies could show such .earnings. 


Well, it is true that the railroads, for instance, 
neither accumulated huge surpluses nor paid heavy 
dividends out of war earnings. Many of them did, 
however, materially reduce their indebtedness. That 
reduction, from 1941 to 1945, was well over a billion 
and a half dollars. Of course, the railroads still carry 
debts. But so does other business and no one considers 
it improvident for so doing. Debts are merely one of 
the factors in business—often in good business. 

With a net current assets position such as that 
outlined by Commissioner Mahaffie, and with the great 
recent reduction in debt, financing of necessary im- 
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provements for the restoration of reasonable service 
would be comparatively simple if— 

And that is a big if. It depends on the credit posi- 
tion of the railroads, and the credit position depends 
more on the future outlook than on today’s balance 
sheet. 


That brings us right back to the difficulty men- 
tioned. Investors would probably be more than willing 
to put their money into transportation improvements 
were they reasonably certain that increased revenues 
would insure reasonable returns. Such security under 
our regulatory system, however, would be impossible 
short of a pre-assurance by the regulatory body that 
increased rates would be permitted contingent on im- 
proved service. 

Our commissions, however, probably would not 
adopt such a principle, even if it could be shown that 
it were legal, although shippers would without question 
cooperate wholeheartedly in the arrangement. 


So, after all, our speculations on the subject may 
be in the realms of misty desire rather in those of cold 
fact. .But it just may be that they may induce others 
to do some thinking. The possibilities, we must confess, 
do seem remote—but they are still possibilities. 


New Rail Rate Increase 
Discussion Scheduled 


Railroad representatives are scheduled to meet in Chicago 
next week to consider proposals to ask the Commission for 
authority to make further freight rate increases. 


T. P. & W. Service Now Normal 


Resumption of complete and normal train service by the 
Toledo, Peoria & Western Railroad, following settle ment of an 
18-months labor dispute, was celebrated June 12 in Peoria, IIl., 
with a luncheon and ceremonies. The occasion also served to 
introduce to shippers the new T. P. & W. president, Russell 
Coulter. Formerly with the Frisco Railway in St. Louis, where 
he was chief traffic officer, he is, at 47, one of the nation’s young- 
est railroad presidents. 

More than 50 traffic managers and visitors from Peoria 
and Chicago, together with officials of the railroad and news- 
papermen, lunched June 12 in the Hotel Pere Marquette, Peoria, 
and then proceeded to the East Peoria yards. Following an in- 
spection of the round house and modern icing station, the group 
took a 32-mile trip to Eureka in business cars. The road bed, 
rolling stock and other equipment of the railroad are in good 
condition. 

“More than 400 old employes are now back at work, and 
employment will further increase as the road’s freight business 
climbs back to normal,” Mr. Coulter told newspapermen. “Regu- 
lar service for on-line shippers was resumed several weeks ago, 
and we are now prepared to give all regular services for off-line 
shippers—from fast and efficient interchange of cars to in- 
transit icing and handling of in-transit livestock.” 

The “Speed Spanner,” a T. P. & W. freight departing for 
the road’s eastern terminal at Sheldon, Iowa, was christened 
before the visitors as it left the East Peoria yard. A large block 
of ice was broken across the draw bar of the locomotive. 

The election of two new directors—Henry E. Perry, New 
York,. executive vice-president, Commercial Solvents Co., and 
Arthur D. Welton, Jr., Chicago, of Winston, Strawn and Shaw— 
was announced. 


Graham McNear, son of the late owner and president of the 
T. P. & W., participated in the June 12 ceremonies. 

The 239-mile T. P. & W. is a strategic freight link between 
eastern and western mainline railroads. 





HANDLING OF U. S.-CANADIAN TRAFFIC CRITICIZED 


_ A recommendation that one international seal be applied to 
United States freight cars moving through Canada back to the 
United States was made by T. E. Gannon, agent of the Grand 
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Trunk Western and Wabash railways at Black Rock, Buffalo, 
N. Y., June 13, on the closing day of the three-day annual meet- 
ing of the Operations and Maintenance Department, Associa- 
tion of American Railroads, at the Congress Hotel, Chicago. 

Urging that the handling of international traffic between 
the United States and Canada be simplified and made less ex- 
pensive, Mr. Gannon pointed out that his railroad now pays over 
$1,000 a month for the services of nine U. S. Customs men who 
do nothing but follow railroad men to see that car-seals are 
properly applied. When the Grand Trunk and the New York 
Central call out the U. S. Customs on Sundays and holidays, 
it costs $30 a day for the services of one officer, stated Mr, 
Gannon, and another $30 to hire an appraiser. 

On the Canadian side, the customs service on Sunday costs 
only $6 a day for each man, said the speaker. He suggested 
that one transit manifest with sufficient copies should be suff- 
cient, instead of the many manifests now required. The han- 
dling of export declarations should not be the burden of the 
railroads, as at present, but should be the responsibility of the 
VU. S. Customs and the Department of Commerce, asserted Mr, 
Gannon. He further criticized U. S. customs officers for their 
superior and distrustful attitude. 

Speaking on the responsibility of consignee on part-unload 
cars, L. B. Mosher, president of the Freight Agents Association, 
Lincoln, Neb., said that car days could be saved, and possible 
damage eliminated, if the shipper advised the consignee at the 
part-unload point to pile down or otherwise make the balance 
of the load move in a safe condition. 










REVIEW OF CONTAINER OUTLOOK 


Packaging in the United States, although not commonly 
considered a trade or industry, has become a $5 billion busi- 
ness covering design, testing, production, shipping and me- 
chandising, says the Department of Commerce in a statement 
about a review of the container outlook appearing in the June 
issue of Domestic Commerce, monthly publication of -the de- 
partment. It said that container demand still exceeded supply 
in most instances. However, manufacturers were gradually 
catching up on orders accumulated in the war, it said, adding: 


The current high-level demand for containers is not inflated or un- 
sound, the review points out. 

The consuming public wants more and more packaged products and 
in certain fields—such as produce, meats and frozen foods—packaging 
is undergoing a tremendous expansion. 

Packaging calls for a wide variety of materials including glass, 
tin, cellophane, paper, folding boxboard and steel. Much attention has 
been given by inierested groups to obtaining suitable containers, as 
they often sway the consumer’s decision in selecting the article offered 
for sale. 

Because the packaging field is vast, the review deals only with its 
production phases. It outlines the current situation in the production 
of metal cans, glass containers, metal caps, collapsible tubes, cartons, 
baskets and hampers, and boxes, shooks and crates, the availability of 
raw materials and other current developments. 

Research carried on by various groups is developing new types of 
Packaging. For example, containers or wrappers will begin to appear 
on store shelves within the next few months that are designed to per- 
mit the ultimate purchaser to use them for other purposes. 

The review was prepared by Catherine C. Gartland of the General 
Products Section. Office of Domestic Commerce. 

















PITTSBURGH I. C. C. PRACTITIONERS 

The Pittsburgh Region chapter of the Association of I. C. C. 
Practitioners, at its recent meeting in the William Penn Hotel, 
elected V. H. McLean as its new chairman. R. R. Wertz was 
elected vice-chairman. D. O. Moore was elected secretary- 
treasurer. P. H. Yorke, entertainment committee chairman, 
presented a report on the golf outing and dinner which was 
held May 1 at the Highland Country Club. 










CHANGES IN DOCKET 


Hearing in MC 67646, Sub. 28, assigned for June 17, at Allentown. 
Pa., was transferred to June 17, at Fed. Bldg., Allentown, Pa., before 
Examiner Burns. 

Hearing in MC 3602, Sub. 23, assigned for June 17, at Chicago, Il. 
was postponed to June 20, at Sherman Hotel, Chicago, IIl., before 
Examiner Rosenbaum. 

Hearing in MC 108146, assigned for June 18, at Salt Lake City, Utah, 
was canceled. 

Hearing in MC 107550, Sub. 1, assigned for June 20, at Great Falls, 
Mont.. was postponed to a date to be fixed. 

Hearing in MC 68167, Sub. 20, assigned for June 18, at Washington, 
D. C., was cancelled. 













INDUSTRIAL TRAFFIC GROUP OF SAN FRANCISCO 


The Industrial Traffic Association of San Francisco, at its 
recent meeting, elected as its president George S. Beach, tr 
fic manager, Libby, McNeill & Libby Co. Other officers elected 
are: Vice-president, Glenn T. Gleason, Zellerbach Paper C2. 
secretary, A. F. Schumacher, Owens-Illinois Glass Co.; treas 
aa James L. Roney, general traffic manager, S & W Fine 
Foods, Inc. 
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Additional Rail Safety Measures 
Required at 60 and 80 M.P.H. 


Automatic or manual block signal systems on rail lines 
where passenger trains operate at 60 or more miles an hour, or 
freight trains at 50 or more miles an hour, and automatic train 
stop or train control systems, or automatic cab signals, on lines 
where trains operate at 80 or more miles an hour are required 
by a report and order by the Commission, division 3, in No. 
29543, Appliances, Methods, and Systems Intended to Promote 
Safety of Railroad Operation. The report was written by Com- 
missioner Patterson. 


The pertinent portions of the order, including definitions, 
and governing also the time permitted for installations, follow: 


It is ordered, That each respondent be, and it is hereby notified 
and required to install on that part or parts of its lines over which any 
passenger train is operated at a speed of 60 or more miles per hour, 
or any freight train is operated at a speed of 50 or more miles per hour 
an automatic block signal system which shall conform to the rules, 
standards and instructions prescribed by the order of the Commission 
of April 13, 1939 (49 CFR, Cum. Supp. 136), as herein amended, or a 
manual block system which shall conform to the following conditions: 

A passenger train will not be admitted to the block when occupied 
by another train, except under flag protection; no train will be ad- 
mitted to the block when occupied by an opposing train or by a 
passenger train, except under flag protection; and a train other than 
a passenger train will not be permitted to follow a train other than a 
passenger train into the block except when authorized by a train order, 
permissive signal or prescribed form, and when such movement is so 
authorized the following train must proceed prepared to stop short of 
a train or obstruction, but not to exceed 15 miles per hour. 

It is further ordered, That the installations required by the next 
preceding paragraph shall be made as follows: 

When such installations are to be made on 100 or less miles of 
track, they shall be made on or before December 31, 1948. 

When such installations are to be made on more than 100 miles 
of track, they shall be made ‘on not less than 25 per cent of the miles 
of track, with a minimum of 100 miles, on or before December 31, 1948; 
on not less than 50 per cent of the miles of track, with a minimum of 
200 miles or the total miles if less than 200, on or before December 31, 
1949; on not less than 75 per cent of the miles of track, with a mini- 
mum of 300 miles or the total miles if less than 300, on or before 
ge 31, 1950, and on all miles of track on or before December 

1, 1951. 

It is further ordered, That each respondent be, and it is hereby 
notified and required to install on that part or parts of its lines over 
which any passenger or freight train is operated at a speed of 80 or 
more miles per hour an automatic train stop or train control system 
or automatic continuously controlled cab signal system which shall 
conform to the rules, standards and instructions prescribed by the order 
of the Commission of April 13, 1939, as herein amended. 

It is further ordered, That the installations required by the next 
preceding paragraph shall be made as follows: 


When such installations are to be made on 100 or less miles of 
track, they shall be made on or before December 31, 1948. 

When such installations are to be made on more than 100 miles of 
track they shall be made on 25 per cent of the miles of track, or 800 
miles, whichever is less, with a minimum of 100 miles, on or before 
December 31, 1948; on 50 per cent of the miles of track, or 1,600 miles, 
whichever is less, with a minimum of 200 miles or the total miles, 
whichever is less. on or before December 31, 1949; on 75 per cent of 
the miles of track, or 2,400 miles, whichever is less, with a minimum 
of 300 miles or the total miles, whichever is less, on or before Decem- 
ber 31, 1950; on 100 per cent of the miles of track, or 3,200 miles, 
whichever is less, on or before December 31, 1951; and on all remaining 
miles of track on or before December 31, 1952. 

It is further ordered, That the definition of ‘‘Medium Speed’’ in 
the rules, standards and instructions for the installation, inspection, 
Maintenance and repair of systems, devices and appliances intended to 
Promote the safety of railroad operation in accordance with section 26 
(now section 25) of the Interstate Commerce Act, prescribed by the 
order of the Commission of. April 13, 1939, be, and it is hereby, amended 
to read as follows: 

Section 136.11. Definitions. * * * 

(q) Speed. (1) Medium. A speed not exceeding one-half authorized 
speed, but not exceeding 30 miles per hour. 

(2) Low (Restricted) Speed. A speed that will permit stopping 


Short of another train or an obstruction, but not exceeding 15 miles 
per hour. 


(Authority: 50 Stat. 836, 49 U. S. C. 25.) 


In a concurring opinion, Commissioner Mitchell said fast 
transportation was desirable but that safety of passengers and 
employes must come first. He said the railroads had the choice 
of either installing the latest safety equipment or of lowering 
the speed of their trains. He added that the report recognized 
requirements have to be modified with respect to particular 


eae 





roads and that they were given 60 days from entry of the order 
to petition therefor. He added: 


The requirements here laid down are rather drastic, and it may 
be that the effective date of the order will have to be postponed with 
respect to a number of the carriers affected. When the time comes for 
passing upon petitions with that objective, it seems to me consideration 
will have to be given, not only to the volume of traffic, but to the acci- 
dent record and the financial condition of the respective petitioners. 


BONIFIELD PURCHASE DENIAL 


By a report and order in MC F-3409, Fred Bonifield, et al. 
—Purchase (Portion)—-W. H. Elliott, the Commission, divi- 
sion 4, has denied an application of Fred, Alfred, and Reuben 
Bonifield, partners, doing business as Bonifield Brothers Truck 
Lines, of Metropolis, Ill., for authority to purchase certain 
operating rights of W. H. Elliott, doing business as Dever’s 
Truck Line, also of Metropolis. 

After stating that the proposed purckase included rights 
only to and from the four points of Elizabethtown, Glendale, 
Rosiclare, and Simpson which were designated as off-route 
points to be served by the Dever Truck Line in connection with 
the portion of its regular-route operations between Brookport 
and St. Louis, Mo., division 4 added: 


The right to serve the off-route point does not exist separately from 
the right to serve the authorized regular route; and in a number of ~ 
prior proceedings we have found that authority to serve off-route points 
is not susceptible of purchase apart from the regular route to which 
they are appurtenant. 


COMMISSION WATER ACTION 


By an order in W-780, A. J. Cenac and O. J. Cenac Appli- 
cations, the Commission, division 4, exempted O. J. Cenac, dba 
Cenac Towing Co., insofar as he engaged in furnishing for com- 
pensation vessels to persons other than carriers subject to the 
act, for use by such persons in marine construction between 
ports and points in Louisiana and Texas, from the provisions of 
part III of the act. The action was taken after the partnership 
business was transferred to O. J. Cenac. 

In W-922, Jay Ottinger Contract Carrier Application, the 
Commission, division 4, has amended its findings in the report of 
September 9, 1946, to permit the applicant to have until July 1, 
1948, in which to begin operations. The original report required 
that he begin operations July 1 of this year. 

By an order in W-941, Georgetown Towing Co. Common 
Carrier Application, the Commission, division 4, has dismissed 
the application, the applicant having informed the Commission 
it had discontinued operations in April, 1946, and asked that its 
certificate be canceled. The authority was to operate as a com- 
mon carrier by non-self-propelled vessels with the use of sep- 
arate towing vessels of not more than 100 indicated horsepower 
in transportation agricultural products from Daniel Island, S. C., 
to Charleston, S. C. 

Permission to withdraw the application having been filed in 
W-962, Sub. 3, Circle Line—Sightseeing Yachts, Inc., Tempo- 
rary Authority, Bear Mountain, the Commission, division 4, has 
dismissed the application. 

The division denied the application in W-964, Sub. 1, Trail- 
erships, Inc., Temporary Authority, in which the applicant asked 
for temporary authority to transport trailers, loaded and empty, 
between New York and Albany. 


OLSON WATER RIGHTS DENIAL 


The Commission, division 4, has issued an order in W-277, 
Sub. 6, Oliver J. Olson & Co., Temporary Authority—Hoquiam, 
denying an application of Olson, made under section 311(a) of 
the act, for temporary authority to operate as a carrier by 
water in the transportation of lumber and lumber products from 
Hoquiam, Wash., to the ports and points in California named 
in its permit No. W-277 of January 19, 1942. The division said 
it found that the applicant had not shown that there existed 
an immediate and urgent need for such service by it or that 
there was no other carrier service available to meet the need 
for the service proposed. 





ADDITIONAL ALLIED PURCHASES APPROVED 
The Commission, by a second supplemental order in MC 
F-2787, Allied Van Lines, Inc.—Purchase—Evanston Fireproof 
Warehouse, et al.; Evanston Fireproof Warehouse, et al.—Con- 
trol—Allied Van Lines, Inc., in which it approved purchase of 
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the operating rights of 325 household goods carriers by Allied, 
has approved later purchase of the rights of the following: 


Anderson Brothers, Inc., in No. MC-18136; Claire Gaukler, admin- 
istrator of the Estate of Henry P. Gaukler, doing business as Gaukler 
Storage Company, in No. MC-77009; D. R., E. A., and G. M. Lynch, 
doing business as Lynch Transfer & Storage Company, in No. MC-60890 
(BMC-1 and 8); Russell E. Hillier, doing business as Hillier Storage 
Co., in No. MC-40005, and Maurice Schutte, Samuel Abrams, and Wil- 
liam Abrams, doing business as Z. L. Travis Company, in No. MC-33898. 


McLEAN LEASE OF ATLANTIC RIGHTS 


Acting on a petition of the applicants, the Commission, divi- 
sion 4, has issued a supplemental order in MC F-3300, M. P. 
McLean, Jr.—Control; McLean Trucking Co.—Lease—Atlantic 
States Motor Lines, Inc., authorizing lease by McLean Truck- 
ing Co. of additional motor common carrier operating rights of 
Atlantic States Motor Lines, Inc., issued in MC 30772, Sub. 16, 
and acquisition of control of such rights, by M. P. McLean, Jr., 
through said lease. The order pointed out that the certificate 
in MC 30772, Sub. 16, was granted subsequent to the Commis- 
sion’s action in the title proceeding, of January 30, approving 
lease and acquisition of control of certain rights and property 
of Atlantic, and said it appeared that operation under such 
certificate by Atlantic, independently of operations under rights 
covered by the aforementioned lease, would be impracticable 
and uneconomical. 


TENN. MFG. ASSN. IN LENOIR CASE 


Acting on its petition, the Commission has permitted the 
Tennessee Manufacture Association to intervene in MC 96541, 
Lenoir Chair Co., Contract Carrier Application, involving the 
question of whether the applicant is a private or for-hire car- 
rier, with the right to appear and participate in all further pro- 
ceedings therein (see Traffic World, May 24, p. 1640). 





1. C. C. ACCIDENT REPORTS 


An accident on the Pennsylvanuia railroad near Warrior 
Ridge, Pa., May 1, that resulted in the death of five passengers 
and the injury of 53 passengers, was caused by operation of a 
freight train in which the lading on one of the cars was not 
adequately secured, according to a report of the Commission, by 
Commissioner Patterson, in investigation No. 3101. The report 
described the accident as a collision between a passenger train 
and projecting lading (a steel plate) of a car moving in a freight 
train on an adjacent main track. It said that since investigation 
of the accident the Association of American Railroads issued 
additional instructions pertaining to the diagonal loading of flat, 
dished or flange plates. These instructions, said the Commis- 
sion report, now required a %-inch rod extending diagonally 
across the top of the lading and secured to each anchor bracket 
and to the opposite side of the car near the car flooring. 

The Commission has issued a report of its investigation of 
an accident on the Pennsylvania Railroad at Warsaw, Ind., on 
April 28, which resulted in derailment of the locomotive tender 
and all passenger cars in the train and caused injury to 61 
passengers and 13 employes. The report, dated June 10, written 
by Commissioner Patterson, found that the accident was caused 
by failure of an engine truck spring hanger which permitted 
the truck spring to fall from the Pennsylvania’s locomotive, 
5533, while the locomotive was hauling a passenger train at 
an estimated speed of 85 miles an hour, and become wedged 
between the rear tender truck and a crossover rail. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be obtained 
by prompt application to the Commission.) 


__ *MC 106370, M. & W. Trucking Co., New York, N. Y. Cer- 
tificate granted. Store fixtures and hotel and restaurant equip- 
ment (uncrated) between points in the New York, N. Y., com- 
mercial zone, on the one hand, and, on the other, all points in 
Conn., Del., Md., Mass., N. J., N. Y., Pa. R. I, Va. and D. C, 
over irregular routes. 

*MC 106394, Earle H. Rightmyer and Theodore H. Keith, 
dba Jamestown-Pittsburgh Motor Express, Jamestown, N. Y. 
Certificate granted. Specified commodities between Jamestown, 
N. Y., and Pittsburgh, Pa., over regular routes, serving specified 
intermediate and off-route points. 

: *MC 104631, Sub. 2, Glen Ringle, Fowler, Ind. On recon- 
sideration, findings in prior report, decided July 18, 1946, and 
certificate granted. Specified commodities, over irregular routes, 
from and to described points in O., Ind., Ill, Ia., Ky., Mo., 
Mich., Wis., Tenn., Neb., and Ala., with return of rejected or 
damaged shipments in the reverse direction. Commissioner 
Patterson dissented in part. 





TRAFFIC WORLD 


*MC 70330, J. Tom Miller, dba Miller Truck Line, Fort 
Worth, Tex., embracing MC 70330, Sub. Nos. 1 and 3, Same. 
Amended permit granted. On reconsideration in MC 70330, 
regular-route authority changed to irregular-route in appli- 
cant’s outstanding permit, on his request. On reconsideration 
in MC 70330, Sub. 1, findings in prior report, 42 M. C. C. 835, 
authorizing as a contract carrier, over irregular routes, of spec- 
ified commodities, between certain points in Tex. and La., on 
the one hand, and, on the other, certain points in Miss., affirmed, 
On reconsideration in MC 70330, Sub. 3, findings in prior re- 
port, 42 M. C. C. 835, authorizing operation as a contract car- 
rier, over irregular routes, of specified commodities, between 
Fort Worth, Tex., on the one hand, and, on the other, certain 
points in Okla., La., Ark., and Miss., affirmed. 

*MC 30209, Sub. 1, John O’Shea, Carlstadt, N. J. Permit 

granted. Such merchandise as is dealt in by wholesale, retail] 
and chain grocery and food business houses, under individual 
contracts or agreements, between New York, N. Y., and points 
in Hunterdon and Somerset counties, N. J., over irregular 
routes. 
*MC 107295, Roy R. Roberson and Stanley Albert, dba Pre- 
Fab Transit Co., Farmer City, Ill. Certificate granted. Prefab- 
ricated buildings and described related articles, between points 
in Ill., Ind., Mich., Wis., and O., and from points in N. Y. and 
Va., to points in Ill, Ind., Mich., Wis., and O., over irregular 
routes, traversing Pa., W. Va. and Ky., for operating con- 
venience. 

*MC 107059, C. R. Prather and E. Eilerman, dba Ejilerman 
& Prather, St. Louis, Mo. Certificate granted. Live stock, other 
than ordinary, and in the same vehicle, stable equipment and 
supplies used in the care and exhibition of such live stock, and 
the personal effects of their attendants, between points in Ark, 
Okla., Kan., Ia., Mo., Ill., Ind., Ky., and Tenn., and between St. 
Louis, Mo., on the one hand, and, on the other, Detroit, Mich., 
and New Orleans, La., over irregular routes. 

*MC 69901, Sub. 4, Paul R. Newsom and Margie E. New- 
som, dba Newsom Trucking Co., Columbus, Ind., embracing MC 
52967, Sub. 1, Same. Certificate granted. Metal furniture, auto- 
mobile parts and other named commodities, over regular routes, 
between specified points in Ind., and over irregular routes, from 
North Vernon, Columbus, Seymour, Greenwood and Franklin, 
Ind., to points in Mich., Wis., Minn., Ia. Mo., Ill. Ky., 0, 
W. Va., Pa., and N. Y., and raw materials and supplies in the 
reverse direction. 

MC 58406, Sub. 3, A. L. Meyers, Anne L. Meyers and L. A. 
Bradbury. dba Doc’s Feed and Fuel, Lordsburg, N. M. Certifi- 
cate granted. Live stock, live stock feed, and agricultural com- 
modities over irregular routes between points in specified coun- 
ties in N. M. and Ariz., restricted against the transportation 
of live stock feed and agricultural commodities between points 
— -j which are on U. S. highway 70 or within one mile 
thereof. 


*MC 18229, Sub. 5, G. O. Bolin, Cleveland, O., dba Bolin 
Driveaway C°., embracing also MC 30807, Sub. 33, Kenosha 
Auto Transport Corporation, Kenosha, Wis.; MC 48846, Sub. 29, 
W. Curtis Keal, Cleveland, dba Curtis Keal Transport Co.; and 
MC 106241, Sub. 3, Crawford Transport Co., Inc., Huntington, 
W. Va. Certificates granted. In 18229, Sub. 5, over irregular 
routes, (1) new automobiles, new automobile bodies and chassis, 
and automobile show equipment and paraphernalia, in initial 
movements, in driveaway service, and farm and garden tractors 
and parts thereof, from Willow Run, Washtenaw county, Mich., 
(a) to points in O., Pa., and W. Va., and (b) to boat docks in 
Detroit in the open season of navigation on the Great Lakes, 
and (2) rejected shipments of the same commodities on return 
to Willow Run. In 30837, Sub. 33, over irregular routes, (1) (a) 
new automobiles, new automobile bodies and chassis, and auto- 
mobile show equipment and paraphernalia, in initial movements, 
in truckaway and driveaway service, and (b) farm and garden 
tractors and parts thereof, from Willow Run, Washtenaw county, 
Mich., to points in a described Neb. area, (2) commodities 
named in (1)(a), in initial movements, in truckaway service, 
and commodities named in (1)(b), from Willow Run to St. 
Louis, Mo., New Albany, Ind., to points in Ill. and O., and 4 
described area of Ky. and W. Va., (3) commodities named 
in (1)(a), in initial movements, in driveaway service, and 
commodites named in (1)(b) from Willow Run to points in 
Ind. and O. and a described area of W. Va. and Ky., and 
(4) rejected shipments of the same commodities on return to 
Willow Run. In MC 48846, Sub. 29, over irregular routes, 
(1) new automobiles, new automobile bodies and chassis, 
and automobile show equipment and paraphernalia, in initial 
movements, in driveaway service, and farm and garden tractors 
and parts thereof, from Willow Run to Baltimore, Md., points 
in Hennepin and Ramsey counties, Minn., and to points in 18 
states, and (2) rejected shipments of the same commodities on 
return to Willow Run, traversing 10 states and the District of 
Columbia, when necessary for operating convenience only. In 
MC 106241, Sub. 3, over irregular routes, (1)(a) new automo 
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piles, new automobile bodies, and chassis, and automobile show 
equipment and paraphernalia, in initial movements, in truck- 
away and driveaway service and (b) farm and garden tractors 
and parts thereof, from Willow Run to specified points in O., 
and Ky., (2) commodities named in (1)(a), in initial move- 
ments, in truckaway service and commodities named in (1) (b), 
from Willow Run to points in a described N. C. area, and (3) 
rejected shipments of the same commodities on return to Willow 
Run, traversing four states when necessary for operating con- 
venience only. 

*MC 20901, Sub. 9, J. B. LeVan and Florence Levan, dba 
Cherokee Motor Coach Co., Chattanooga, Tenn. Certificate de- 
nied. Passengers and their baggage, and newspapers, express, 
and mail in the same vehicle, between Oak Ridge and Knoxville, 
Tenn., over a described route, serving all intermediate points. 
The report said that notwithstanding that the applicants, at a 
hearing, asserted an intent to affiliate with the National Trail- 
ways Bus System, they had now joined with Southeastern Grey- 
hound Lines in a joint application, MC F-3377, for approval of 
a transfer to Southeastern of certain of their operating rights. 
It said Southeastern now had a route into Knoxville and estab- 
lished connections with other passenger carriers operating be- 
yond that point into Va. and N. C. It said that in view of these 
circumstances, evidence relating to a prospective interchange of 
traffic with Smoky Mountain Stages, Inc., could have but little, 
if any weight. 

*MC 55121, Sub. 1, Amos Kirk, dba Kirk’s Trucking Service, 
Philadelphia, Pa. Permit granted, Commissioner Mitchell noting 
a dissent. Boilers, boiler parts, economizers, water walls, head- 
ers, stokers, powerhouse installation materials, steel and steel 
products, machinery, contractors’ tools and equipment, office 
equipment, and architects’ supplies, between Philadelphia, on 
the one hand, and, on the other, points in Mass., R. I., Conn., 
N. Y., N. J., Pa., Del., Md., Va., and W. Va., over irregular 
routes. 

*MC 105677, Sub. 1, John S. Binsberger, Silverdale, Pa. 
Permit denied, Commissioner Lee noting a dissent. Molasses 
and sugar syrup, in bulk, in tank trucks or trailers, from Phila- 
delphia, Pa., to Newark, Del., and specified Md. and N. J. points, 
over irregular routes. The report said only one shipper sup- 
ported the application and that its need for the proposed service 
was indefinite and unconvincing. 

MC 46047, Sub. 1, Reading Transportation Co., Philadelphia, 
Pa. Certificate granted. Passengers, baggage, express, mail and 
newspapers between Pottsville, Pa. and Ashland, Pa., over 
U. S. highway 122, servirig all intermediate points. 

*MC 15318, Sub. 23, Kimbel Lines, Inc., Cape Girardeau, 
Mo. Certificate granted. General commodities, with exceptions, 
serving Ferguson and Robertson, Mo., and points within two 
miles of Robertson as off-route points in connection with ap- 
plicant’s presently authorized regular-routes to and from St. 
Louis, Mo. 

*MC 31400, Madison Transportation Co., Kearny, N. J. On 
further hearing, findings in prior report, 42 M. C. C. 856, modi- 
fied, and certificate granted. General commodities, with excep- 
tions, between specified points in N. J., N. ¥., and Conn., over 
described regular routes. 


*MC 69842, Sub. 2, D. L. Wartena, Inc., of Illinois, Chicago, 
ill. On reconsideration, findings in prior report insofar as they 
granted a certificate to applicant, reversed, and application for 
certificate denied. Automobiles, chassis, bodies, trucks, and 
cabs, from Detroit, Mich., and Evansville, Ind., to certain points 
in Tenn., Ark., Miss., La., and Tex., over specified routes. 


*MC 55312, Sub. 1, Central Bus Lines, Inc., Cookeville, 
Tenn., embracing MC 32783, Sub. Nos. 42, 43 and 49, South- 
eastern Greyhound Lines, Lexington, Ky., and MC 8500, Sub. 2, 
Tennessee Coach Co., Knoxville, Tenn. Certificates granted as 
follows: Passengers, baggage, newspapers, express and mail, 
over a regular route, between Monterey, Tenn., and Knoxville, 
Tenn., serving all intermediate points, and over an alternate 
route, between Crossville, Tenn., and Oliver Springs, Tenn., for 
operating convenience, serving no intermediate points, in MC 
59312, Sub. 1; over a regular route, between Harriman, Tenn., 
and Clinton, Tenn., serving all intermediate points, in MC 
32783, Sub. 42; and over a regular route between Wartburg, 
Tenn., and Oliver Springs, Tenn., serving all intermediate 
points, in MC 32783, Sub. 43. Certificates denied in MC 32783, 
Sub. 49, and MC 8500, Sub. 2, for authority to transport pas- 
sengers, baggage, express, mail and newspapers between cer- 
tain points in Tenn., over specified routes. 

MC 88595, Sub. 2, Leo Levine and Mary Levine, dba A. A. 
Lexington Moving & Storage Co., New York, N. Y. Certificate 
granted to Alexander Levine and Mary Levine, dba A. A. Lex- 
ington Moving & Storage as successor in interest to applicants. 

ousehold goods between points in New York in the New York, 

Y¥., commercial zone, over irregular routes. The report 
found that motor carrier operations performed by applicants 
Within the New York portion of the New York, N. Y., commer- 
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cial zone were not within the partial exemptions of sections 
202(c)(1) and 203(b)(8) of the act. : 

*MC 106833, Thomas Gibney, New York, N. Y. Permit 
granted. Die castings from Mt. Vernon, N. Y., to specified 
parts of N. J., N. Y., Conn., and Mass., over irregular routes, 
with rejected shipments, empty containers, pallets, and die 
casting pots on return. 

*MC 103046, Sub. 6, Illinois Trailer Convoy, Inc., Chicago, 
iil, New trailers designed to be drawn by passenger auto- 
mobiles, in initial movements, in truck-away service, from Fort 
Worth, Tex., to points in Ala., Ariz., Ark., Calif., Fla., Ga., Kan., 
La., N. M., N. C., Okla., S. C., Tenn., Tex., and Utah, and new 
trailers, in initial movements, in truck-away service, from 
Chicago, Ill, to all points in United States, over irregular 
routes. 

*MC 90511, Sub. 3, Constable Transport, Ltd., Thorold, 
Ont., Canada. Certificate granted. Pulpboard, from the interna- 
tional boundary of the U. S. and Canada at Buffalo, N. Y., to 
Akron, N. Y., and to points in the town of Tonawanda, Erie 
county, N. Y., over irregular routes, 

*MC 102538, Sub. 6, W. E. Penley, dba Yellow Coach Co., 
Bristol, Va. Certificate granted. Passengers, and baggage, be- 
tween points in Tenn., and Va., over specified routes. Commis- 
sioner Lee dissented in part. 

*MC 105405, Sub. 4, M. R. Pearce, dba Pearce Transport, 
Liberal, Kan. Certificate granted. Petroleum products, in bulk, 
in tank trucks, from Sheerin, Tex., to points in a designated 


area in Kan., and rejected shipments on return,‘ over irregular 
routes. 


*MC 107398, Vito Maida and Guaetano Maida, dba G. |. 
Trucking Co., Brooklyn, N. Y. Permit denied. Yarns, between 
New York, N. Y., and Paterson, N. J., and textiles from Pater- 
son to New York, N. Y., over irregular routes. 


COMMISSION ORDERS 


MC 80412, Sub. 12, Decatur Cartage Co., Inc., of Indiana, exten- 
sion, Noblesville, Ind. Reopened for further hearing. 

MC 106465, Sub. 2, R. R. Smith, extension. Reopened for further 
hearing. 

Finance 15705, Denver & Rio Grande Western R. R., equipment 
trust certificates. Application dismissed, without prejudice. 

MC 108073, Alexander Verity and Jerry Verity, dba Verity Bros. 
Reopened for further hearing on July 8, at 9:30 o’clock a. m., United 
States standard time (or 9:30 a. m., local daylight saving time, if that 
time is observed), at 641 Washington Street, New York, N. Y., before 
Examiner Harrison. 

MC-C 807, Oklahoma Truck Line, Inc., revocation of permit. Order 
of April 9, modified to require compliance therewith on or before 
August 8. 

Ex Parte MC 4, In matter of qualifications of employees and safety 
of operation and equipment of common carriers and contract carriers 
by motor vehicle, and Ex Parte MC 3, In matter of need for estahlish- 
ing reasonable requirements to promote safety of operation of motor 
vehicles used in transporting property by private carriers. Order of 
February 27, further modified to become effective August 18. 

No. 29309, Great Lakes Steel Corp. vs. N. Y. C. Time for filing peti- 
tions for reconsideration, extended to July 18. 

1. & S. 5386, Petroleum products, Trunk-line to south. Suspension 
order of January 16, 1946, vacated, and proceeding discontinued. 

No. 29448, Hackney Bros. Body Co. vs. N. Y. C., et al. Time for 
filing peitions for reconsideration, extended to June 23. 

No. 29734, L. E. Lichford vs. C. & O., et al. Complaint dismissed. 

1. & S. 5349, All freight, Washington, D. C., and Virginia, cities to 
south. Respondents under special permission having filed tariffs effec- 
tive May 27, cancelling suspended schedules, proceeding discontinued. 

1. & S. 5419, Reciprocal switching, Lima, O. Respondents under 
special permission having filed tariffs effective May 27, cancelling sus- 
pended schedules, proceeding discontinued. 

1. & S. 5477, Citrus fruit, Florida to Canada. Respondents under 
special permission having filed tariffs effective May 12, cancelling sus- 
pended schedules, proceeding discontinued. 


1. & S. 5479, Iron or steel pipe, official territory to Florida. Re- 
spondents under special permission having filed tariffs effective May 26, 
cancelling suspended schedules, proceeding discontinued. 


MC 69643, Sub. 2, Albert Orr Doty, extension, Cody, Wyo. Report 
and order of January 7, modified so as to authorize issuance to appli- 
cant, on compliance with sections 215 and 217 of act and rules and 
regulations thereunder, of a certificate to operate as a common carrier 
by motor vehicle, in interstate or foreign commerce, over irregular 
routes, of general commodities (1) between Billings and Red Lodge, 
Mont., on one hand, and, on other, Painter, Wyo., and points within 
25 miles of Painter (except Cody, Elk Basin, and Badger Basin, Wyo.), 
and (2) between Cody, Wyo., on one hand, and, on other, Cooke, Mont., 
and points within 50 miles of Cooke (except Red Lodge, Bear Creek, 
Belfry, Washoe, Roberts, Boyd, Roscoe, and Absarokee, Mont.), sub- 
ject to condition that authority granted herein may not be joined with 
that contained in certificate in MC 69643 dated May 4, 1942, for purpose 
of rendering a through service between points in territories separately 
authorized and herein to extent it duplicates any heretofore granted 
to applicant shall not be construed as conferring more than one operat- 
ing right. This order shall become effective July 25, unless any party- 
in-interest shall show cause, if any there be, in writing verified under 
oath, why report and order of January 7, should not be modified in 
manner described above. 

MC 105272, Sub. 1, Lowell Seuring, extension, specified commodi- 
ties. Report and order of April 3, modified so as to delete from findings 
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of said report words ‘‘silo parts and materials used in construction of 
silos, from Plainfield, Ill., on one hand, and, on other,’’ and to sub- 
stitute in lieu thereof words ‘‘silo parts and materials used in con- 
struction of silos, from Plainfield, Ill., to.’’ This order shall become 
effective July 21, unless any party-in-interest shall show cause, if any 
there be, in a writing verified under oath, why report and order of 
April 3, should not be modified in manner described above. 


MOTOR FINANCE CASES 


MC F-3456, Werner S. Kemmer—Purchase (Portion)—Hannibal- 
Quincy Truck Lines, Ine. Application for authority under section 210a(b) 
of Werner S. Kemmer, doing business as Kemmer Motor Freight Serv- 
ice, of Kahoka, Mo., for temporary operation of a portion of the motor- 
carrier right of Hannibal-Quincy Truck Lines, Inc., of Hannibal, Mo., 
denied. 

MC F-3482, Joe Katz—Control; Plaza Express Co., Incorporated— 
Purchase (Portion)—Anderson Motor Service Co. Application for au- 
thority under section 210a(b) of Plaza Express Co., Incorporated, of 
St. Louis, Mo., for temporary operation of a portion of the motor- 
carrier rights of Anderson Motor Service Co., also of St. Louis, denied. 

MC F-3487, Lee Way Motor Freight, Inc.—Purchase (Portion)— 
Breeding Motor Freight Lines, Inc.; Breeding Motor Freight Lines, 
Inc.—Purchase (Portion)—Lee Way Motor Freight, Inc. Application 
for authority under section 210a(b) of Lee Way Motor Freight, Inc., 
of Oklahoma City, Okla., for temporary operation of a portion of the 
motor-carrier rights of Breeding Motor Freight Lines, Inc., of Musko- 
gee, Okla., denied. 

MC F-3238, Freeman A. Leas and Mary Ann Leas—Control; Courier 
Express, Inc.—Purchase (Portion)—The Huber Motor Transportation 
Co. Application of Courier Express, Inc., of Logansport, Ind., for au- 
thority to purchase certain operating rights of Mohawk Motor, Inc., of 
Tiffin, O., and of Freeman A, Leas and Mary Ann Leas to acquire con- 
trol of said operating rights through said purchase, denied. 


FINANCE APPLICATIONS 


MC F-3465 (supplemental), R. W. Lee, described as owner of 62 
per cent of capital stock of Lee Way Motor Freight, Inc., Oklahoma 
City, Okla., asks to be made party applicant to the original applica- 
tion in MC F-3465 for purchase by Lee Way Motor Freight, Inc., of 
certificate and operating rights of K, M. Fisher, San Antonio, Tex. 

MC F-3493, North Eastern Motor Freight, Inc., Denver, Colo., asks 
authority to purchase operating rights of North Eastern Freight Co., 
Sterling, Colo. 

MC F-3494, McCullough Transfer Co., Wahpeton, N. D., asks au- 
thority to lease with option to purchase a portion of operating rights 
of Raymond Bros. Motor Transportation, Inc., Minneapolis, Minn. 

MC F-3495, Lyon Van Lines, Inc., Los Angeles, Calif., asks authority 
to purchase certain properties of Safeway Van Lines, Los Angeles, Calif. 

MC F-3496, Associated Transports, Inc., St. Louis, Mo., asks au- 
thority to purchase operating rights of Automobile Convoy Co., and 
Speedway Transports, Inc., also of St. Louis. 

MC F-3497, I. R. C. & D. Motor Freight, Inc., Richmond, Ind., asks 
authority to purchase certain operating rights of Silver Fleet Motor 
Express, Inc., Louisville, Ky. 

Finance No. 15741, Chicago & North Western Railway Co., asks 
authority to issue $4,650,000 of equipment trust certificates so as to 
finance 75 per cent of the cost of new equipment, estimated to total 
$6,283,000, consisting of 1,000 box cars, six 1,000 horse-power Diesel 
electric switching locomotives, six 660 horse-power Diesel electric 
switching locomotives, three 1,500 horse-power Diesel electric switch- 
ing locomotives, and six 1,500 horse-power Diesel electric freight loco- 
motives, four of type ‘‘A’’ and two of type “‘B.’’ The certificates are 
to be dated August 1, 1947, to be payable serially in 10 equal annual 
installments, and bear interest at a rate, payable semi-annually, to be 
determined by competitive bidding. 

MC F-3498, Fish Transport Co., Inc., New Bedford, Mass., joined 
by Harry Finkel, principal stockholder, ask authority to purchase 
operating rights under MC 105264 of Thomas Aiello, of New Bedford. 

Finance No. 15734 (supplemental), Trustee of the Central Railroad 
Co. of New Jersey and the Central Railroad Co. of Pennsylvania jointly 
ask approval of acceptance of bid of 99.52 per cent, submitted by 
Harris, Hall & Co., Inc., of Chicago, and associates, in respect of a 
proposed issue of $1,605,000 of equipment trust certificates of the latter 
company, series ‘‘A,’’ to bear a dividend rate of 2% per cent per 
annum (see Traffic World, June 7, p. 1774). 


Finance No. 15657, Frank Maloney, trustee of the Smoky Mountain 
Railroad, and W. L. Ambrose, Jr., member of the firm of Ambrose & 
Wilson, as counsel for the trustee, in proceedings for reorganization 
of the railroad filed in the federal court for the eastern district of 
Tennessee, ask approval of a monthly allowance of $400 fixed by the 
court for services rendered by the trustee, subject to future adjustment 
based on increased revenues of the railroad, and for deferment on the 
question of ‘compensation for counsel. The application said that no 
request was made to the court for counsel fees ‘‘at this time,’’ the 
feeling being that the present income of the trustee from operations 
was too low to justify compensation on a monthly basis, but asked that, 
subject to court approval, that a sum of not in excess of $100 a month, 
for actual expenses and clerical and stenographic services, be author- 
ized to counsel in the event that ‘‘such procedure should appear to be 
equitable and proper.’’ 

MC F-3501, Blue Line Express, Nashua, N. H., asks authority to 
purchase motor operating rights, under MC 5938, of Wellspeak Oil 
Transportation and Springfield Martin’s Express, Springfield, Mass., 
under lease to Newhouse Trucking Co., to expire June 25, and tem- 
porarily to operate. 

MC F-3502, Allied Van Lines, Inc., Chicago, Ill., asks authority 
to purchase interstate household goods operating rights of Crone Stor- 
age Co., Inc., and Utility Cartage, Inc., both of Seattle, Wash. 

MC F-3499, Overland Transportation Co., Akron, O., asks authority 
to purchase operating authority, under certificate MC 30266, of Higley 
Forwarding Co., Akron, O. 
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Finance No. 15745, Madison, Illinois & St. Louis Railroad Co., and 
Terminal Railroad Association of St. Louis jointly ask authority for 
construction by the former, to be operated by the latter, of approxi- 
mately one-half mile of trackage extending from Madison Street in 
Brooklyn, St. Clair county, Ill., to Ferry Street in the vicinity of the 
Venice plant of the Union Electric Power Co. in Venice, Madison 
county, Ill. Such authority is requested, they say, in order to provide 
more adequate, expeditious and economical railroad freight service to 
the power company plant and, ‘‘through the availability of their facilij- 
ties,’’ aid in the development of potential industrial property ‘‘located 
immediately to the west of the proposed track.’’ The application said 
the plant was presently served by G. M. & O. and Illinois Terminal, 
Applicants said they were of the opinion that the proposed track was 
a “‘spur or industrial track’’ within the meaning of section 1(22) of 
the interstate commerce act, as amended, and, as a consequence, the 
Commission was without jurisdiction, and that the application was fileq 
because of doubt that might exist as to the actual character of the 
proposed track concerned, They added that they desired to reserve all 
rights that they might have to a judicial determination of the char- 
acter of the proposed track involved. The application said that cost of 
the track construction was to be financed by Terminal from revenues 
derived from current operations, with title to the trackage and right- 
of-way to be held by Madison. 

MC F-3500, Harrison Motor Freight, Illside, N. J., asks authority 


to purchase operating rights of Arnold Copeland, Havertown, Pa., and — 


Harry Harrison, Daniel Harrison and Sol Harrison ask to join in the 
application, 





PETITIONS FOR REHEARING, ETC. 

No, 29224, Magnet Cove Barium Corp. vs. Aberdeen and Rockfish, 
et al., No. 29248, Thompson, Weinman & Co., Inc., vs. L. & N., et al., 
and No. 29250, Eversole-Maclay & Co. vs. Aberdeen and Rockfish, et al. 
Defendant carriers in official and southeastern territories ask for re- 
opening, reconsideration, and modification of decision of Division 3, 
of April 2. 

Finance 13170, Florida East Coast Ry. reorganization. New York 
Trust Co., as trustee of Florida East Coast Ry. Equipment Trust Series 
D, asks for modification of Commission’s third supplemental report and 
order, of April 8. 

Finance 15388, Greyhound Corporation stock. Applicant asks for 
modification of condition (2) of order of April 5. 

W-376, Subs. 4TA and 6TA, Pan-Atlantic Steamship Corp. tem- 
porary authority applications. Applicant asks for an extension of tem- 
porary authorities for maximum period of time allowable under pro- 
visions of Section 311(a) of interstate commerce act. 

MC-F 2706, V. W. Lee and Harris W. Lee, control; Caroline Motor 
Express Lines, Inc., lease and purchase, Ford Reed. Applicants ask for 
modification or reconsideration of order of Division 4, of January 7, 
1946. 

MC-F 3020, Matthew Leo McKeone, Sr., et al., purchase, Liberty 
Motor Freight Lines, Inc. Applicants ask for reconsideration by entire 
Commission of report and order of Division 4, and in alternative for 
reopening and further hearing. 

MC-F 3020, Matthew Leo McKeone, Sr., et al., purchase, Liberty 
Motor Freight Lines, Inc. Applicants ask Commission to stay effective 
date of order of Division 4. - 

No. 13535 et al., Consolidated southwestern cases. Defendant car- 
riers operating in southwestern territory ask for approval under Finding 
27 in 123 I. C. C. 203 et seq. to continue application beyond June 30, 
of carload rates on caustic soda between Texas and Louisiana points. 

MC F-3194, R. L. Villeneuve, control, Victory Coach Lines, Inc., 
purchase (portion), Indiana Motor Bus Co., and MC F-3297, B. D. 
Kramer and C. J. Villeneuve, control, I & S Trailways, Inc., merger, 
Victory Coach Lines, Inc., and Empire Trails ,Inc. Protestant, Pennsyl- 
vania Greyhound Lines, Inc., asks for reconsideration of report and 
order of division 4, of May 14. 

MC FC-16028, August Pra Sisto, Florian Pra Sisto, Albert Marchini, 
and Walter Marchini, dba ‘‘Moon Carrier.’’ Applicants ask for inter- 
pretation, or in alternative, correction of certificate. 

MC F-3482, Joe Katz, control; Plaza Express Co., Inc., purchase, 
Anderson Motor Service Co. Applicants ask to amend application for 
sale of operating rights. 


Railroad Abandonments 


Smoky Mountain 


Asserting that conflicting actions of the railroad consti- 
tuted abandonment of its application filed with the Commission, 
in Finance No. 15646, for authority to abandon its entire line 
of railroad extending from Vestal to Sevierville, Tenn., about 
29.15 miles, and discontinue operations over the Southern under 
trackage rights between Vestal and Knoxville, Tenn., about 2.2 
miles, a group of shipper and shipper representatives, composed 
of J. R. Atchley, W. N. Garrett, Bon Hicks, Ray C. Sharp, 
W. H. Buckner, E. W. Paine, Herbert Holt, Fred P. Rawlings, 
J. C. Davis, A. J. King, Jr., and J. E. Temple, has filed a petition 
with the Commission for dismissal of the proceeding (see Traffic 
World, March 22, p. 871). 

After filing its application for abandonment, on March 14, 
the group said the railroad filed a petition in the district court 
at Knoxville for reorganization under section 77 of the bank- 
ruptcy act. In the latter petition, ‘the group said’ the railroad 
called attention to the abandonment application before the 
Commission but stated that it had insufficient funds on hand 
with which to prosecute that proceeding, pay salaries of em- 
ployes or otherwise function as a going concern. | The two pro- 
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ceedings, the group declared, were in conflict and presented 
“an anomalous situation,” one asking authority to discontinue 
operation of the carrier’s railroad and be relieved of discharg- 
ing its duty to the public, while the proceeding for reorganiza- 
tion, “which must be under supervision and subject to approval 
of the Commission,” sought authority of the court and the 
Commission to take steps to continue operation of its trains in 
the discharge of its duty to the public. The group added that 
entry of an order by the Commission in the court proceeding 
confirming the appointment of a trustee or the approval of a 
loan or any other forward step would be out of harmony with 
and in conflict with any order other than an order of dismissal 
that might be entered in the abandonment proceeding. 


O. S. L.-U. P. 


The Oregon Short Line Railroad Co., and the Union Pacific 
Railroad Co., in a joint application in Finance No. 15740, ask 
the Commission to authorize abandonment by the former and 
abandonment of operation by the latter, lessee, of the so-called 
“Urban Branch” of railroad in Box Elder county, Utah, ex- 
tending from Bakers to Urban, 4.93 miles. The applicants said 
the present volume of traffic handled on and available to the 
branch, with no prospect of improvement, did not justify con- 
tinued operation. 


Petaluma & Santa Rosa 


The Commission, division 4, by a report and certificate in 
Finance No. 15683, Petaluma & Santa Rosa Railroad Co. Aban- 
donment, and Finance No. 15684, Petaluma & Santa Rosa Rail- 
road Co. Construction, etc., has permitted abandonment by the 
P. & S. R. of 2.557 miles of railroad and authorized construction 
of 1,151.2 feet of railroad line and acquisition of 1.920 miles 
of line, all in Sonoma county, Calif. 


S. A., U. & G. 


By a report and certificate in Finance No. 15662, San An- 
tonio, Uvalde & Gulf Railroad Co. Trustee Abandonment, the 
Commission, division 4, has permitted abandonment by. Guy A. 
Thompson, trustee of the S. A., U. & G., of a 4.787-mile branch 
line in Dimmit county, Tex., prescribing conditions for pro- 
tection of employes affected by the abandonment. 


Texas & Pacific 


Abandonment by the Texas & Pacific of a portion of its so- 
called Opelousas branch extending approximately 20 miles 
from Church Point to Crowley, Acadia parish, La., has been 
permitted by the Commission, division 4, by a report and 
certificate in Finance No. 15242, Texas & Pacific Railway Co. 
Abandonment. The Burlington conditions for employe protec- 
tion were prescribed. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2750, Petroleum and Products over Garrett 
Freightlines, Inc., from June 15 to and including January 14, 
1948, the operation of certain schedules published in tariff MF- 
I. C. C. No. 10 of Garrett Freightlines, Inc., Pocatello, Ida. The 
suspended schedules propose to establish new rates on gasoline, 
kerosene and fuel oil in tank trucks and tank trailers from 
Pocatello, Ida., and Salt Lake City, Utah, to various points 
in Idaho. 

I. and S. M-2751, Stopping-in-Transit—Vincent Goldere’s 
Sons, from June 16 to and including January 15, 1948, the 
operation of certain schedules published in Schedule MF-I. C. C. 
No. 6 of Vincent Goldere’s Sons, Incorporated, Morristown, N. J. 
The suspended schedules propose to establish a new stopping- 
in-transit rule applicable in connection with motor contract- 
Carrier minimum charges on various commodities between 
Whippany, N. J., and numerous points in Connecticut, New 
York, and Pennsylvania. 


I. and S. M-2752, Wooden Pallets—Memphis to Chicago, 
Peoria, St. Louis, from June 14 to and including January 13, 
1948, the operation of certain schedules published in supplement 
No. 33 to joint tariff MF-I. C. C. No. 72 of issuing Agent Cen- 
tral and Southern Motor Freight Tariff Association, Inc., Louis- 
ville, Ky. The suspended schedules propose to establish re- 
duced commodity rates on wooden pallets, platforms or skids, 
minimum 20,000 pounds, from Memphis, Tenn., to Chicago and 
Peoria, Ill., and St. Louis, Mo., for local (single line) applica- 
tion over East Texas Motor Freight Lines, Highway Express, 
Inc., Kimbel Lines, Inc., Plaza Express Company, Incorporated, 
or Viking Freight Co. 

I. and S. M-2753, Air City Freight—Revised Rates from 
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June 16 to and including January 15, 1948, the operation of 
certain schedules published in tariff MF-I. C. C. No. 2 of Paul 
Bergman and Mitchel Ozegowsky doing business as Air City 
Freight, Paterson, N. J., and in Supplement No. 16 to joint 
tariff MF-I. C. C. No. A-216 of Middle Atlantic States Motor 
Carrier Conference, Inc., Washington, D. C. The suspended 
schedules propose to establish increased and reduced commod- 
ity rates on various commodities, applicable between points in 
New Jersey and New York. 


Eastern Rail Petition for L. C. L. 
Increases to Go to Hearing 


The Commission has issued a notice that the petition of 
the railroads and certain common carriers by water, who asked 
sixth and fourth section relief and modification of outstanding 
orders so that increased class rates applicable to less-than-car- 
load and any-quantity freight traffic might be made effective 
July 20, after statutory notice, has been assigned No. 29770, 
Increased Less-Carload Rates, Official Territory (see Traffic 
World, June 7, p. 1781). 

The Commission said notice of hearing would be given 
hereafter and that it had assigned the proceeding to division 2 
for administrative handling. 

The notice said it would be unnecessary for interested par- 
ties to file answers or responses to the petition, “as they may 
appear at the hearing and present pertinent evidence without 
formal pleadings.” 


Many Ask Denial of Petition 


Further requests that the Commission deny the petition of 
the railroads to publish increased 1. c. 1. rates in the manner 
proposed have been received by the Commission from the 
United States Potters Association; the Chain Institute, Inc.; 
the Non-Integrated Steel Manufacturers Association; a group 
of New England interests headed by the Boston Chamber of 
ge eaiuade and the Manufacturers Association of Connecticut, 
nc. 

In addition, the New England groups said that, the Com- 
mission having embarked on’ nation-wide investigations in No. 
29556, Charges on Small Shipments by Railroads, and No. 
29555, Pick-up and Delivery Services by Railroads, involving 
the same basic issues, “it occurs to us as desirable to merge. 
the on at issue with these proceedings and we so recom- 
mend.” 

Joined with the Boston Chamber of Commerce were: New 
England Traffic League; Associated Industries of Massachusetts; 
New England Shoe and Leather Association; Boston Wool Trade 
Association; Rhode Island Industrial Conference; Providence 
(R. I.) Chamber of Commerce; and New Hampshire Manufac- 
turers Association. 

Additional replies, asking the Commission to deny in whole 
or in part the petition of eastern railroads for leave to file tariff 
schedules proposing increased less-carload and any-quantity 
freight rates, for sixth section and fourth section relief, and for 
modification of outstanding orders, to be made effective July 
20 (see Traffic World, June 14, p. 1883), have been filed on be- 
half of-the following: 

Lynchburg (Va.) Traffic Bureau, Traffic Association of the 
New Britain (Conn.) Chamber of Commerce, Manufacturers As- 
sociation of Connecticut, Inc., Kraft Foods Co., Chicago, IIl., 
American Institute of Bolt, Nut and Rivet Manufacturers, Cleve- 
land, O., and a group of textile manufacturers in southern and 
official territories composed of the American Cotton Manufac- 
turers Association, North Carolina Cotton Manufacturers Asso- 
ciation, Inc., the Cotton Manufacturers Association of South 
Carolina, Georgia-Alabama Textile Traffic Association, Cotton 
Manufacturers Association of Georgia, and Alabama Cotton 
Manufacturers Association. 

All but two of the aforementioned protestants asked denial 
of the petition and that the matter be made the subject of a 
hearing. The other two protestants merely asked denial. 


U. S. COMPLAINT AGAINST RAILROADS 


The government’s latest complaint against the railroads, 
assailing rates, ratings, and charges on wartime shipments of 
airplanes and airplane parts for the War and Navy Departments 
(see Traffic World, June 14), has been docketed with the Com- 
mission as No. 29761, United States of America vs. Atchison, 
Topeka & Santa Fe et al. 


GENEVA STEEL RATES CONFERENCE 


The Commission has announced that a prehearing confer- 
ence in I. and S. No. 5464, Iron and Steel, Utah to Pacific Coast 
Points, will be held at the office of the Public Utilities Com- 
mission of the State of Colorado, Denver, Colo., at 10 o’clock, 
mountain standard time, on August 7, with Chairman Aitchison 
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presiding. The proceeding involves reduced rail rates on iron 
and steel articles from the Geneva-Salt Lake City, Utah, group 
to various destinations on the Pacific coast and points interme- 
diate thereto, which were suspended for the month of March 
but permitted to go into effect thereafter on request of rail 
carriers and supporting shipping interests, with continuation of 
the investigation by the Commission (see Traffic World, March 
8, p. 719, and March 15, p. 807). 


Water-Competitive Fourth Section 
Cases Set for Hearing 


Ten fourth-section applications relating to rates maintained 
by rail carriers without observing the long-and-short-haul pro- 
vision of section 4 of the interstate commerce act, to meet 
water competition, have been assigned by the Commission for 
hearing or further hearing, as the case may be, August 12, be- 
fore Examiner Clarence K. Glover, in Washington. They are: 


Citation 

No. or Order 
16384 Automobile tires to Birmingham and Memphis........ 222/571 
17091 Confectionery to New Orleans, La..................... 241/742 
21073 Confectionery to New Orleans, La..................... Sup. FSO 
13207 

18282 Confectionery to Jacksonville, Fla.................... 241/794 
17746 Flavoring extracts (tea) to Memphis, Tenn............ Sup. FSO 
12441 

15534 Roofing and Building Material to Florida Ports........ 204/291 
16536 Spices and tea to Memphis, Tenn..................000. 220/456 
18266 Zinc oxide and lithopone to Memphis, Tenn........... 243/195 
18567 Zinc oxide and lithopone to Memphis, Tenn........... 243/195 
18926 Zinc oxide and lithopone to Memphis, Tenn........... Sup. FSO 
14055 


These are some of the cases remaining to be heard after the 
Commission, on consideration of replies showing cause filed by 
or on behalf of applicant carriers, and replies to those returns, 
eliminated from its order of July 19, 1946, a number of fourth- 
section application cases included in the order resulting from a 
request of the War Shipping Administration and the Maritime 
Commission for an investigation of water-competitive rates and 
practices of railroads (see Traffic World, June 7, p. 1775). 


D. M. & C. I. Reorganization Is 
Assigned for Hearing 


The Commission, division 4, has assigned Finance No. 15525, 
Des Moines & Central Iowa Railroad Reorganization, for 
hearing, July 22, at its offices in Washington, before Examiner 
Homer H. Kirby. 


In a notice accompanying the order of assignment, Secre- 
tary Bartel said the hearing was to be held for the purpose 
of receiving evidence in support of and in opposition to the 
plan of reorganization filed May 14 in the district court for the 
southern district of Iowa, central division, by certain holders 
of the first mortgage bonds of the railroad, and any other plans 
that might be filed at any time before or, with the consent of 
the presiding officer, in, the hearing, by the debtor, the debtor’s 
trustee, or by or on behalf of not less than 10 per cent in 
amount of any class of creditors or stockholders, or, with the 
consent of the Commission, by any party in‘vinterest. The 
notice added: 


Any party who desires to propose a plan (other than the one 
already filed with the Commission) at or before such hearing is re- 
quested to transmit 30 copies to the Commission and to deliver copies 
to all parties not later than 7 days in advance of such hearing. All 
parties to the proceeding who may desire the present exhibits at such 
hearing are requested to forward three copies to the Commission (re- 
taining the original copy for introduction in evidence at the hearing) 
and to serve copies on all parties to the proceeding not later than 
July 7, 1947. 

Receipt of this notice and the accompanying order does not con- 
stitute permission to participate in the proceeding. Parties, other than 
debtor and its trustee, who expect to participate should file with the 
Commission, prior to the hearing, or present as a motion paper at the 


hearing, a petition of intervention, unless permission to intervene has 
been given heretofore. 


ADDITIONAL I. C. C. HEARING EXAMINERS 


Secretary Bartel, of the Commission, has issued a notice, 
announcing the designation of the following as additional hear- 
ing examiners under the administrative procedure act, supple- 
— the list made public June 11 (see Traffic World, June 

Bureau of Motor Carriers: Thurston B. Johnston, Henry C. 
Lawton, James J. Williams and Tobias Naftalin. 

At the same time, the notice said that through misunder- 
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standing the name of Glen L. Shinn was included in the notice 
of June 11, and his name has been deleted. 






EXPRESS CASE STATEMENTS DUE JULY 7 


The Commission, by a notice in Ex Parte No. 163, In- 
creased Express Rates and Charges, 1946 (further hearing) 
has extended the time for filing evidence in the form of verj- 
fied statements without personal appearances for receipt in 
evidence at the adjourned hearing on July 8, has been ex. 
tended to July 7. 

At the hearing June 11, those desiring to submit evidence 
in that form were authorized to submit such statements on or 
before July 1 (see Traffic World, June 14, p. 1879). 












COMMON CARRIER CORPORATE NAMES LISTED 


The Commission’s Section of Tariffs, Bureau of Traffic, has 
issued a 22-page mimeographed supplement No. 57 to its list 
No. 3 of corporate names of common carriers by rail (including 
express), water or pipe line (including names of their receivers 
or trustees, if any), filing tariffs, concurrences, or powers of 
attorney with the Commission, and compiled from its records, 
It said supplement No. 57 canceled supplement No. 56 and that 
supplements Nos. 38 and 57 contained all changes. 


DIGEST OF 
(o 


No. 29761, United States of America vs. A. T. & S. F., et al. 

Alleges unjust and unreasonable, in violation of section 1, rates, 
ratings and charges applied by 964 railroads, named as defendants, 
on shipments of airplanes and airplane parts for the War and Navy 
Departments since January 1, 1942. Asks a cease and desist order, 
rates, ratings and charges, and reparation. (James E. Kilday, 
David O. Mathews, and William D. McFarlane, special assistants 
to the Attorney General.) 

C-899, Eugene Kirkpatrick, Sr., Quincy, IIl. 

Alleges that collection of undercharges on shipments of mineral 
feeds and premiums made by complainant, a motor contract carrier, 
for Moorman Manufacturing Co., a shipper at Quincy, from Quincy 
to points in Iowa, in the period June 22, 1945, to October 1, 1946, 
would be unjust, unfair and unreasonable due to inability of com- 
plainant to make prompt deliveries under its contract by reason 
of insufficient help and shortage of adequate equipment. Asks relief 
under proviso to section 218(a) of the act. (Robert M. Bowen, 1630 
Rand Tower. Minneapolis, Minn.) 

29766, Switching Allowance to La. Central Lumber Co. 

Investigation instituted by the Commission, division 2, concern- 
ing switching allowance to Louisiana Central Lumber Co., between 
its plant and rails of the Missouri Pacific at Clarks, La. 


29767, McAllen (Tex.) Chamber of Commerce vs. A. & L. M., et al. 
Alleges members at McAllen and Hidalgo, Tex., have been and 
will continue to be required to pay domestic rates on carload ship- 
ments of pineapples imported from Mexico and shipped to destina- 
tions in Arkansas and Oklahoma. Alleges the two Texas points 
should be named as Rio Grande River crossings. Rates charged in 
violation of sections 1, 2, and 3. Asks cease and desist order and 
rates. (J. W. Carlisle, 209 Bentsen Bldg., McAllen, Tex.) 
29768, McAllen (Tex.) Chamber of Commerce vs A. & R., et al. 
Alleges members at McAllen and Hidalgo, Tex., have been and 
will continue to be required to pay domestic rates on carload ship- 
ments of various commodities imported from Mexico and shipped 
to points in Alabama, Arkansas, Colorado, Connecticut, Delaware, 
Florida, Georgia, Illinois, Indiana, Iowa, Kansas, Kentucky, Louisi- 
ana, Maine, Maryland, Massachusetts, Michigan, Minnesota, Mis 
sissippi, Missouri, Nebraska, New Hampshire, New Jersey, New 
York, North Carolina, Ohio, Oklahoma, Pennsylvania, Rhode Island, 
South Carolina, Tennessee, Vermont, Virginia, West Virginia, Wis- 
consin, Wyoming, and the District of Columbia. Alleges the two 
Texas points should be named as Rio Grande River crossings. Rates 
charged in violation of sections 1, 2, and 3. Asks cease and desist 
order and rates. (J. W. Carlisle, 209 Bentsen Bldg., McAllen, Tex.) 


29769, Standard Oil Co. of New Jersey, Baton Rouge, La., vs. Abi 
lene & Southern, et al. 

Rates, refined petroleum and its products and asphalt, from Baton 
Rouge and North Baton Rouge, La., to points in Kansas, Oklahoma, 
Nebraska, North Dakota, South Dakota, Colorado, Wyoming and 
Montana, in violation of sections 1 and 3. Asks a cease and desist 
order and rates. (M. W. Boyer, vice-president, Baton Rouge, La.) 


29771, National Trucking & Storage Co., Inc., Washington, D. C., 
vs. Pennsylvania Railroad Co. 

Alleges demurrage charges collected or sought to be collectec on 
numerous carloads of merchandise on tracks at Washington, D. C 
placed in October, November and December, 1945, and January and 
February, 1946, in violation of sections 1 and 6. Asks a cease and 
desist order, refund of $3,381.68 already collected, and cancellation 
of charges aggregating $30,742.39 not yet paid. (J. H. Ross, 1341 
Monroe St., N. W., Washington, D. C.) 
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June 21, 1947 


Staley Spotting Charge Proceeding 
Discontinuance Recommended 


Examiner G. H. Mattingly, by a proposed report in I. and 
S. No. 5387, Cancellation Terminal Charges at Decatur, IIl., in- 
cluding embraced proceedings, has recommended cancellation of 
suspended schedules, discontinuance of the proceeding, and a 
finding by the Commission that a proposed cancellation of a 
spotting charge by the Wabash and Baltimore & Ohio railroads 
at the plant of A. E. Staley Manufacturing Co., Decatur, IIl., 
has not been shown just and reasonable. The embraced cases 
are A. E. Staley Manufacturing Co. Terminal Allowance, Ex 
Parte 104, Practices of Carriers Affecting Operating Revenues 
or Expenses, Part II, Terminal Services, and I. and S. No. 4736, 
Switching Charges at Decatur, Ill. 


Tariffs proposing the cancellation were filed to become 
effective February 3, 1946 and on motion of the Commission 
were suspended until September 3, 1946, since when operation 
of the schedules was deferred by voluntary action of the re- 
spondent railroads, said the examiner. With respect to the spot- 
ting charge, he said: 


The charge here under consideration was first published following 
the 55th supplemental report in A, E. Staley Mfg. Co. Terminal Allow- 
ance, 215 I. C. C. 656, by division 3, in which it was found that spotting 
at the Staley plant was a plant service, compensation for which was 
not included in the line-haul rates, and that the payment by the rail- 
roads serving the plant of an allowance to Staley for performing spotting 
service in the plant was unlawful. Subsequent to this decision, perform- 
ance of the spotting service by Staley was discontinued and it was 
undertaken by the railroads. In the latter part of 1937 they established 
a spotting ckarge on interstate traffic of $2.27 which, as the result of 
subsequent general increases, has become $3.13. There is no similar 
charge on intrastate traffic. Ever since the interstate charge became 
effective, Staley and the railroads serving the plant have been actively 
endeavoring to have it eliminated. 


The spotting service in interstate traffic at the Staley plant, 
said the examiner, was considered in- A. E. Staley Mfg. Co. 
Terminal Allowance, 245 I. C. C. 383, in which it was found 
unlawful for the carriers serving the plant to perform spotting 
service there without a spotting charge, and a proposal to cancel 
the charge in effect at that time was found not justified. This 
decision, he said, ultimately reached the Supreme Court and 
was sustained in U. S. vs. Wabash, 321 U.S. 409. 


Tariff Situation Explained 


Subsequently, continued the examiner, on petition of Staley 
and the railroads serving the plant alleging substantial changes 
in the methods of performing the spotting service, the proceed- 
ing was reopened for further hearing which was held in April, 
1945, after which the examiner’s proposed report was served on 
the parties. The examiner added: 


In the meantime, so-called master terminal tariffs were filed on 
behalf of the carriers in Official Territory generally, of which Agent 
Curlett’s I. C. C, No. A-833 is typical, which became effective January 1, 
1946. The provisions of the master terminal tariffs have been dis- 
cussed and interpreted in previous decisions and need not be detailed 
here, Immediately when those tariffs became effective the tariff which 
is under suspension in the title proceeding was filed, upon the theory 
that the maintenance of the spotting charge which it was proposed to 
cancel was inconsistent with the maintenance of the charges provided 
in the master terminal tariffs. That theory is erroneous. As pointed out 
in Corn Products Refining Co. Terminal Service, 266 I. C. C. 181, the 
principles announced in Propriety of Operating Practices—Terminal 
Services, 209 I. C. C. 11, continue to be controlling in determining 
whether a spotting charge must be made for a particular spotting serv- 
ice, and they are not abrogated or modified by the provisions of the 
master terminal tariffs. 


_The examiner said a hearing was held on the suspended 
tariffs in April, 1946, and that shortly afterwards the respond- 
ents, in a petition, stated that an entirely new scheme for spot- 
ting at the Staley plant was in contemplation, and a further 
hearing to show the details and results was requested. This peti- 
tion, he said, was granted, and no further action was taken with 
respect to the examiner’s proposed report following the hearing 
in April, 1945. He said the new plan was placed in operation 
October 1, 1946; a test thereof was made for seven days com- 
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mencing at 7:30 a.m., December 16, 1946, and a further hearing 
was held in January, 1947. 


New Plan Improved Switching 


The examiner said the record indicated that the new plan 
had materially improved the switching at the Staley plant from 
the standpoint of efficiency and economy although the program 
had been carried to such extremes in certain instances as pos- 
sibly to defeat its own ends. It also showed, he said, that mate- 
rial prdgress had been made in complying with the principles in 
Propriety of Operating Practices—Termial Services. It was nec- 
essary, said the examiner, for the respondent Wabash to show 
affirmatively that the methods and practices incident to the 
service, and the conditions surrounding its performance, were 
in conformity with the principles announced in that proceeding. 
There were, however, said the examiner, certain deficiencies in 
the record that left reasonable doubts as to whether there had 
been complete compliance with those principles, and in at least 
one instance definite noncompliance was indicated. 

After reviewing the working of the plan in detail, the ex- 
aminer concluded: 


It is idle to contend that the super-service rendered by respondent 
at these elevators is no more than the equivalent of simple placement. 
In the light of the circumstances mentioned, it cannot be concluded 
that respondent has sustained the burden of proving that the charge 
for spotting at the Staley plant lawfully may be eliminated, 


The examiner said that by agreement each respondent 
would serve the plant exclusively in alternate years and that the 
Wabash was performing the service in the current year. 


Temporary Penalty Per Diem of $5 
Recommended by I. C. C. Examiners 


Examiners Myron Witters and Paul C. Smith, in a proposed 
report in No. 29670, Increased Per Diem Charge on Freight 
Cars, have recommended the following findings: 


The Commission should find that a temporary increase in the per 
diem charge with an element of penalty having a direct relation to 
delinquent handling and delay of box cars, to be paid to the owners, 
during periods of car shortage, would promote greater efficiency in the 
use and increase the supply of box cars. The Commission should further 
find that serious shortage of box cars is imminent, and that for a 
temporary period a per diem charge of $5 should be collected on box 
ears of foreign ownership held by one railroad in excess of 5 days, in 
any terminal or switching district on the following cars: (1) cars held 
for placement for unloading (unless notice of constructive placement 
has been sent or given in accordance with the uniform demurrage 
rules); (2) cars awaiting removal from sidings after having been un- 
loaded; (3) cars awaiting movement after loading is completed, except 
cars loaded with grain held for Federal or State inspection; (4) cars 
awaiting interchange after tender by connecting lines; (5) cars held 
for prospective loading, except cars held or stored for the loading of 
grain; and (6) cars loaded with company material. 


The per diem charge of $5 should begin after midnight of the fifth 
day in which the cars remain in the status above described and remain 
in effect until such cars are no longer in the status above described, 
and the day of release should be counted for the purpose of the appli- 
cation of the $5 rate. 

Run-around cars should be exempted from the $5 per diem charge. 
The term ‘‘run-around cars’’ is defined as cars placed for loading or 
remaining in place after unloading which are merely substituted for 
additional cars ordered for loading. 

Cars held for repairs, cleaning, 
empted from the $5 charge. 

The $5 per diem rate should not apply in any instance where the 
delay in handling is caused by fire, flood, storm, wreck, act of God or 
public enemy, or by strike of employees. 

The day on which a car is subject to the $5 per diem charge should 
not be counted in making any per diem reclaim. 


and conditioning should be ex- 


The proceeding was instituted December 18, 1946, and did 
not include tank or refrigerator cars. Most of the discussion 
in the report deals with the box car situation. The examiners 
commented that at the time of the hearing in May, the tank 
car shortage was somewhat less than in the previous 1947 
months but added that “this condition was recognized to be 
temporary and the shortage of box cars was expected to again 
become acute as soon as the 1947 grain crop begins to move.” 

The examiners observed that the director of the Commis- 
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ag Bureau of Service had suggested a charge of $5.50 a car 
a day. 

They reviewed the evidence and position of the various 
parties and the efforts made by the railroads, the public, and the 
Commission to meet the car shortage. The examiners said that 
for the purpose of this investigation the Commission might as- 
sume, without deciding or without prejudice to any pending 
complaint, that the present per diem charge of $1.25 was reason- 
ably compensatory and covered the cost of ownership of freight 
cars, including a return on investment. They then referred to 
the pending complaints of the short line railroads and the com- 
plaint filed by six western railroads alleging that the present 
per diem is too low. Hearing in those cases was adjourned from 
June 17 to August 4 because the member railroads of the Asso- 
ciation of American Railroads were not prepared to present 
their case in either proceeding and the western carriers were 
not ready to present their case in support of their complaint 
(see elsewhere). 


Proposed Report Issued on Negro’ 
Complaints Against Southern Ry. 


A proposed report by Examiner Charles W. Berry has been 
issued in No. 29607, Vashti Brown vs. Southern Railway Co., 
including also Sub. 1, Lillian Falls vs. Southern Railway Co., 
and Sub. 2, Muriel Holcombe vs. Southern Railway Co., in- 
volving allegations that named negro passengers have been 
denied accommodations, privileges, services, comforts, and con- 
veniences of the kind afforded white passengers on the same 
train. 

The examiner recommended that the Commission should 
find that the accommodations furnished the complainants in a 
car set aside for negro passengers, were not shown to have 
been substantially different from those furnished other passen- 
gers on the same train, and that they were superior to those 
furnished to passengers traveling at the same rate a mile in 
most coaches. 


The Commission should conclude, said the examiner, that, 
in the absence of legislation by the Congress, the maintenance 
and enforcement by a common carrier by railroad of a reason- 
able rule or regulation requiring segregation of white and 
negro passengers traveling in interstate commerce was not a 
violation of the interstate commerce act, provided substantially 
equal conditions and treatment were furnished. 


A further recommendation was that the Commission should 
find that the selling of three tickets and reserved seats in a 
specified car to two of the complainants personally, with knowl- 
edge that they were negroes, and the subsequent movement of 
the three complainants to a car set aside for negro passengers, 
was unduly prejudicial to the complainants and unduly prefer- 
ential of other passengers who were sold tickets and reserva- 
tions in the same car and who were permitted to occupy the 
specified seats and car for the entire journey. The*examiner 
further recommended: 


It should further find that it is, and for the future will be, unduly 
prejudicial and preferential for the Southern Railway Co. to set apart 
separate accommodations, space, or cars for the exclusive occupation 
from Washington to Atlanta of white and negro passengers on ‘‘The 
Southerner” unless the rules and regulations governing and requiring 
such separation of the races are definite and specific, and are published 
in its tariffs, posted in the stations from, to, and through which the 
train runs, or in some other manner are made available to passengers 


and prospective passengers at the time or before they purchase their 
tickets. 


DEATON MOTOR PURCHASE DENIAL PROPOSED 


Examiner M. L. Winson, by a proposed report in MC 
F-3403, P. Y. Whitman, et al—Control; Deaton Truck Line, Inc. 
—Purchase—B. C. Truck Lines, Inc., and La Grange Truck 
Lines, Inc., has recommended that the Commission deny an 
application of Deaton Truck Line, Inc., Birmingham, Ala., for 
authority to purchase the operating rights of B. C. Truck Lines, 
Inc., and La Grange Truck Lines, Inc., both of Atlanta, Ga., 
and of P. Y. Whitman, M. E. Whitman, and H. C. Webb, all of 


Birmingham, to acquire control of the operating rights through 
the purchase. 


The examiner referred to facts which he said definitely es- 
tablished that the operations of B. C. Truck Lines and La 
Grange Truck Lines had been, and still were, managed in a com- 
mon interest, and said their operations in fact were conducted 


as a single carrier in violation of the interstate comerce act. 
The examiner added: 


It appears also that B. C. T. and L. G. T. may be controlled or 
managed in a common interest with Deaton, in violation of section 5. 
The public interest requires, in the impartial and effective administra- 
tion of the law, that the Commission withhold its approval of the instant 
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transactions, and that it take appropriate steps to terminate the exist- 
ing law violations. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city fcllowing.) 


Ohio (Akron)—MC 108446, Fischbach Trucking Co. Per- 
mit proposed. Floor covering and materials and supplies used 
in the installation thereof, and wallboard pulpboard, over ir- 
regular routes, between Fullerton, Pa., on the one hand, and, 
on the other, St. Louis, Mo., and points and places in O., Ind., 
and Ill., traversing W. Va., for operating convenience. 

Kentucky (Middlesboro)—-MC 108440, Lindsey McKnight. 
Permit proposed. Such commodities as are dealt in by retail 
mail order stores, hardware stores, or department stores, under 
individual contracts or agreements with persons who operate 
such stores, from Middlesboro and Pineville, Ky., to points in 
Ky., Tenn., and Va., within 75 miles of Middlesboro and those 
within 75 miles of Pineville, and rejected and damaged ship- 
ments and repossessed merchandise in the reverse direction, 
over irregular routes. ; 

New York (New York)—MC 108212, R. & W. Trucking 
Co., Inc. Certificate proposed. Glassware, chinaware, and caps 
and covers therefor, from New York, N. Y., to Bayonne, Bloom- 
field, Garfield, Newark and Union City, N. J., and to points in 
Westchester, Nassau and Suffolk counties, N. Y., with return 
of rejected shipments, subject to request for cancelation of per- 
mit in MC 65155. 

West Virginia (Wheeling)—-MC 108115, Sub. 1, Coopera- 
tive Transit Co. Certificate proposed. Passengers, baggage, 
express, mail and newspapers, between Bridgeport, O., and 
Wheeling, W. Va., over the Aetnaville bridge, with service at 
all intermediate points. ; 

Oregon (Oswego)—MC 108095, Wallace Worthington, dba 
Wally’s Marine Sales & Service. Certificate proposed. Boats 
and equipment therefor, on vehicles equipped with boat cradle 
bodies, between:points in Ida., Ore., and Wash., over irregular 
routes, service to be restricted to boats more than 15 feet in 
length. 

on (Ashtabula)—-MC 106223, Sub. 4, Bruce F. Jarvis, 
dba Greenleaf Motor Express. Denial of certificate proposed. 
Fish from specified points in O., Pa., and N. Y., to New York, 
N. Y., Philadelphia, Pa., and Baltimore, Md., over irregular 
routes. 

Indiana (Indianapolis)—-MC 104119, Sub. 4, Voyle D. Ecoff. 
Permit proposed. Sulphuric acid, in bulk, in tank trucks, from 
Danville, Ill., to points in Ind., and O., over irregular routes, 
with refused or rejected shipments in the opposite direction. 

Georgia (Atlanta)—-MC 65697, Sub. 10, Theatres Service 
Co. Certificate proposed. Motion and sound picture films, 
equipment and supplies used in the maintenance of theatres, 
newspapers, newsprint stock, magazines, and periodicals, over 
specified regular routes between Donelsonville, Ga., and Mont- 
gomery, Ala., between Luverne, Ala., and Troy, Ala., and be- 
tween Birmingham, Ala., and Oxford, Ala., and motion picture 
films, sound equipment, amplifying apparatus, recording ap- 
paratus, scenery, recordings, reproducing apparatus, and ad- 
vertising matter, over irregular routes, between Atlanta, Ga. 
on the one hand, and points and places in Ala., and Ga., on the 
aforementioned regular routes, on the other. 

Indiana (North Judson)—MC 53434, Sub. 2, James Hajek, 
Jr. Certificate proposed. Mineral wool, over irregular routes, 
from North Judson, Ind., to Chicago and Chicago Heights, Il. 
and rejected shipments in the reverse direction. ; 

New York (New York)—MC 62903, Sub. 2, Metropolitan 
Convoy Corporation. Certificate proposed. New automobiles, 
new trucks, new chassis, and automobile parts, in drive-away 
and truck-away service, restricted to initial movements in the 
season of closed navigation on Lake Erie, from Detroit, Mich. 
to points in N. J., N. Y., and Pa., over irregular routes. 

Ohio (East Sparta)—-MC 44947, Sub. 7, Deioma and G. H. 
Meininger, dba Deioma and Meininger. Permit proposed. Floor 
and wall tile from East Sparta, O., to points in the Philadelphia, 
Pa., commercial zone, over irregular routes, with rejected ship- 
ments on return. 

Michigan (Detroit)—-MC 43038, Sub. 333, Commercial Car- 
riers, Inc. Certificate proposed. Motor vehicles, and their parts 
and accessories moving in cOnnéction therewith, in secondary 
movement, in truckaway service, over irregular routes, from 
Milwaukee, Wis., to points in Wis., and the upper peninsula 
of Mich., restricted to shipments which have a prior movement 
by water. : 
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Louisiana (Alexandria)—-MC 29957, Sub. 52, Southern Bus 
Lines, Inc. Certificate proposed. Passengers, baggage, express, 
mail and newspapers between Bolivar, Tenn., and the junction 
of Tenn. highway 22 and U. S. highway 64, over U. S. highway 
64, with service at all intermediate points. 

New Jersey (Jersey City) —MC 29854, Sub. 10, Hudson Bus 
Transportation Co., Inc. Certificate proposed. Passengers and 
their baggage between New York, N. Y., on the one hand, and, 
on the other, the Ten Mile River Boy Scout Camps in Sullivan 
county, N. Y., over irregular routes, in one-way and round- 
trip special operations, on Sundays only, and only in the period 
from May 15 to September 15, inclusive, each year, with no 
pick-up or discharge of passengers en route. 

Pennsylvania (Milton)—-MC 12372, Loren C. Ball, dba 
L. C. Ball Tours. Broker’s license for operation at Milton, Pa., 
proposed. Passengers and their baggage, between Williamsport, 
Pa., and points within 50 miles thereof, on the one hand, and 
points in U. S., on the other. 

Connecticut (Stamford)—MC 1759, Sub. 2, Froehlich Trans- 
portation Co., Inc. Denial of application for certificate pro- 
posed for want of prosecution. Bread and rolls, from Port 
Chester, N. Y., to specified points in N. J., and Philadelphia, 
Pa., and empty containers on return, over irregular routes. 

Washington (Longview)—MC 532, Sub. 20, Champ Nutter, 
dba Nutter Transfer. Denial of application for certificate pro- 
posed for want of prosecution. Dangerous explosives between 
—— points in Wash., and Ore., over regular and irregular 
routes. 

New York (Freeport)—-MC 103047, Sub. 1, Patsy Sciallo 
and Dominic Sciallo, dba Sunrise Storage Co. Certifivate pro- 
posed. Household goods between points in Nassaic and Suffolk 
counties, N. Y., on the one hand, and, on the other, points in 
N. Y., Mass., R. L, Me., N. H., Vt., Del., Md., Va., and D. C., 
over irregular routes, traversing Conn., N. J., and Pa., for 
operating convenience. 

Connecticut (Wilton)—-MC 108503, Francis L. Bennett. 
Certificate proposed. Petroleum products, in bulk, in tank 
—— » a irregular routes, from Norwalk, Conn., to Brew- 
ster, N. Y. 

__ Nebraska (Scottsbluff) MC 108397, Sub. 1, Donald K. 
Hillerege. Certificate proposed. Cement, in bulk, from Boett- 
cher, Colo., and Laramie, Wyo., to Scottsbluff, Neb., and points 
within 15 miles thereof, and concrete products, in quantities of 
not less than 20,000 pounds, from Scottsbluff and points within 
5 miles thereof to points in S. D., and defined areas of Wyo., 
and Colo., over irregular routes. 

New Jersey (Danville)—-MC 108232, Reed L. Babbitt. De- 
nial of permit proposed. Raw, dressed, and dyed sheepskins, 
and chemicals, in barrels and drums, between Rockaway, N. J., 
and New York, N. Y., over specified routes. 


Maryland (Port Deposit)—MC 108145, John W. Calary 
and Louise M. Calary, dba Bainbridge Bus Co. Certificate pro- 
posed. Passengers and baggage, over irregular routes, in round- 
trip charter operations, beginning and ending at Port Deposit, 
Md., and points within 10 miles thereof, and extending to points 
in Pa., and D. C. 


Kentucky (Paducah)—-MC 108060, John W. Watters, dba 
Watters Bus Line. Certificate proposed. Passengers, baggage, 
express, mail and newspapers, between Paducah, Ky., and Cave 
In Rock, Ill., over a specified route. 


Kentucky (Mayfield)—-MC 108038, Brown McClain, dba 
Brown McClain Transfer. Certificate proposed. Buildings or 
houses, complete, knocked down, or in sections, and equipment 
and materials incidental to the erection and completion of such 
buildings, when shipped therewith, between points in Ky., west 
of the Tennessee River, on the one hand, and, on the other, 
points in Ark., Ill., Ind., Ky., Miss., and Tenn., within 500 miles 
of Mayfield, and contractors’ equipment, and mining equipment, 
between points in Ky. west of the Tennessee River, on the one 
hand, and, on the other, points in Miss., within 500 miles of 
Mayfield, over irregular routes in each instance. 


_ Connecticut (Stamford)—-MC 107395, Sub. 2, Mutual Car- 
rier Co. Permit proposed. Bakery products, from Port Chester, 
N. Y., to Philadelphia, Pa., points in Pa., within 100 miles of 
Philadelphia, and all points in N. J., Del., Md., and D. C.,, 
returning with empty containers used in the transportation of 
bakery products, over irregular routes. 


__Wyoming (Cheyenne)—MC 107369, Sub. 1, Vernon Lloyd 
Miller. Certificate proposed. Cinder block and cement block, 
from Cheyenne, Wyo., to points in Larimer, Boulder and Wel 
counties, Colo., and tile and brick, from Denver, Golden, Long- 
mont, Loveland, Boulder, Colo., and points within 2 miles of 
each, and from Ft. Collins, Colo., and points within 10 miles of 
S Collins, to points in Platte, Goshen, and Laramie counties, 

yo. 

Mississippi (Vicksburg)—-MC 106779, Sub. 4, Shanks Truck 
Line. Certificate proposed. General commodities, with excep- 
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tions, between Vicksburg and Port Gibson, Miss., over U. S. 
highway 61, serving no intermediate points. 

Colorado (Montrose)—MC 105828, Sub. 17, Orville Dunlap. 
Certificate proposed. Green salted hides, from Montrose, Colo., 
to Salt Lake City, Utah, over U. S. highway 50, with no service 
at intermediate points. 

New York (New York)—MC 91243, Sub. 1, Giralamo Russo, 
dba Five Boro Van & Storage Co. Denial of certificate proposed. 
Household goods, between New York, N. Y., on the one hand, 
and, on the other, points in N. J., Pa., Md., Del., D. C., Va., 
N. Y., Conn., R. I., Mass., N. H., and Vt., over irregular routes. 

Pennsylvania (Philadelphia)—-MC 70083, Sub. 2, Louis H. 
Somerson and Milton Goldner, dba Melville Storage Co. Certi- 
ficate proposed. Pianos, piano benches, seats, and stools, musical 
instruments, and household appliances, new and used, uncrated, 
between points in the Philadelphia, Pa., commercial zone, on the 
one hand, and, on the other, points in Me., N. H., Vt., Mass., 
R. I., Conn., N. Y., except points in the New York, N. Y., com- 
mercial zone, N. J., Del., Md., Pa., O., Mo., Kan., Ark., Tex., La., 
Miss., Ala., Fla., Ga., S. C., N. C., Tenn., Ky., W. Va., Va., and 
D. C., over irregular routes, traversing Okla., Ill., and Ind., for 
operating convenience, subject to elimination of duplicating 
rights. 

. North Dakota (Minot)—MC 59681, Sub. 20, Dakota Trans- 
fer & Storage Co. Certificate proposed. Livestock, additional 
authority granted on some existing routes, and some authority 
deleted in MC 59681. 

Alabama (Lafayette)—MC 52704, Sub. 18, Glenn Mc- 
Clendon. Certificate proposed. Textile mill products, cotton 
clothing, and textile machinery parts, from West Point, Ga., 
and points in Lee, Chambers, and Randolph counties, Ala., to 
Panama City, Fla., and general commodities, with exceptions, 
from Panama City, Fla., to West Point, Ga., and points in Lee, 
Chambers, and Randolph counties, Ala., all over irregular 
routes, restricted to traffic having an immediately prior or sub- 
sequent movement by water carrier. 

New York (Rochester)—MC 52633, Sub. 38, Howard G. 
Mathews, dba Mathews Trucking Co. Denial of certificate pro- 
posed. Canned and preserved foodstuffs, frozen foods, and foods 
requiring refrigeration in transit, from points in Md., Va., 
W. Va., and D. C., to points in Conn., Me., Mass., Mich., N. H., 
O., and R. I., traversing Del., N. J., and N. Y., for operating 
convenience. 

Wisconsin (Glenwood City)—-MC 24869, Sub. 2, Herbert N. 
George. Certificate proposed. General commodities, with ex- 
ceptions, between specified points in Wis., which are stations on 
the rail lines of the Soo line, limited to service auxiliary to or 
supplemental of rail service. 

Wisconsin (Emerald)—MC 16649, Sub. 1, Lawrence Spring- 
steen. Certificate proposed. General commodities, with excep- 
tions, between Emerald Station, Wis., in St. Croix county, on 
the one hand, and, on the other, points in the towns of Emerald, 
Forest and Glenwood, Wis., over irregular routes. 

lowa (Mason City)—MC 12366, R. J. Edwards and J. O. 
Edwards, dba Mason City Traffic Bureau. Brokerage license 
proposed for operation at Mason City, Ia. General commodities, 
with exceptions, between Mason City, on the one hand, and, on 
the other, points in Ia., Ill., Minn., and Wis. 

New Jersey (Newark)—MC 3647, Sub. 90, Public Service 
Interstate Transportation Co. Certificate proposed. Passengers, 
baggage, express and mail, over regular routes, between speci- 
fied points in N. J., serving all intermediate points. 

Kansas (Leavenworth)—MC 2444, Sub. 2, R. M. Roberts, 
dba Roberts Transfer. Certificate proposed. Junk, scrap, paper, 
and scrap rags, from Lansing and Leavenworth, Kan., to North 
Kansas City, Mo., over irregular routes. 

North Dakota (Minot)—MC 59681, Sub. 14, Dakota Trans- 
fer & Storage Co. On further hearing, certificate proposed. Gen- 
eral commodities, with exceptions, between Minneapolis, Minn., 
and Chicago, Ill., over described alternate routes in Ill., Minn., 
and Wis., for operating convenience only with no service at in- 
termediate points. 


I. C. C. Asks Views on Extension 
of Marshland Oil Land Exemption 


The Commission has issued a notice in Ex Parte No. 146, 
Oil Field Equipment, Marshlands, Louisiana and Texas, asking 
the views of interested parties, on or before July 15, as to the 
matter of extending beyond August 26 the exemption granted 
for three years in 1941, and extended to August 26, exempting 
water carriers serving the oil industry in the marshland oil 
fields of Louisiana and Texas. The notice follows: 


An order was entered in the above-entitled proceeding August 26, 
1941, exempting from the requirements of part III of the interstate 
commerce act, for a period of three years, contract carriers by water 
engaged in the leasing or chartering of vessels for the purpose of 





1946 


transporting machinery, materials, supplies, and equipment incidental 
to, or, used in, the construction, development, operation, and mainte- 
nance of, facilities for, the discovery, development and production of, 
natural gas and petroleum, to and from points in the marshland oil 
fields of Louisiana and Texas. ... By order of May 10, 1944, the period 
of exemption of such contract carriers was extended to August 26, 
cre ‘ 
Letters and petitions have been received from certain water car- 
riers and oil companies requesting that such exemption be further ex- 
tended to August 26, 1950. They state that the conditions set forth in 


the order of August 26, 1941, as a basis for granting the exemption, 
still exist. 


Any interested persons may file with the Commission on or before 
July 15, 1947, memoranda or briefs containing their views as to the 
matter of extending beyond August 26, 1947, the exemption granted 
in this proceeding. 


O. D. T. Asks I. C. C. to Require 
$3.50 Rail Per Diem Charge 


The Office of Defense Transportation has asked the Com- 
mission to issue an order requiring railroads to establish, in 
periods of car shortage, a per diem charge of not less than $3.50 
a car a day for each day such car is on other than the owner’s 
lines, in order, it says, to assure the efficient handling of cars 
and increase the supply of cars available for loading. 

The O. D. T.’s request was set forth in a brief filed with 
the Commission, in No. 29670, Increased Per Diem Charge on 
Freight Cars, a proceeding instituted by the Commission to 
determine whether establishment of a rate of $2 a day or other 
increased rate would promote greater efficiency in the use and 
increase the supply of cars, which was the subject of hearings 
held May 20-22 (see Traffic World, May 24, p. 1645, and 
May 31, p. 1717). 

While it said it made no contention that all delays to 
equipment were avoidable, the O. D. T. said the record con- 
clusively showed that there were many serious avoidable delays 
in the handling of all cars which, perhaps as a final resort, 
warranted the imposition of a substantial increase in per diem 
as “an additional pecuniary spur to management to assure 
faster and more efficient handling of all cars.” 

Over the past year, said the O. D. T., thousands of letters 
and telegrams from Congress and the general public, as well 
as many reports from the Commission’s service agents citing 
delinquencies in the handling of cars, had been received at- 
testing to laxness on the part of railroads. 

“Moreover,” the O. D. T. added, “the general shortage of 
cars, the inadequate ownership of cars by many carriers and 
the non-ownership of cars by many other carriers coupled with 
present low per diem rate have aggravated the situation due 
to the strong temptation of those carriers having inadequate 
or no ownership of cars to use foreign-line cars to meet de- 
mands of shippers on their lines. 

“The official reports of service agents over the last year 
and this record abundantly shows that the economic urge on 
carriers is not sufficient to enforce the efficient and prompt 
handling of cars by carriers. Therefore, it is the position of 
this office that a substantial increase in per diem is warranted 
in order to assure the efficient handling of cars and increase 
the supply of cars available for loading.” 

The O. D. T. asked that the increased rate established by 
the Commission be charged and paid without waiver thereof 
in whole or in part unless the carriers concerned obtained 
prior authorization of the Commission. 


Carriers Reply to D. of A. 


Denial of a petition of the Secretary of Agriculture for 
consolidation of No. 29670 with the complaints filed by the 
short line railroads and by six western railroads asking ad- 
justment of the per diem rate, Nos. 29587 and 29751, has been 
asked by the Association of American Railroads and the Amer- 
ican Short Line Railroad Association. 

The short lines said the Secretary of Agriculture could 
have no interest in the complaint dockets because those issues 
were between the railroads as to what was a fair per diem 
rate, and the decision in those dockets would have no effect 
on the cars available for the movement of grain. Similarly, 
the A. A. R. said the issue of a temporary emergency measure 
to relieve the car shortage was not involved in the complaint 
dockets and the consolidation would serve no useful purpose. 


A. A. R. and Short Line Briefs 


The Association of American Railroads and the American 
Short Line Railroad Association, in briefs filed with the Com- 
mission in No. 29670, challenge the power of the Commission 
to impose penalty per diem rates and asserted that the pro- 
ponents of an increased per diem rate had failed to show that 


this would promote greater efficiency in the use of cars and 
increase the supply. 


TRAFFIC WORLD 


The short lines, saying the Commission had cited the en. 
tire interstate commerce act as its possible authority for mak. 
ing findings that increased per diem would promote greatey 
efficiency in the use of, and increase the supply of, cars, said 
that “such a citation is so patently in disregard of the require. 
ments of the administrative procedure act, that it must be 
disregarded in any discussion of the subject.” 

The A. A. R. stated its position as follows: 


On the facts, as disclosed and developed on the record, it is the 
respondents’ position (1) that penalty per diem would not tend toward 
material relief of the car shortage, but would, per contra, tend to de 
moralize car handling; (2) that the proposed penalty would not be 
imposed with any relation to delinquency, but only blanket-wise upon 
efficient and inefficient performance alike; and (3) that glaring inequity 
and injustice therefore inhere in the proposal. Accordingly, we submit 
that the record calls for rejection of the proposal. 

On the law, the position of respondents is indicated by what has 
already been said. ... We submit that the proposal does violence to 
the basic nature of per diem charges and is without authority in law, 


The short lines said: 


1. That the Commission is without any authority to issue any order 
establishing a so-called penalty per diem rate for the use of freight cars, 

2. Even though the Commission had the statutory power to issue an 
order establishing penalty per diem for the use of freight cars, such 
an order should not be issued in this proceeding because no showing 
has been made by the proponents of the order which would justify its 
issuance, while, on the other hand, the opponents of the proposal have 
definitely shown that such an order should not be issued, because it 
would not promote greater efficiency in the use of cars, nor would it 
increase the supply of cars. 


Both the A. A. R. and the Short Line Association argued 
that the proposal to establish a penalty per diem on the analogy 
of demurrage overlooked the different natures of those charges 
and cited Commission decisions to the effect that demurrage 
was in the nature of a penalty against shippers and receivers, 
while per diem was a matter of compensation, to be deter- 
mined by the carriers under private agreement. 

The two associations reviewed the evidence offered by the 
Office of Defense Transportation and the Commission’s Bureau 
of Service. The short lines said that, since the O. D. T. director 
had suggested the investigation, it was to be assumed the 
O. D. T. would present facts to substantiate the theory ex- 
pressed. The association said the O. D. T. and its “alter-ego,” 
the Commission’s Bureau of Service, “signally failed to present 
any facts which could by the greatest stretch of the imagina 
tion be labeled as evidence. .. .” 

The A. A. R. said many of the witnesses advocating a 
penalty per diem had not stopped to ponder the matter of 
amount, adding that “this evidences a certain light-hearted 
unawareness of the possible consequences of their proposal, 
for important sums of money are involved and the measure of 
the penalty might mean the difference between solvency and 
bankruptcy for many railroads.” The financial status of indi- 
vidual railroads was not to be tampered with “by picking 
figure out of the air,” said the A. A. R., adding that “yet if an 
increase in the per diem rate is to be prescribed on this record, 
out of the air it must come.” 


It then quoted from the testimony to the effect that Home 
S. King, deputy director of the O. D. T., thought that body 
would be willing to see a rate of $2 tried out, and that the 
Commission’s service agents were not in agreement on the 
amount. The A. A. R. said V. C. Clinger, director of the Bureal 
of Service, was of the opinion that ‘a $2.00 rate ‘is not going 
to do it,’ and he did not hesitate to recommend $5.50,” arguing 
by analogy to the $5.50 demurrage rate. Referring to the vari- 
ous suggestions as to the amount to be charged, the A. A. R. 
said it was difficult to imagine the Commission acting on such 
a basis, but that the record afforded nothing better. 


In a summary of its argument on the law, the A. A. R 
said the act did not look to or was not confined to, emerger- 
cies. It said the discretionary authority reposed in the Com- 
mission to prescribe the “compensation” to be paid for the use 
of a foreign car could, within constitutional limits, be take 
to mean no more than it said, “namely, that compensation— 
not penalty—may be prescribed.” It added that “when i 
comes to the emergency power accorded by sec. 1(15), pre 
scription of penalty per diem is expressly excluded, as has bee! 
shown.” Therefore, it said, its motion to dismiss was sount 
and ought to be sustained. 


The short lines said there was no lasting cure for the ca! 
shortage other than the construction and acquisition of mort 
cars. In support of their argument that the Commission had 
no power to order penalty per diem charges, they quoted state 
ments of the O. D. T. director to congressional groups. They 
said that “the O. D. T. director was better advised with respec! 
to the law when he appeared before the Senate committee 0 
interstate and foreign commerce, on February 5, 1947, and be 
fore a group of western congressmen on June 5, 1947, thal 
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when he wrote his letter of August 29, 1946, which is the moti- 
vating factor in this investigation.” 


Service Order Action Relates to 
Use of Cars at the Ports 


Service order action relating to the use of cars at the ports 
has been taken by the Commission, division 3, in the following 
order and amendments: 


Service order No. 758, Free Time at Ports on Gondola, Open and 
Covered Hopper Cars, effective at 7 a. m., June 23, and expiring at 
7 a. m., December 1. 

Amendment No. 13 to service order No. 369, Demurrage on Closed 
Box Cars, effective at 7 a. m., June 23. 

Amendment No. 6 to service order No. 653, Demurrage Charges on 
Gondola, Open and Covered Hopper Cars, effective at 7 a. m., June 23. 


Free Time Limitations at Ports 


By service order No. 758 the free time on gondolas, open 
and covered hopper cars held for unloading in coastwise, inter- 
coastal or foreign commerce was limited to seven days. At the 
Commission’s offices it was said one effect of the order would 
be to reduce the free time of 10 days allowed at north Atlantic 
and some other ports. The order said that free time published 
in tariffs for unloading of gondola, open and covered hopper 
cars at ports aggravated the shortage of these cars. 

Pertinent provisions of service order No. 758 follow: 


It is ordered, That: 

Section 95.758. Free time at ports on gondola, open and covered 
hopper cars. (a) Free time reduced on gondola and hopper cars. No 
common carrier by railroad, subject to the Interstate Commerce Act, 
shall allow, grant or permit more than a total of 7 days’ free time on 
gondola, open and covered hopper cars held for unloading in coastwise, 
intercoastal or foreign commerce at the point of transshipment from 
car to vessel or when held short of such transfer point. The provisions 
of this paragraph shall not be constructed to require or permit the 
increase of any free time published in tariffs lawfully on file with this 
Commission. 

(b) Computation of Free Time. (1) All Sundays and legal holidays 
shall be included in computing the free time provided in paragraph (a). 

(2) The free time provided in paragraph (a) hereof shall be com- 
puted continuously from the first 7:00 a. m. after actual of constructive 
placement until final release, less actual time required to move a con- 
structively placed car to point of unloading. 

(c) Description of cars. This order shall apply to cars suitable for 
interchange described under the headings Class G—Gondola Car Type, 
Class H—Hopper Car Type, also covered hopper cars having a mechan- 
ical designation prefiexed by ‘‘LO’’ in the current Official Railway 
Equipment Register. 

(d) Exemptions. This order shall not apply to cars described in 
paragraph (c) hereof loaded with coal or coke. 

(e) Extreme weather. During the period when weather conditions 
exist as described in Rule 8, Section A, Agent B. T. Jones’ Tariff 
I. C. C. No. 3963, the provisions of this order are suspended. In lieu 


thereof the rules, regulations, and charges provided in lawfully pub- 
lished tariffs shall apply. 


The order contains the usual provisions for tariff suspension 
and its announcement. 


Demurrage Charges 


_ _The amendments to service orders No. 369 and 653 vacate 

similar paragraphs in each order relating to the substitution of 
demurrage charges for charges for storage of freight in closed 
box cars (see Traffic World, March 15, p. 797). At the Com- 
mission’s offices it was said there were reports of complaints 
from shippers to the effect that they were unable to take 
action to relieve the car situation at the ports and had to rely 
on the carriers, who were also handicapped by shortage of help 
for unloading. 


The following paragraphs of service order No. 369 were 
vacated: 


(c) Application. 

_ (5) Demurrage charges substituted for charges for storage of freight 
in closed box cars. (1) The operation of all tariff rules, regulations. 
and charges for storage of freight in closed box cars at or short of 
ports consigned or reconsigned for export, coastwise or intercoastal 
movement is suspended insofar as they provide charges lower than 
the charges provided herein. 

(2) In lieu of the charges for storage of freight in closed box cars 
at or short of ports suspended in subparagraph (5)(1) above, the 
applicable charges for detention of closed box cars held at or short of 
ports, for unloading freight consigned to or reconsigned for export, 
Coastwise or intercoastal) movement shall be the demurrage charges 
Prescribed in paragraphs (a) and (b) of this order. 


The paragraphs of service order No. 653 that were vacated 
were identcial with those of service order No. 369 vacated ex- 
cept for the specification of closed box cars in the one and 
gondola, open or covered hopper cars in the other. It will be 
noted that the title of service order No. 653 refers to gondola, 
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open and covered hopper cars, while the title of the vacated 
paragraphs refers to closed box cars, as do the vacated para- 
graphs of service order No. 369. 


Service Order Expiration 
Dates Extended to December 31 


The Commission, division 3, by amendments to 14 service 
orders, has extended their expiration dates until December 31, 
all but three expiring at 11:59 p. m., that date. The three 
expire at 7 a. m., the same date. The amendments are: No. 7 
to service order No. 95; No. 6 to fourth revised service order 
No. 104, Substitution of Refrigerator for Box Cars; No. 4 to 
revised service order No. 107, Freight Cars to Mexico; No. 8 
to revised service order No. 112, Destination Free Time on 
Fresh or Green Fruits or Vegetables (expiring at 7 a. m., 
December 31); No. 4 to service order No. 129, Body Ice in 
Refrigerator Cars—Removal by Consignee; No. 5 to service 
order No. 135, Demurrage Charges at Mexican Border Points; 
No. 12 to revised service order No. 188, Refrigerator Car De- 
murrage on State Belt Railroad of California (expiring at 
7 a. m., December 31); No. 8 to service order No. 260, Salting 
of Ice on Cars of Citrus; No. 11 to service order No. 394; Free 
Time on Refrigerator Cars (expiring at 7 a. m., December 31); 
No. 8 to service order No. 396, Perishables—Restrictions on 
Reconsigning; No. 5 to service order No. 436, Removal and 
Return of Empty Refrigerator Cars; No. 3 to service order No. 
498, Rerouting Traffic on Southern Pacific Co.; No. 3 to revised 
service order No. 558, Refrigerator Cars for Fruit and Vege- 
table Containers; and No. 1 to revised service order No. 689, 
Returning Empty Refrigerator Cars Through Chicago, Ill. All 
amendments are made effective at 12:01 a. m., June 29. 

Later, by amendment No. 11 to service order No. 93, Giant 
Refrigerator Cars, the division announced extension of the 
order’s expiration date to 11:59 p. m., December 31, and by 
amendment No. 14 to fourth revised service order No. 180, 
Demurrage on Refrigerator Cars, extension of the revised 
order’s expiration date to 7 a. m., December 31. 


KENDALL SERVICE ORDERS CANCELED 


Cancellation of all outstanding car service orders issued by 
W. C. Kendall, chairman, car service division, A. A. R., in his 
capacity as I. C. C. agent under the provisions of Service Order 
No. 534 as amended, has been announced. It was stated at the 
A. A. R. that the requirements of all such orders had now been 
fulfilled and that currently the situation was being handled 
through car service division orders in accordance with per diem 
rule 19. Service Order No. 534 originally covered the movement 
of empty box cars but later the authority under the order was 
extended to all freight cars except tank and refrigerator cars. 
The objective of the order was expeditious movement of empty 
cars and their more efficient utilization. The present expiration 
date of the Commission’s service order is June 30. 


Perishables Reconsigning 
Order Amended 


By amendment No. 9 to service order No. 396, Perishables 
—Restrictions on Reconsigning, the Commission, division 3, 
effective June 20, at 12:01 am., has amended the paragraph 
in the order relating to definitions. The amendment changes 
the definition of the term_“arrival.” 

Pertinent portions of amendment No. 9 follow: 


It is ordered, That: 

Servic2 Order No. 396, Perishables—Restrictions on Reconsigning 
(codified as 49 C. F. R. Sec. 95.396), as amended, be, and it is hereby, 
further amended by substituting the following paragraph (a) for para- 
graph (a) thereof: 

(a) Definitions. (1) The term ‘“‘perishables’’ as used in this order 
means fruits and vegetables, fresh or green, other than cold pack, 
including citrus fruit; potatoes; onions; bananas; berries, other than 
cold pack; cantaloupes; cocoanuts; corn, fresh or green, other than 
cold pack; cranberries; melons; and pineapples. 

(2) The term “arrival’’ as used herein means the actual time a 
refrigerator car loaded with perishables is made available for inspec- 
tion; is placed on a hold track for diversion or reconsignment; or is 
actually or constructively placed for unloading. Whenever any one of 
the three events occur the other two shall have no application to that 
car at that point. 


Service order No. 396 required that the full local or joint 
(not proportional, reshipping or transshipping) rate to the re- 
forwarding point, plus the tariff (not proportional, reshipping 
or transshipping) rate from the reforwarding point, in effect 
on the date of the shipment from the point of origin, plus all 
other applicable charges previously or subsequently accruing, 
should apply to carload shipments of perishables held beyond 





1948 


two days, exclusive of Sundays and bank holidays, following 
the first 7 a.m. after the arrival of the car at any point prior 
to delivery at the ultimate destination, and reforwarded on 
request of consignor, consignee, or owner (see Traffic World, 
Dec. 15, 1945). 


IRISH POTATO MINIMUM LOADING 

The Office of Defense Transportation announced June 18, 
that general permit 31-A, which cancels and supersedes general 
permit 31, had been issued effective June 14, increasing to 40,000 
pounds the loading requirements for new fresh harvested Irish 
potatoes when originating in the states of Arizona, California, 
Colorado, Idaho, Nevada, New Mexico, Oregon, Utah and Wash- 
ington, and continuing in effect the loading requirements on 
new fresh harvested onions. 


SEASONAL JAPANESE BEETLE QUARANTINE 


Starting dates for seasonal regulation of the movement of 
fruits, vegetables, and cut flowers shipped from areas of heavy 
Japanese beetle flight have been set as June 17 in the southern 
part of the area affected and June 24 in the northern section 
of the heavily infested area, according to an announcement by 
Dr. P. N. Annand, chief of the Bureau of Entomology and Plant 
en U. S. Department of Agriculture, continuing as 
ollows: 


Regulation of the movement of fruits and vegetables is limited to 
such commodities moving to points outside the regulated areas via 
refrigerator car or motortruck. Cut flower regulations apply to bulk 
shipments direct from the field or greenhouse where grown or from a 
distributor to nonregulated points. 

These starting dates fluctuate with the weather and other environ- 
mental factors. They are established annually on the basis of seasonal 
observations. 

Starting June 17 the regulations will affect such commodities shipped 
from Sussex County, Delaware, the Maryland counties of Dorchester, 
Somerset, Wicomico, and Worcester, from the Virginia counties of 
Accomac and Northampton, as well as from Tanners Creek district, 
Norfolk County, Va., and Kempsville district, Princess Anne County, 
Virginia. 

The seasonal restrictions will become effective June 24 in the re- 
mainder of the heavily infested area. This comprises the Delaware 
counties of Kent and New Castle, the District of Columbia, Arlington 
County and the city of Alexandria, Va., and parts of Maryland, New 
Jersey, New York, and Pennsylvania, as listed in quarantine regula- 
tions issued by the Secretary of Agriculture effective May 17, 1947. 

The entire regulated area includes parts or all of 14 northeastern 
states and the District of Columbia. 


Three Western Bus Companies 
Ask Merger Authority 


Applications have been filed with the Commission in MC 
F-3504, and MC F-3505, involving a merger of what were de- 
scribed as three of the largest interstate bus companies in 
western United States, involving 22,000 miles of routes in 14 
states, 3,500 employes, and 974 buses, passenger cars and 
maintenance vehicles. 

In MC F-3504, Transcontinental Bus System, Inc., a newly- 
formed corporation, to have headquarters in Dallas, Tex., about 
September 1, asked authority to acquire control of Continental 
Bus System, Inc., of Fort Worth, Tex., through ownership of 
capital stock. A. C. Allyn & Co., of Chicago, and other owners 
of the common stock of Continental, joined in the application. 

In MC F-3505, Transcontinental asks authority to pur- 
chase or consolidate Dixie Motor Coach Corporation, of Dallas, 
and Santa Fe Trail Transportation Co. of Wichita. 

In a statement relating to the application, the applicants 
said, among other things, that M. E. Moore would serve as 
president of the new corporation as well as of Continental, and 
M. S. Maloney, secretary-treasurer of Continental will serve 
in that capacity with the new corporation. Other members of 
the board, all of Dallas, are: Gerald C. Mann, president, Dixie 
Motor Coach Corporation; L. C. Burch, Jr., vice-president and 
general manager of Dixie; Eugene McElvaney, vice-president, 
First National Bank of Dallas; and Carl B. Callaway, a Dallas 
attorney. These men will serve temporarily until a permanent 
organization is formed. 

Santa Fe Trailways, according to the statement, has the 
largest mileage of the three companies, Continental and Dixie 
operating about 5,000 miles each. The applicants said the three 
companies would continue to maintain their separate headquar- 
ters at Chicago, Wichita, Los Angeles and Dallas, and that no 
changes were contemplated in personnel or policies of the indi- 
vidual companies, adding that each would maintain an inde- 
pendent operation insofar as personnel was concerned. In the 
last year, they said, the three companies had pursued an ex- 
tensive modernization of equipment and service. 

The Santa Fe Trailways operation was described as ex- 
tending west and southwest from Chicago, paralleling the par- 
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ent rail lines through Kansas City, Wichita, Denver, Albu- 
querque, San Diego and Los Angeles, and into San Francisco, 
with other operations including service through Kansas and 
Oklahoma and extensions into Arkansas and Nebraska. 

Continental operations were said to extend from Corpus 
Christi and Houston through Austin, Paris, Fort Worth, Wichita 
Falls, Amarillo, Tucumcari, N. M., to Denver, and from San 
Antonio to Shreveport, La., including service into west Texas 
to Brownwood, San Angelo and Seymour. 

Dixie’s routes, they said, extended from Dallas through 
east Texas to Tyler and Shreveport, from Dallas to Texarkana 
and Hot Springs, Ark., via Greenville and Paritis, from Wichita 
Falls to Texarkana, from Shreveport to Houston, and co- 
ordinating service with Oklahoma Transportation Co., to Okla- 
homa City, and with Santa Fe Trailways to Tulsa. 

A statement accompanying the applications said the opera- 
tions of the three companies were complementary and not com- 
petitive and that the consolidation would result in economics 
and better service. As to securities proposed to be issued, it said 
they were properly supported by capitalizable assets, and more 
earnings would be provided as a result of economies resulting 
from the combination. 

The statement said officials and stockholders of Continental 
were primarily the moving actors in consummating first the 
agreement between the stockholders of Continental and Dixie 
and later the agreement between the stockholders of Conti- 
nental and Santa Fe Trails. 

The applicants said under the plan proposed Continental 
stockholders, and Dixie and Santa Fe Trail would receive for 
the valuable properties transferred by them to Transconti- 
nental, common stock and debentures of Transcontinental in 
lieu of cash. 





Chicago Hearing in Cases 
Involving Grain Rates Ends 


The five-day hearing in I. & S. No. 5465, Grain, W. T. L., 
S. W. and Official Territories, I. & S. No. 5474, Grain, to Tli- 
nois and Ohio River Crossings, and I. & S. No. 5485, Grain, 
Southwest to Kentucky and Tennessee, before Examiners 
Mackley and Hall, ended June 14 in the Hotel Sherman, Chi- 
cago (see Traffic World, June 14, p. 1881). 

On the morning of June 13, Frank B. Townsend, for the 
Minneapolis Traffic Association, the Duluth Chamber of Com- 
merce, and the St. Paul Association of Commerce, appeared in 
opposition to the proposed and suspended increase in rail rates 
on grain and grain products from Minneapolis to Chicago and 
to Peoria, Ill. The present rate is 15 cents a 100 pounds and 
it is proposed to increase this rate to 15.5 cents. Mr. Townsend 
contended that there is no fixed relationship as to the propor- 
tional rates from Minneapolis or Duluth.to Chicago or Peoria. 
with the rates from Missouri River points or any other points, 
and that the carriers are in error in contending that such re- 
lationship exists. 

The states of Minnesota, North Dakota, South Dakota and 
Montana in 1946 produced over 1,105,687,000 bushels of grain, 
he said, adding: 


The price received by producers in these states is, in a measure, 
the Minneapolis price, less freight rate, and the Minneapolis price 
reflects the Chicago price less freight rate. The increase of one-half 
cent per 100 pounds is approximately one-quarter cent per bushel. On 
this basis the producers in these states would assume a revenue reduc 
tion of approximately $2,764,220. The revenue increase by carriers 
would depend upon the destination of the shipments but would be 
substantial. The plan of maintaining a so-called rate relationship, 
where no relationship existed, is clearly unjustified. 


Little Rock Grain Interests 


J. M. Taylor, of the Little Rock Grain Exchange, Little 
Rock, Ark., presented three exhibits supporting his protest to 
the rates suspended in I. & S. No. 5465, from Little Rock to 
points in south Arkansas and Louisiana. One exhibit showed 
that the proposed increases in such rates totaled from one t0 
one and one-half cents per 100 pounds. Mixed-feed manufac- 
turing companies in Little Rock received 5,270 carloads of 
grain in 1945; these companies compete with companies I 
Memphis, and a change of even one-half cent is extremely 
— to the maintenance of customer relationships, he 
stated. 

C. B. Bee, representing the Oklahoma Corporation Com- 
mission, the Oklahoma Millers Association, and the Enid (Okla.) 
Board of Trade, presented a 23-page exhibit which purported 
to show, in part, that some of the grain rates (such as those 
from Omaha to Memphis, from Omaha to New Orleans, from 
St. Louis to Memphis and to New Orleans) should have bee? 
increased one-half cent beyond the suspended rates proposed 
by the —— “to conform with prescribed jrates properly 
increased.” 
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Per Diem Defense Presentation 
Adjourned to August 4 


Association of American Railroads and individual 
railroads say filing of amended and supplemental 
complaint by Short Line Association so broadens 
issues in per diem complaint case that more time is 
needed to answer. Western railroads not ready to 
present case in support of their complaint that per 
diem rate is too low. Short Line Association completes 
its case in No. 29587 


Hearing in No. 29751, Atchison, Topeka & Santa Fe, et al., 
vs. Aberdeen & Rockfish et al., and in No. 29587, Alabama, 
Tennessee & Northern Railroad Co. et al. vs. Aberdeen & Rock- 
fish et al. in so far as the case of the defendants is concerned, 
was adjourned to August 4 by Examiner C. A. Rice. He ruled 
that the Short Line Railroad Association, for the complainants 
in No. 29587, should complete its case at the hearing June 17. 
The complaints involved the level of the per diem rate for the 
use of freight cars. 

J. M. Souby, for the defendant railroads in No. 29587, 
joined by counsel for a number of individual railroads, asked 
adjournment of the hearing because, he said, an amended and 
supplemental complaint filed by the Short Line association 
broadened the issues beyond those he was authorized to meet 
for those he represented, and also because a study being made 
by the Association of American Railroads, on the basis of which 
the railroads hoped to reach a final conclusion as to the rate 
they would undertake to establish, would not be completed 
until about August 1. : 

R. S. Outlaw, for the complainants in No. 29751 also asked 
adjournment, saying those complainants had worked diligently 
in an endeavor to be prepared to present their case, but that 
the flood conditions in the west made it impossible for certain 
executive witnesses to be present. In addition, he said, the 
complaining railroads were trying to finish study of a formula 
for the determination of the proper per diem charge. He fur- 
ther asked adjournment in No. 29587 in view of what he said 
was the amendment of the Short Lines’ complaint. 

No. 29587, as originally filed, sought a determination of 95 
cents as the proper per diem charge for freight cars, and also 
asked reparation down to that level. Distributed at the hear- 
ing, but not yet made public at the Commission, were copies of 
the ‘amended and supplemental complaint” of the short lines. 
In that document, the short lines asked a rate of 95 cents a 
car a day after February 1, 1945, or such rate as the Commis- 
sion might determine to be just and reasonable; that repara- 
tion be awarded the short lines; that the Commission fix a just 
and reasonable daily rate of compensation to be paid by them 
for the use of freight cars from February 1, 1945, to May 31, 
1947, and from June 1, 1947, until further changed by agree- 
ment or order of the Commission; that the Commission pre- 
scribe a formula to be used for determining just and reasonable 
compensation for the use of freight cars. 

Mr. Souby said the defendants he represented would not 
be prepared to deal with the issues brought into the case by 
the amended and supplemental complaint, although he said, he 
raised no objection to filing the complaint. 


He asserted that the present rate of $1.25 a day, made 
effective June 1, was intended by the railroads merely as a 
tentative rate. It did not represent a final conclusion, he said, 
as to what would be a reasonable maximum charge, and then 
referred to the study under way. Questionnaires had been sent 


p — he explained, and were to be returned by the end 
of June. 


Department of Agriculture Intervention 


Over the objection of the railroads in No. 29587, the De- 
partment of Agriculture was permitted to intervene. The rail- 
road attorneys said the issues were between the railroads and 
had no bearing on public interest, and that the Secretary of 
Agriculture had no interest in the case. Mr. Outlaw said the 
western complaining railroads had no objection to No. 29751, 
adding they did not believe it was entirely a family quarrel, 
but that there was a very definite public interest in the pre- 
scription of a per diem rate. In No. 29751, six western rail- 
roads allege that the per diem rate being paid by eastern rail- 
roads for the use of cars belonging to western cars is insuffi- 
Client, and is depriving them of the use of their equipment. 

_.James K. Knudson, for the Department of Agriculture, 
Said the public interest had been “explored and exhibited” in 
the matter of the per diem rate “with reference to the per- 
Sistent and recurrent car shortages” and that the department 
Could not stand by and not place in evidence any matters that 
would assist the Commission in ameliorating the situation. 
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Later, asked as to the position of the department, he said it 
had not been too clearly defined and that “if we were to take 
position now it would be on the side of the western complain- 
ants” in their attempt to have the per diem rate increased “to 
somewhere around two dollars or above.” 

In ruling that the adjourned hearing would be held August 
4, Examiner Rice said parties who required additional time 
might make application to the Commission for such time. 


Mr. Souby said as he understood the issue as raised by the 
first complaint filed by the short lines required simply a defense 
against a charge that the $1.15 and $1.25 per diem rates were 
excessive. The issue as now developed in the subsequent com- 
plaint went far beyond the defending of the reasonableness of 
the present per diem rate, he said, adding that it sought from 


the Commission a finding of what would constitute a maximum 
reasonable rate. 


Short Line Case 


J. M. Hood, president of the American Short Line Railroad 
Association, was the first witness in No. 29587. Asserting that 
the active car day basis of a per diem should be used for quick 
and accurate determination, and for fairness, and that testi- 
mony to be introduced concerning a study of per diem cost of 
freight car ownership might show,desirable and necessary some 
changes in accounting orders, particularly in account 314, to 
make direct application of the formula to returns by carriers 
and without further breakdown, stated the following formula: 


1. Cost to be computed on the five-year average basis. 

2. The active car day basis to be used. 

3. Investment to be ealculated on original cost less depreciation. 

4. Interest to be calculated on a combination basis, using 6 per cent 
on the so-called equity investment, that is, the depreciated value in 
excess of the outstanding equipment trust obligations. Actual cost for 
the use of the money represented by the equipment trust obligation to 
be used for that portion of the investment. 

5. Per diem rate originally determined to be effective as of Febru- 
ary 1, 1945, and to be stated in multiples of five cents; to be redeter- 
mined year by year effective January 1 of each year subsequent to 1945. 
These charges would be automatic as soon as the Commission is able 
to apply the formula to the returns and issue sub-order in this pro- 
ceeding. . 


6. Five year average to be used in the determination of the per 
diem rate for any one year to be the 2d and 6th preceding years 
inclusive; in other words, the 1948 rate would be based on the 1942-46 
inclusive average. No change in the rate would follow except to keep 
the ordered rate to the nearest five cents as determined by the appli- 
cation of the formula. 


In the course of his prepared testimony, Mr. Hood said 
there was definite indication, by reason of “a long continuing 
car shortage,” that present ownership of cars, particularly box, 
was at too low a level, growing out of the depression when 
business was at a low ebb, as well as the war period when it 
was impossible to acquire new freight cars in adequate numbers. 
He said there was no indication at present that freight car ac- 
quisitions were being retarded because of a per diem rate that 
was too low, but that orders for undelivered freight cars totaled 
more than a year’s building capacity. He said it had been his 
experience that the higher the per diem rate, the longer would 
old cars be allowed to remain in service. 


Saying he had reduced to a “per car basis” a calculation 
with respect to the economics of replacing 1,000 cars that were 
25 years old by that number of new cars of the same general 
type and class., Mr. Hood said studies to be introduced would 
show the per diem rate cost. Assuming a per diem rate of one 
dollar, he said, the average for depreciation would be 19 cents 
a car day. The old car having been fully depreciated, there 
could be no further charge for depreciation, he said; interest 
amounted to 15 cents a car day on the average, but on a fully 
depreciated car it was only 5 cents a car day. Taxes, he said, 
declined from 9 cents to 2 cents a car day; miscellaneous costs 
were assumed to remain at 13 cents a car day, and to round 
out the one dollar average per diem rate, he said, there re- 
mained a possible expenditure of 44 cents a car day for repairs. 


“Tt will thus be seen that until the repair costs on the fully 
depreciated car exceed 80 cents a day,” he said, “there is no 
financial incentive to retire the old car. The higher the per diem 
rate, the higher may go the repair costs before it becomes un- 
economical to continue the old car in operation.” 

A railroad executive would have to show his board of direc- 
tors higher than average costs on the new series of cars for 
depreciation, interest, and taxes, but lower than average costs 
for repairs when seeking board approval to replace old cars, 
Mr. Hood said. Contrariwise, he added, the comparison with the 
costs for continuing in operation the old cars would be with 
lower costs for depreciation, interest, and taxes, but higher costs 
for repairs. He said he thought that “it inevitably follows that 
the higher the per diem rate, the more difficult it is to demon- 
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strate the economic feasibility of the retirement of old cars and 
the acquisition of new cars.” 

Mr. Hood testified that car ownership for an originating 
short line would be feasible although of questionable economy 
but for car service rule 1, which, he said, prohibited the loading 
of a system car when a foreign car was available. Total owner- 
ship of such a short line, he said, would of necessity comprise 
relatively few units of each class of car, and that the scattered 
units would add to the reporting and maintenance problems 
wherever the cars traveled. If several hundred short line origi- 
nating carriers owned a few units of the several classes of cars, 
the total burden on the owning short lines and the user lines 
would constitute a material increase in the cost of doing busi- 
ness, he said. 

As to predominantly terminating lines, Mr. Hood said it 
would be impossible for such lines ever to load any appreciable 
number of system cars and that, therefore, car ownership of a 
terminating short line or a predominantly terminating line of 
any size could not be seriously considered under existing car 
service rules and practices in the use and distribution of freight 
car equipment. 

Mr. Hood offered as an exhibit a study, “Per Diem Costs 
of Car Ownership and Per Diem Charges for Freight Cars and 
Their Calculation,” prepared by the Bureau of Transport Eco- 
nomics and Statistics of the Commission, issued early in 1946. 

In offering his formula fér determining per diem charges, 
Mr. Hood said a rate fair to the owner and user would have 
to be based on a moving average and that such a moving aver- 
age would in turn necessarily have to be based on a formula. 
It was indicated that either W. H. S. Stevens, director of the 
Commission’s bureau, or A. V. Vallandingham, chief accountant 
of the bureau, would be available for cross-examination at the 
adjourned hearing, August 4. 

In the course of cross-examination by Mr. Outlaw, Mr. 
Hood said present car service rules and regulations were de- 
signed to prevent the short lines from acquiring cars, but that 
it would be desirable for those lines to own equipment propor- 
tionate to the transportation on their railroads with the quali- 
fication that the amendment of the rules would permit economi- 
cal use of the cars. ; 


Cost of Owning Box Cars 


William Wyer, chief executive officer of the Central of 
New Jersey, and president of the Central of Pennsylvania, of- 
fered an exhibit showing the annual cost of owning 1,250 box 
cars, now on order for use on those railroads. The estimated 
average cost a car was shown as $3,926.49; estimated life as 
36 years, and estimated per cent unserviceable as 3. Interest at 
2.44 per cent of 75 per cent of the cost, the actual bid on 15- 
year maturity equipment trust certificates, and 5 per cent on 
the 25 per cent paid in cash as first payment on the cars, total- 
ing 3.33 per cent on 100 per cent of the cost, was shown as $131. 
Depreciation at 2.8 per cent amounted to $110, with no charges 
for taxes. Heavy repairs were shown as $46, and $48 for light 
repairs, with total annual cost of $335. ‘Estimated serviceable 
days were given as 354, and cost a serviceable day was shown 
as 95 cents. 

He said he was not proposing the 95-cent per diem rate, 
but that the figure was the result of a study made to decide 
whether or not the railroads were going to be in position to 
make money by purchasing the cars. He said that “our con- 
clusions that as long as the per diem rate was in excess of 
95 cents we would not lose money.” 


Repairs to Freight Cars 


Lawrence Richardson, mechanical assistant to the vice- 
president of the Boston & Maine and to the general manager 
of the Maine Central, said inspection costs should be charged 
to operation and not be a burden on repair costs, as, he said, 
was now done, adding that “the lumping of inspection costs in 
the repair costs appreciably increases the charges in account 
314.” To get an accurate figure for repairs, which he said was 
a large factor in per diem, the inspection cost should be “‘sepa- 
rated and deleted.” He reviewed other costs in account 314 he 
said were not related to ownership, and after reviewing checks 
he had made of car repair and inspection costs on several rail- 
roads, said he had made a statistical study of non-ownership 
costs on a nationwide basis. He said the study showed that a 
road owning, but not operating cars, would have an average 
cost of $107 a car a year, which he said was “the true owner- 
ship cost.” Operating car repair costs, he said, added to the 
ownership cost for roads operating cars. For each car operated, 
he said, the cost increased $41. In other words, he said, if a 
road operated an average of two cars for each car owned, the 
average cost of repairs would be $107 for ownership costs, plus 
twice $41 for non-ownership costs, or a total of $189 repair cost 
a car owned. As to costs to roads having a _ substantially 
greater number of cars on line than the number owned, he said 
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he made an arithmetical analysis to find the non-ownership 
repair cost a car, and continued: 


For example, for the group owning practically no cars—40.09 cars 
on line per car owned—the repair cost was $1,739.80 per car Owned 
per year. The substantial amount of non-ownership costs can be appre- 
ciated from the size of this figure. Eliminating ownership repair costs 
for the single car owned, you get a non-ownership cost of $1,632.80 for 
the 39.09 cars excess. This $1,632.80 divided by 39.09 cars comes to 
$42.02 per car per year which is the non-ownership cost per car per 
year. 











He then showed non-ownership repair cost a car a year for 
roads owning in the indicated ratio of cars operated to cars 
owned as follows: 7.29 cars owned, $53.38; 4.69 cars owned, 
47.30; 2.56 cars owned, $93.85; 2.19 cars owned, $48.47. This, he 
said, was.a substantiation of the figure for non-operatership 
repair costs arrived at mathematically of $41 a car a year. 

Modern box cars he said were surprisingly economical to 
maintain and run, adding that 40-ton single sheathed box cars 
built in 1929 and 1930 were only costing 7.41 cents a day to run 
while 70-tin triple hoppers were costing 5.3 cents a day. He 
compared 16 years between general repairs on modern box cars 
with an average of four years for earlier cars. 


Account 314 Changes 

J. P. Nye, secretary-treasurer of the Short Line Associa- 
tion, offered four exhibits, showing the results of a study of 
per diem car ownership costs, using active car days in arriving 
at a formula for computing the per diem cost of car ownership. 
In periods of car surpluses, he said in support of the use of 
active days, certain expenses continued on the cars not in use. 
The use of active car days, he continued, would distribute all 
of the costs of all the cars to those actually in use and would 
not penalize the owner who might have surplus cars. If dis- 
tributed on a car ownership day basis, he said, the owner having 
surplus cars would be called on to absorb the costs accruing on 
his surplus cars. 

His study No. 1, he said, based calculations for repair costs 
on account 314, Freight-Train Cars—Repairs, as did the bureau’s 
study, but went further and attempted to reduce the account 
by the repair costs included for caboose cars and refrigerator 
cars. A summary of that study showed cost an active car day 
was as follows: 1943, 97.483 cents; 1942, 92.522 cents; 1941, 
86.499 cents; 1941-1943 average, 92.316 cents; 1940, 77.329 cents; 
1939, 75.706 cents; average 1939-1943, 86.596 cents. 

His study No. 2, he said, reduced account 314 by 25 per 
cent to eliminate the non-ownership costs. He said the use of 
account 314 without elimination of non-ownership costs and non- 
per diem car costs, greatly overstated the cost a car day. Fur- 
ther breakdown of the account was necessary to obtain an 
accurate per diem costs pertaining to ownership of a per diem 
freight-train car, he said. The results, he continued, indicated 
that the Commission should cause changes to be made in account 
314 that would cause the recording of accurate ownership repair 
costs in the accounts of the railroads. This would necessitate 
breaking account 314 down into several accounts, he said. 

In two additional sheets, Mr. Nye showed the car owner- 


ship daily cost using a 6 per cent interest rate for his two 
studies. 











































New Haven Witness 






For the New Haven, interviewer in the proceeding, G. B. 
Sullivan said his conception of the per diem rate was “only 
of a reciprocal nature and not intended to yield a profit.” He 
said the use of 6 per cent applied to the investment overstate 
the actual cost of owning freight cars. Money did not cost that 
much, he said. He said the rate should be reduced to about 4 
per cent, as he said was indicated in Mr. Nye’s testimony. 

Mr. Outlaw asked if the witness considered the per diem 
charge reciprocal as between lines where car ownership was 
vastly different, and Mr. Sullivan said he did. He said he would 
not consider the charge reciprocal as between two railroads, 
where one had 100 per cent ownership of cars and the other 
owned none, but said, after a series of questions, that he could 
not say at what point in the comparative ownership of cars the 
charge would become reciprocal. 

The witness said the New Haven had been a “debtor line” 
over a period of years. In answer to a question by Mr. Knudson, 
he said the New Haven supported the 95-cent per diem figure. 
















BUFORD HONORED AT DINNER 


More than 150 industrial traffic managers of the Chicago 
area were present at a dinner at the Blackstone Hotel, Chicago, 
June 12, in honor of Charles H. Buford, new president of the 
Chicago, Milwaukee, St. Paul and. Pacific Railroad. George A. 
Blair, general traffic manager, Wilson & Company was chairman 
of the committee in charge. Among those present was Martin 
H. Kennelly, president, Werner Brothers-Kennelly Company, 
warehousemen, mayor of Chicago. 
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Water-Rail Competitive Rates 
Arguments Heard by I. C. C. 


Proceeding involving transcontinental rail and inter- 
coastal water rates and rail and water rates on the 
Pacic Coast now under consideration by the Com- 
mission. Rails and others suggest water carriers be 
admonished to publish in tariff forms the rates they 
think they should have. Water carriers continue to 
insist rail rates must be raised 


Argument before the Commission in No. 29663, Trans- 
continental Rail Rates, and No. 29664, Intercoastal Water Rates, 
was completed June 12, to be followed June 13 by argument in 
No. 29708, All-Water, Water-Rail, and Rail-Water Rates Be- 
tween Pacific Coast Ports and Interior Points. Hearings were 
completed June 11 (see Traffic World, June 14). 

The argument was limited to the question of the lawful- 
ness of the so-called interim proposed rates, estimated at about 
7 per cent of the water carrier rates. The railroad proposed 
taking the full increases asked but not granted in Ex Parte 162. 

In the course of questions from the bench as to the results 
of the increases, proposed, Leonard G. James, representing the 
Maritime Commission, said that eight of the ten carriers in the 
intercoastal trade had applied for charters, which will be under 
M. C. control until December 31. William Radner, for the Gulf 
Intercoastal Conference, estimated that the interim rates would 
produce about $20,000 additional revenue a voyage, bringing 
down the estimated loss a voyage under private operation, 
$80,000, to $60,000. This amount, Mr. James explained, might 
be deducted from the excess profits those carriers earned in 
the profitable foreign trade, the two operations to be consid- 
ered as a unit in figuring year-end excess profits taxes, the 
$37,500 charter charge a voyage to be paid before the offsetting 
of ie in the domestic trade might be taken from the excess 
profits. 

In presenting a memorandum brief in lieu of oral argument 
for the Maritime Commission, Mr. James said that body urged 
the same considerations as in the original petition asking for 
the investigation, and said it was not thought conditions had 
altered the seriousness of the possible consequences if the water 
carriers were not given the relief they requested. Asked about 
discussions in Congress about the authority of the M. C., Mr. 
James said the general opinion was that if there was any 


operating authority granted, it would be restricted to tanker 
operations. 


Ship Lines Argument 


M. G. deQuevedo, from the Intercoastal Steamship Freight 
Association, said relief must be granted if a crisis was to be 
averted in the intercoastal trade. After referring to the com- 
modities listed in the appendices to the orders instituting the 
investigations, to which commodities the inquiry was limited, 
Mr. deQuevedo suggested that the Commission could admonish 
the rail carriers to publish increases on the additional com- 
modities the water carriers wanted included in the case, subject 
to suspension. He said losses of the water carriers were attrib- 
utable to the competition of the railroads and that a “vast 
amount” of-evidence showed beyond doubt that the rail rates 
were below a reasonable level, that the record showed heavy 
losses under operation by the Maritime Commission, and that 
expenses were about 100 per cent higher than in 1939. 


Answering questions by Chairman Aitchison, Mr. deQue- 
vedo said the intercoastal carriers had increased rates in some 
cases lower, and in some cases higher, than the railroads were 
authorized to increase their rates in Ex Parte 162. Harry S. 
Brown, chairman of the conference, called on for an explana- 
tion, said the intercoastal carriers had taken no blanket increase 
of 50 per cent in September, 1946, as had the west coast carriers. 

_ In the course of his argument, Mr. deQuevedo said the 
rail carriers, because of their superior service, “set the stand- 
ard.” In rebuttal, he accepted a statement made by E. A. Read, 
representing the Oakland Chamber of Commerce, that the 
railroads were now the rate-fixing factor, and said, therefore, 
the railroads should lead the way in the publication of rates. 

William Radner, for the Gulf Intercoastal Conference, re- 
ferred to Commission cases in which he said the railroads had 
been admonished, rather than asking for general rate increases 
on all commodities, to attempt first to raise their depressed 
rates where the rates had been reduced to meet the competition 
of other carriers, whose costs had since risen. He said there 
was also. a certain number of cases in which the Commission 
had specifically recognized that the transcontinental rates were 
depressed. He said the water carriers had “overwhelmingly 
Proved” that the rates involved in the proceeding were de- 
Pressed. Commissioner Rogers asked if there was evidence as 
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to whether or not the depressed rates were compensatory, and 
Mr. Radner replied the record showed the rates now in effect 
were lower than rates that would be applicable under the stand- 
ards to which he had referred. For the purposes of the interim 
increase, he said, “all we have to show is that the increases do 
not raise them beyond a reasonable level.” In answer to a 
further question, he said they were not compensatory because 
they were less than the rates proposed by the railroads in the 
1922 and 1923 fourth-section cases which hrates, he said, the 
Commission refused to allow to go into effect because not com- 
pensatory within the meaning of the fourth section of the act. 

Commissioner Rogers said he was trying to find out if a 
distinction could be made between depressed and non-com- 
pensatory rates, Mr. Radner replying that for the purpose of 
interim relief the distinction was not necessary, adding it was 
not necessary for the water carriers to prove the rates were 
not compensatory. 

On the subject of market competition, Mr. Radner said the 
United States Supreme Court (in 219 U. S. 433) had held the 
Commission could not refuse permission to the railroads to 
raise an unreasonably low rate even though the higher rate 
would drive shippers completely out of the market. He said the 
water carriers did not want markets disturbed and thought 
their case so overwhelming that “even if there was to be a 
loss of markets the Commission would not have authority to 
order the carriers to maintain these unduly depressed rates.” 
Saying there was an exaggerated idea of the amount of trans- 
portation cost in the ultimate price of commodities involved in 
the proceeding and compared increased prices of commodities 
and the fractional increases proposed in the rates, asserting that 
since about 90 per cent of the canned goods involved were pro- 
duced on the west coast, there could be no question of market 
competition. 


Railroad Argument 


Harry C. Barron, for the transcontinental railroads, said 
he had hoped to be able to “find out just what is the position 
of the water carriers,” and that the discussion of counsel for the 
water carriers instead of “enlightening me has pounded con- 
fusion” in his mind, “with the result that they have talked 
about everything in the world except the issues before you.” 

Chairman Aitchison said there was a “problem in seman- 
tics.”” He said he understood the rail carriers did not want to 
make the increases but had suggested them. Mr. Barron re- 
plied the railroads wanted to make the increases. He said they 
were sincere in Ex Parte 162 that they needed that much of an 
increase, and observed the railroads had not received all the 
increases they had asked for. Asked by Commissioner Mahaffie 
if the railroads were asking now that they be permitted to 
apply the increases only to the commodities specified by the 
water carriers in these proceedings, Mr. Barron replied: 

‘When we made our proposal, we asked the Commission 
to permit us to increase our rates to the full extent sought in 
Ex Parte 162, but which we did not receive. Now, insofar as 
the present issues are concerned, we have construed the Com- 
mission’s order limiting the commodities to those shown in 
appendix A and that is based on the letter of the attorney 
general of the United States, who said that at the direction of 
the Commission, or order of the Commission, he did not think, 
if the boat lines and the raillines conferred for the purpose of 
establishing a basis of rates, it would be violative of the anti- 
trust law. That letter was directed to the order of the Com- 
mission and, therefore, it was our interpretation that we were 
limited in our presentation in this case to those commodities 
in appendix A.” 

Mr. Barron observed that the parties had not had the 
benefit of ‘‘one single” ship operator or traffic man, adding 
that “we do not know whether or not they could operate 
profitably under private operation under the rates now in 
effect or those they are proposing.” He said there had been 
no opportunity to question operators to see if the economies 
portrayed by Harry Bridges, head of the longshoreman’s union, 
had suggested at the San Francisco hearing, were feasible. He 
said it was his understanding Mr. Bridges would be at the 
Washington hearing, but that he had not appeared. When Mr. 
Radner objected to a stipulation of Mr. Bridge’s testimony in 
the west coast proceeding into the instant record, Mr. Barron 
said whether or not he wanted it in the record was “all right 
with me.” 

Mr. Barron said from a period before the Maritime Com- 
mission took over, the “ship operators have been guilty of 
playing horse with these rates,” and were now attempting to 
“throw the case into your lap,” and were trying to have the 
Commission correct a_ situation it was in their power to 
correct. 

He suggested that the Commission admonish the water 
carriers to publish in tariff form the rates they thought they 
needed so the shipping public and the railroads would have 
an opportunity to “look at them,” making the rates effective 
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in 60, 90, or 120 days, If the rates were protested, he continued, 
they could be suspended and “in that way you will have 
orderly procedure; you will know what rates are in issue.” 

Asked by Commissioner Mahaffie how he would support 
rates lower now than those not compensatory in 1922, and 
Mr. Barron said that depended on the circumstances surround- 
ing the rates and the economic conditions of the time. He 
added that “section 15 is part of the act and we must have 
rates that will move the traffic.” 


N. |. T. L. Position 


John S. Burchmore, for the National Industrial League, 
also suggested that the water carriers publish their rates in 
tariff form. He said the League was favorable to restoring 
private operation of the water lines, but not at prohibitive 
rates. He said that “we think the interim proposal is vicious 
in principle,” adding that he used that term in a “colorful 
way.” He said the water carriers were trying to “convert your 
people here into the role of initiators of rates that are con- 
sidered desirable for the railroads to charge, rather than in 
your traditional and proper role of reviewing the legality of 
the rates that are in force or being proposed.” 

Referring to remarks of the Supreme Court to the effect 
that the Commission must prevent a rate war between carriers, 
read by Mr. Radner, Mr. Burchmore said it was “perfectly 
silly to suggest there is a rate war between the carriers,” 
because there was no proposal to decrease rates, but rather to 
increase them. He said Mr. Barron was asking a permissive 
a while Mr. Radner was asking for a minimum rate 
order. 

Later, Mr. Burchmore said the Commission should look at 
the case realistically, adding that the water lines were trying 
to “state an alibi.” He said the trouble with the water lines 
was not the freight rates of the railroads, but conditions of 
inefficiency, and increasing costs due to labor, and other ele- 
ments. He said the water lines had been urging the Commis- 
sion to “hurry up, hurry up, and give us relief” and instead 
of following the statutory privilege they had to publish in- 
creases in their rates had made a “very weak case.” He added 
there was a basis being laid in the press and elsewhere to 
blame the Commission for what might happen after the Mari- 
time Commission relinquished control of the water lines. 

Commissioner Alldredge, referring to Mr. Burchmore’s 
remark that the Commission be realistic, asked if it should 
dismiss the case. Mr. Burchmore replied that the League had 
never resented the case and never objected to its being con- 
ducted as an inquiry into the lawfulness of the rates. He said 
he did not believe the evidence showed unreasonableness in 
the rates calling for an affirmative order and was not aware 
of any interest that thought an order should be entered. 


Department of Agriculture 


James K. Knudson, for the Department of Agriculture, 
in lieu of oral argument, presented a memorandum brief of 
26 pages, in which the department referred to the motion pre- 
sented early in the proceeding, and renewed at San Francisco, 
that the case be dismissed if the Commission determined at any 
time in the proceeding whether the water carriers rested their 
contentions in any degree on the proposition that their revenue 
needs could only be satisfied by the Commission increasing 
rail rates to underwrite subsequent water carrier rate in- 
creases; and that the burden be placed on the water carriers 
of proving the non-compensatory level of rail rates attacked. 

The department, after quoting from the so-called Mechling 
barge case as to the duty of the Commission to protect the 
inherent advantage of barge transportation, and saying the 
court would no doubt have held the same if the railroads com- 
plained that the inherent advantage they enjoyed were being 
destroyed by unfair water competition, continued: 


It is a fact, therefore, that the railroads at the present time possess 
certain inherent advantages, measured by cost of transportation, value 
of services or otherwise, we submit that, within the meaning of the 
Mechling case, the Interstate Commerce Commission is without power 
or authority to increase rail rates for the sole purpose of protecting 
water carriers from rail competition and especially where it appears 
that such action would transfer part or all of any ‘‘inherent advantage’”’ 


temporarily and rightfully possessed by the railroads to the water 
carriers, 


The department said the railroads had been placed in a 
sound operating status by the increases in Ex Parte 162, and 
invited the Commission’s attention to the provisions of the 
Hoch-Smith resolution, insofar as it was applicable to the 
instant proceeding. 


Shipper Argument 


After R. D. Rynder, for Swift & Co., at one time chief 
examiner for the Commission, had completed his argument and 
said it was the last he would make before the Commission in 
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view of his retirement, Chairman Aitchison said the members 
of the Commission looked back with pleasure on the long asso- 
ciation, and wished Mr. Rynder every happiness in his retire- 
ment. Mr. Rynder replied that “I cannot tell you how much 
I appreciate those remarks.” 

Mr. Rynder offered a memorandum brief which he said 
compared present and proposed rates, observing that the rates 
on soap and other commodities from midwestern points to the 
Pacific Coast showed earnings ranging from $100 to $256 a 
carload above the earnings the Commission had fixed on fresh 
meats from and to the same points. Such rates, he said, could 
not be unlawful. 

Speaking for the Department of Publicity and Industrial 
Development of Utah; the state commissions of Arizona, Nevada, 
Idaho and Montana, and for the Spokane Merchants Associa- 
tion, H. W. Prickett said those interests did not oppose any 
increases in the rates to and from the Pacific Coast points 
west of the Sierra Nevada and Cascade mountain ranges, pro- 
viding there was no increase from and to the intermediate 
points such as Spokane and points in Idaho and Montana east 
of the Cascades. He said if the Commission should authorize 
increases to and from the Pacific Coast points to carry with 
them proposed increases to intermediate points, “these inter- 
ests are unalterably opposed to any increases whatsoever.” 

Charles A. Root, for the Public Service Commission of 
Utah, said if the state was going to have water competition, 
the rates should remain as they were. If there was no water 
competition, he said, Utah certainly should not suffer increases 
because, he said, the rates were graded up to Utah and then 
blanketed on to San Francisco and Los Angeles. He asked 
that there be no increases on the rates in group 2. 


Arguments of California Parties 


E. A. Read, for the Oakland Chamber of Commerce, in the 
course of his argument said it looked as if the boat lines were 
no longer the rate-making factor. If the rail lines were now 
the rate-making factor, he said, he did not think rates should 
be so adjusted as to destroy that advantage. He said that 
if the steamship lines in years past had put shippers in a 
market and kept them there, and were unable to do so any 
longer, “certainly they should step aside if the railroads can 
do it properly.” Asked by Commissioner Miller what would 
happen to the rail rates if the ship lines went out of business, 
Mr. Read said that “some of the rates the steamship lines 
are proposing are as high as I think they would be if the 
Pacific and Atlantic oceans were the Sahara Desert.” He 
agreed the railroad rates would probably go up if shipline rates 
were increased. He said the ship lines said that “they are 
going to make the rail rates high enough to club the shipper 
who does not want to use their services into using water 
service.” 


California Canners 


For the Canners League of California, and others, Irving F. 
Lyons said there had been only a half-hearted attempt on the 
part of the railroads to reopen Ex Parte 162, and that the rail 
lines had made no showing that the rates on canned foods were 
not fully compensatory and did not contend those rates were 
unlawful. He said the canners wanted the merchant marine 
and were willing to pay their way, but added that we want 
the fellow in Wichita, Kan., and Chicago, and anywhere else 
to pay his way, too. We do not want to subsidize the merchant 
marine all by ourselves.” That, he said, was what the carriers 
wanted the canners to do. He said the water lines could obtain 
interim relief by filing a tariff increasing rates on canned 
foods without a corresponding adjustment in the rail rates, be- 
cause the water lines did not follow the rail lines’ increase in 
rates on canned foods on January 1. He also observed there 
had been no operating personnel of the ship lines to give evi- 
dence in the proceeding. He said the operators had not said 
what they were going to do and asked the Commission to take 
notice of these facts. 


Frederick W. Mielke, appearing for the Dried Fruit Asso- 
ciation of California, said the rail rates were not low, but were 
far out of line with the general rate structure. He offered 4 
table showing comparisons of dried fruit with fresh fruits and 
vegetables and other commodities, contending that the earnings 
of $870 a car to group A and Group E were higher than any 
of the other commodities shown. 


Aluminum and Glass Producers 


C. E. Childe, for the Reynolds Metals Co., said he appeared 
in opposition to the proposed increases in the rail rates on alumi- 
num. He said only the westbound rates were in issue, but that 
the carriers had indicated they desired later to propose east- 
bound increases. He said the aluminum rates had been shown 
not only not to be depressed, but as abnormally high in all of 
the aluminum groups from all of the transcontinental rate 
groups to the Pacific Coast. He said the large volume of aluml- 
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num came from areas not tributary to the seaports but from 
interior points beyond the territory from which the water car- 
riers had indicated they should draw traffic. He said the Gulf 
intercoastal lines were not so definite about the interior ter- 
ritory and hoped to serve it, but added they had had no traffic 
from the interior points. 

He observed that the Commission, in Ex Parte 162, had 
corrected the spread his company had brought to its attention 
between the four-cent minimum set on iron and steel increases, 
and the 25 per cent increase granted on aluminum. He said the 
water carriers proposed to disturb the relationship that had 
been set up between aluminum and iron and steel. 


Speaking for Libbey-Owens-Ford Glass Co., H. G. Huhn said 
the interim increases would not help the water lines. He said 
the record was convincing that the increase on window glass 
and building slabs would not cause a diversion from all-rail 
to all-water routes. He referred to the number of handlings 
necessary if glass was shipped by water saying that the shipper 
by rail loaded the glass and the customer unloaded it. He said 
shipping by water would mean breakage and damage claims 
against the water lines. After describing the competition of 
Belgian glass, he said the interim advances would help only 
the water lines operation between Europe and the United States 
and that American glass would be replaced by European glass. 


H. D. Musick, for the Blue Ridge Glass Corporation, at 
Kingsport, Tenn., said an increase in the rates on rolled glass 
would make it impossible for that company to compete with 
production at Fullerton, Calif. He also said glass was loaded by 
the shipper and unloaded by the consignee, when shipped by 
rail, with only one placement. He said his company had at- 
tempted to ship by water, but that, due to excess breakage and 
time in transit, it was forced to giv up that service. In con- 
clusion, he made the following five points on the record: To 
increase rail rates on rolled glass would not help the water 
lines; if rail rates were increased, his company might be forced 
out of the market; the rail line would lose about 9% million 
pounds annually; the consumer would be deprived of the Kings- 
port source of supply; and that rates on rolled glass were now 
maximum reasonable rates as compared with other commodi- 
ties or any other rate-making principle, the record, he said, 
being void of any evidence to the contrary. 

Aside from those aforementioned, memorandum briefs in 
lieu of oral argument were filed by: the Port of San Diego, 
Calif.; Certain-teed Products Corporation, The Paraffine Com- 
panies, Inc., Johns-Manville Corporation, and Celetox Corpora- 
tion, jointly; Public Utilities Commission of California; Los 
Angeles Chamber of Commerce; John Morrell & Co., Rath 
Packing Co., Geo. A. Hormel & Co., and Oscar Mayer & Co., 
jointly; and by the City of Long Beach, Calif. 


No West Coast Interim Relief 


Argument in No. 29721, and in Fourth Section Application 
No. 13457, et al., Pacific Coast Fourth Section Applications, 
June 13, brought a statement from Chairman Aitchison that the 
proceeding involving the west coast situation did not contem- 
plate interim relief, as did the transcontinental proceedings. 
Counsel for the west coast carriers said the proposal of the 
rail carriers to obtain the increases asked but not granted in 
Ex Parte 162 was “ridiculous” as far as the west coast water 
carriers were concerned. 


_ Leonard G. James, for the Maritime Commission, told Com- 
missioner Mahaffie that there were five ships in operation under 
the M. C. on the west coast, and five ships operated privately 
by a contract carrier. He replied to a question by the chair- 
man by saying that the proposals of the railroads would not 
make it possible for the west coast water lines to operate 
without going “into the red.” When the chairman asked if he 
was correct in saying it would be necessary to increase rates 
to Puget Sound by 5 per cent and to the Columbia River area 
by 60 per cent in order to break even, Mr. James said that 
would exclude charter hire and other items, such as additional 
repair costs under private operation. The chairman said that 


“in other words, you would require at least a doubling of the 
water rates.” 


Mr. James again explained the fleet charter program, in 
the course of his remarks saying there was no subsidy in the 
Program as the statute charter hire must be paid as required 
by the ship sales act. Asked by Commissioner Mahaffie how 
much the operator in both foreign and domestic service would 
absorb of losses in the latter service, Mr. James said it de- 
pended on earnings, the government recapturing 90 per cent 
When the operator reached the $300 a day bracket; 75 per 
cent for the $200 bracket, and 50 per cent for the $100 bracket. 
He observed that the operators were under no compulsion to 
operate ships under the fleet charter program and that, if by 

e first or second week of July there was no indication of what 
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the Commission was going to do, they might not take any 
of the ships. He urged an early decision by the Commission. 


Position of Operators 


Joseph J. Geary, representing the Pacific Coast steamship 
operators, in the course of his argument, said that, although 
the operators were not regulated at the time the Pacific Coast 
fourth section relief was granted the railroads, the Commission 
had actually regulated the ship operators “through the back 
door.” 

He said the water carriers would not be in, business unless 
something was done to correct the situation, and that those 
carriers were blocked in the attempt to raise their rates by 
the rail rates he said were unlawfully low. Asked by Commis- 
sioner Mahaffie-if he was speaking of rates made under the 
fourth section orders, Mr. Geary said he referred to rates 
based on the fourth section orders and the terminal and inter- 
mediate rates he said had been “grafted on” the fourth section 
rates. He said withdrawal of the fourth section orders would 
help the water carriers in part only, adding that “we do 
not ask that the rails raise their rates beyond reasonable maxi- 
mum rates, but we do ask that those rates be reviewed and 
separation from the fourth section basis of the parasitic growth 
that has been added to them and that has for years stifled 
the water carriers.” 

He said the difference between the Puget Sound run and 
the Columbia River run was on the former tonnage was made 
up in large part of bulk salt, chuted into the ship at origin 
and discharged in buckets at destination. As to the Columbia 
River run, he said the average northbound tonnage in March, 
1947, for a 5,000-ton ship, was 743 tons compared with pre- 
war figures of 2,000 tons to Portland and 2,500 to the Puget 
Sound area. i 

He said the Pacific Coast carriers needed the diversified 
tonnage they formerly carried and were only asking an oppor- 
tunity to recapture some of that traffic. When Commissioner 
Rogers asked if shippers would pay more, Mr. Geary said they 
would adding they had to pay more if the industry was to con- 
tinue to thrive and if the railroads were going to continue to 
exist on the Pacific Coast, adding “because if you took the 
Pacific Coast rail rates at the’present time and prescribed them 
as maximum rates for the rail lines, the scream they put up in 
the class rate case would be just the babbling of babies, and I 
would hate to be in the way on the court house steps when the 
boys ran for a three-judge injunction.” 

Referring to the railroad cost studies, he said he did not 
know how to “unbutton them,” and that he did not know what 
the railroads meant by out-of-pocket, added-traffic theory of 
cost, nor how they had calculated it. 

Answering further questions about the fourth-section relief, 
he said the differentials did not reflect conditions at present, 
adding that “you have differentials showing 6 cents a hundred 
pounds when the cost to the shipper using the water lines may 
amount to 20 cents.” He said there must be a greater spread. 

Referring to increases of 50 per cent made in September, 
1946, Mr. Geary referred to a list of commodities furnished the 
commissioners saying it showed 59 commodities that could not 
be increased at all; 104 commodities that were increased from 5 
per cent to 49 per cent; and 145 commodities on which the full 
90 per cent increases were made. He said that the steamship 
lines had handled only 28 of the commodities of the 104 named, 
and only 14 of the 145 on which the full increase was taken. 

As to the testimony of Mr. Bridges, Mr. Geary read from a 
report on the postwar outlook made to the Maritime Commis- 
sion by the post war planning board, to the effect that the 
unions had opposed the use of mechanical devices to increase 
efficient handling of cargo. 

When Chairman Aitchison said it would be necessary for 
the Commission to trace the circumstances of each fourth sec- 
tion order, Mr. Geary agreed, but said that in the meantime 
“you must take notice of the situation at this moment.” He said 
it called for transportation statesmanship. When the immediate 
situation was met, he said, each item could be taken “one by 
one,” adding that the problem facing the Commission was 
whether or not the Pacific Coast steamship service should be 
“brought back to life.” 


West Coast Rail Position 


In the course of argument by J. E. Hennessy, for the west 
coast rail respondents, in answer to questions by Commissioner 


. Mahaffie, said the railroads were not prepared to make a show- 


ing in the fourth-section cases, and referred to his motion made 
at the San Francisco hearing that the fourth section features be 
separated and heard at a later time because the rail carriers 
had not had sufficient time to prepare the case and the orders 
of the Commission were not clear. He said the railroads had 
no assurance that the water lines were going to operate, adding 
that “that may take care of itself by their going out of busi- 
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ness.” He said there were five ships in the trade and that the 
water carriers had indicated a desire to put more ships in op- 
eration. On the assumption that competition was going to con- 
tinue, he said, the railroads would like an opportunity to show 

costs on the routes serving the Pacific northwest. He said the 

railroads thought they had shown that, for the Southern Pacific, 

the rates were compensatory. 

After Chairman Aitchison said the railroads had been 
served with an order to show cause why the fourth section or- 
ders should not be modified, and had been told to make returns 
in the same shape as when they made the original application, 
he suggested that the longer routes could be put in as an ex- 
hibit. However, Mr. Hennessy said he preferred to have a ruling 
on the motion “on the basis it was made.”’ At the San Francisco 
hearing the chairman announced that he and Commissioner 
Alldredge, who heard the case with him, had no authority to pass 
on the motion. 

As to comparisons made by Mr. Geary to the effect that 
some rates eastbound were 10 per cent higher than those north- 
bound, Mr. Hennessy said Mr. Geary had not gone far enough. 
He said the railroads had shown figures on moving commodi- 
ties, but that Mr. Geary’s witness had taken only paper rates 
from the tariffs and had been unable to say whether commod- 
ities moved under those rates or whether the rates were 
blanketed. 

In his argument, Mr. Hennessy said: the water lines had 
proceeded on the theory that the present rail rates were so 
unreasonably low that they were in violation of section 1. He 
said the railroads denied the rates were less than reasonable 
rates under recognized standards, adding that “while many of 
such rates admittedly are not maximum reasonable rates they 
have been established for a long period of years and industry, 
business and agriculture on the west coast have been built up 
on the basis of such rates.” He said earnings under the pro- 
posed rates of the railroads compared favorably with those 
prescribed by the Commission in the Trona Case, 258 I. C. C. 
743, the Bonneville Case, 245 I. C. C. 751, the Rough Rice Case, 
258 I. C. C. 611, and with the rates reviewed by the Commis- 
sion in the Iron and Steel Export Case, 255 I. C. C. 739. 

He asserted the water lines had ignored the Commission’s 
order in No. 29722 and devoted their efforts to proposing 
“astronomical increases in rail rates, giving no consideration 
whatsoever to the various factors that must be considered in 
the making of a freight rate, such as market competition, dis- 
location of industry, truck competition and possible violations 
of the interstate commerce act.” He said they decided on a 
mathematical formula and applied it arbitrarily to various 
rates without inquiring whether the rates proposed would move 
even a pound of freight. He said the results of their efforts 
were “fantastic, showing increases in rail rates between Cali- 
fornia, Oregon and Washington ranging from 75 per cent to 120 

per cent of the existing rates.” Also, he said, the water lines 
had ignored completely the effect of truck competition. He said 
the rail lines were not suggesting what rates the water lines 
should charge, and that it did not seem proper for the water 
lines to suggest what the rail rates should be, adding that “the 
law does not comprehend that one carrier should be required 
to maintain unreasonably high rates for the sole purpose of 
holding an umbrella over its competitor.” 


Department of Agriculture Position 


For the Department of Agriculture, James K. Knudson said 
it was not opposed to increases in coastwise rail rates shown 
to be unduly low under normal tests of reasonableness, but that 
the department maintained there was a burden on the carriers 
to show that the rail rates were unreasonably low. He said 
that, insofar as the water carriers’ proposal was affected by 
the Mechling barge doctrine, as cited in the transcontinental 
cases, he renewed the motion of the department for dismissal. 

He said one difference between this and the transconti- 
nental cases was the “colossal extent” to which some rail rates 
would be increased if the water carrier proposals were hon- 
ored. He said the department was impressed by the fact that 
truck competition seemed to be as much of a moving force in 
the making of rail rates as was water competition. If this was 
so, he continued, there would be as much justification for the 
truck lines to approach the Commission seeking an increase in 
rail rates as for the water lines to do so. 

Referring to testimony concerning truck competition, he 
said it suggested that ‘‘the rail rates under attack as allegedly 
depressed by water competition are no longer held at reason- 
able minima for that purpose but because truck competition 
has in the meantime intervened.” Before authorizing any 
“single rail rate increase,” he said, the department believed the 
Commission should make sure what form of competition was 
in fact involved. 


Shipper Argument 


Speaking for the Columbia Steel Co., a subsidiary of the 
United States Steel Corporation, with plants at Torrance and 
at Pittsburg, Calif.. Thomas F. Lynch said his company com- 
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peted with Bethlehem Steel Corporation at Los Angeles, San 
Francisco, and Seattle, and with the Kaiser Co., at Fontana, 
as well as with eastern producers shipping through the Panama 
Canal and with foreign producers in Europe and India. His 
company was opposed to increases from Torrance and Pitts- 
burg, he said, until it was proved the rates were below mini- 
mum reasonable rates. A showing that they were below 
maximum reasonable rates was not sufficient, he said. He said 
the water lines, in support of their claim that the rail rates were 
below a minimum reasonable level, had not directed their 
evidence to showing that by measuring the rates against rail 
costs, but against water line costs. The water lines, he said, 
for the rail rates, would add to the water rates the cost of 
transportation from the interior to the port of loading and 
from the port of unloading to the interior at the other end, 
also the accessorial charges, and that ‘fon top of that an addi- 
tional 10 per cent to cover what they call the superiority of 
the rail service, so they are measuring the proposed rail rates 
by water line costs instead of adjusting the rail rates on the 
balance between rail cost and value of service.” 

Mr. Lynch said if the water carriers were to have a place 
in the economy of the country, the operators, their employes 
and the stevedores should get together and cooperate so they 
could reduce their costs and compete effectively with the rail- 
roads without asking the government to raise rail rates arti- 
ficially to enable them to operate at their high costs. 

He offered a memorandum to show, among other things, 
that the average return under all-rail rates at present and as 
proposed were higher than the average revenue for all freight 
traffic. 

E. A. Read, for the Oakland Chamber of Commerce, said 
that if a reasonable increase in rates would restore coastwise 
steamship operations, “we would be for it.” But he said it was 
impossible to agree to restore that service by calling for in- 
creases in the rail rates in the neighborhood of 85 to 100 per 
cent. That, it said, was “just too drastic,” adding that the 
Commission had a “sick patient” on its hands. Asked if the 
rail carriers would be better off under the rates suggested 
by the water lines, Mr. Read said the answer was “No,” and 
that there would be a tremendous loss of traffic under the 
froposed rate structure. 

In closing he referred to New Automobiles in Interstate 
Commerce, 259 I. C. C. 475, in which he said the Commission 
stated it was obviously intended that the rates of each agency 
should be determined according to the facts attending the 
movement of traffic and there was no warrant for believing 
rail rates must be held to a high level to protect motor carrier 
rates. 














































‘Paper and Dried Fruit 


Frederick W. Mielke dealt with the situation of the Long- 
view Fibre Co., with a plant at Longview, Wash., and of the 
Dried Fruit Association of California, quoting testimony of a 
water line witness to the effect that traffic of the Longview 
company, paper producers, resulted in ships “full but not down,” 
saying this paper traffic was about the only traffic available 
southbound to the carriers. He expressed the view that wheat 
would never again move in volume through Seattle and Port- 
land by rail and water. He asserted that the $943,000 trans- 
portation cost to California points in 1946 would be increased 
by rail under the proposed rates by $749,000. He said that 
meant the water lines were asking one industry to pay about 
three-quarters of a million dollars for the purpose of using 
water transportation which the shipper did not want to use, 
and give the water lines traffic they did not think desirable. 
Commissioner Mahaffie asked if the shipper could not demand 
service, and Mr. Mielke replied there were ways to avoid 
giving service if the water carrier did not want to give it. 
He said it would not be a satisfactory situation to have the 
shipper force the carrier to take the traffic. 

He said the dried fruit situation was the exact reverse. 
That was desirable traffic, he said, adding that “here we have 
a situation where we have rates that are sky-high.” He said 4 
rate earning 70 cents a car-mile was extremely high. / 

Mr. Mielke said the water lines proposed that the grouping 
be broken up because they wanted to reach into the interiot. 
To do that, he said, the rate would be different from different 
points and that the present rate of 70 cents would be increased 
to $1.01. He said the ship lines wanted the Commission 10 
close its eyes to every consideration but giving them what they 
asked and then they would ‘‘do as they saw fit” about resuming 
service. 









































Canners’ Position 

Irving F. Lyons represented the Canners’ League of Cali- 
fornia and the Northwest Canners’ Association. He said the 
reason the carriers were in their present plight was that they 
were belabored by terrific increases in labor costs and were 
asking the Commission to correct that which it could not cor 
rect, because, he said, “you cannot do anything about labor 
costs.” He said the canners were willing to bear a fair share 
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of the transportation burden, but not the entire burden of main- 
taining a merchant marine. He said the canners had invited 
the water carriers to file tariffs in the transcontinental case 
and that he thought the same was true here, adding that “they 
have not put it to the test.” 


Sugar Refiners’ Argument 


Speaking for the California and Hawaiian Sugar Refining 
Co., J. G. Breslin said the company was using the water lines 
at a differential of 5 cents a hundred pounds, adding that they 
were asking for a differential of 25 or 30 cents a hundred 
pounds. He said the company’s main position was that it did 
not want the rates increased because of market competition in 
the territory involved, coming from two local plants in the 


northwest. In answer to a question from the bench, he said 
those two plants could supply the demand in the northwest, 
and said the Commission should take market competition into 
consideration. If transportation charges were increased, he 
said, his company would find it necessary to ship refined sugar 
direct from their refinery at Aiea in Hawaii to the Pacific 
northwest, instead of California refined sugar. 

Leo P. Siddons, appearing for the Holly Sugar Corpora- 
tion, of Colorado Springs, Colo., with plants at Alvarado, Tracy, 
and Hamilton, Calif., in the northern part of the state. He said 
the company must pay either the local rate from the factory 
to the northwest coast points, or to the port of San Francisco, 
plus the water rate. He said the traffic had been very fairly 
divided between water and rail carriers, based on the five-cent 
differential. If the differential went to 3 cents, he said, it 
would be to the disadvantage of the water lines, and if it went 
to 8 cents, it would be in favor of the water lines. 

He argued that shippers and receivers were entitled to 
employ the mode of transportation they considered most eco- 
nomical and that the Commission was never to be an allocator 
of traffic. He said the present and proposed rail rates were 
lawful and that the proposal of the water lines to increase 
rates on sugar between, or from and to, California points to 
the north coast ports had no foundation in law. Their approval 
should be denied as an unlawful usurpation of the rail carriers’ 
right to initiate and publish their own rates to meet competitive 
conditions within the reasonable limits present in the case, he 
said. 


Kaiser Co. Brief 


Kaiser Co., Inc., with a steel plant at Fontana, Calif., filed 
a brief in which it said the increases made since June 30, 1946, 
had created a serious maladjustment in the rates from Fontana 
to Portland and Seattle in relation to rates from competing 
plants into this area. If the increases proposed by the water 
carriers took effect, it said, the maladjustments would be “fur- 
ther compounded and will isolate this company from the north- 
west market.” 

It. said the proposed increase in water rates from Los An- 
geles Harbor would subject the Fontana plant to undue prej- 
udice and disadvantage and grant preference to competing 
eastern mills shipping from Atlantic and Gulf ports to Portland 
and Seattle. Also, it said, the increases proposed by the water 
carriers would dry up traffic and result in a loss of revenue 
both to the rail carriers and the water carriers. 

Briefs in lieu of oral argument were also filed by the Board 
of Harbor Commissioners of the City of Long Beach; the Board 
of Port Commissioners of the City of Oakland; The Los Angeles 
Chamber of Commerce; the City of Los Angeles and the Board 
of Harbor Commissioners; and by the Public Utilities Commis- 
sion of California. 


Iron and Steel Rate Increases 
Protested by Various Interests 


The Commission has received various protests against 
schedules filed to become effective June 20, proposing increased 
rates on manufactured iron and steel articles, less-than-carload, 
by establishing for application solely within, to, and from Cen- 
tral Freight Association, Trunk Line, and New England Terri- 
tories, an exception rating of Class 50 (fourth class), in lieu of 
the present exception rating of Class 40. 

Schedules protested included the following: 


Supplement 132, B. T. Jones, I. C. C. 3926, Items 3250-A, 
4250-A, 4900-A, 5210-C, 5220-D, 5860-A, 6020-A, 6220-A, 7270-A, 
9450, | 9450-A, 9760-A, 9770-B, 9780-A, 9782-B, and 9784-A. 

Supplement 32, W. S. Curlett, I. C. C. A-848, Items 3200-A, 3625-A, 
3770-B, 4460-A, and 7123-A. 


Supplement 14, I. N. Doe, I, C. C. 554, Items 1465-A, 1920-A, 2225-B, 

2370-A, and 3690-A. 

{ Protestants included Chain Institute, Inc., Chicago; Amer- 

ican Institute of Bolt, Nut and Rivet Manufacturers, Cleveland; 
on-Integrated Steel Manufacturers’ Association, Pittsburgh; 


4239-A, 
8190-A, 
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Secretary of Agriculture, Washington; Louisville (Ky.) Board 
of Trade, traffic department; American Home Foods, Inc., New 
York, et al.; Lynchburg (Va.) Traffic Bureau; P. R. Mallory & 
Co., Inc., Indianapolis; Farm Equipment Institute, Chicago; 
Traffic Association of the New Britain (Conn.) Chamber of 
Commerce; Anchor Drawn Steel Co., Pittsburgh, et al.; Gard- 
ner (Mass.) Chamber of Commerce traffic committee; J. R. 
Short Milling Co., Chicago; Griffith Laboratories, Chicago; 
Traffic Committee of the Screw Manufacturing Industry, New 
York; Rockford (Ill.) Furniture Manufacturers’ Association; 
Indiana State Chamber of Commerce, Indianapolis; Pittsburgh 
District Independent Steel Traffic Association; Manufacturers’ 
Association of Connecticut, Inc., Hartford; James Hunter Ma- 
chine Co., North Adams, Mass., et al.; and American News- 
paper Publishers’ Association, New York. 


Railroads Draw Issues in 
Express Pooling Case 


Pursuant to instructions of Commissioner Splawn, given at 
hearing in No, 29679, Express Earnings, Plan and Method of 
Division, eastern railroads have filed a-memorandum with the 
Commission in support of their motion for a 60-day postpone- 
ment in order to negotiate with other lines for a “more equit- 
able” distribution of express revenues, and western and south- 
ern railroads have filed their reply in opposition to any consid- 
eration of that subject (see Traffic World, June 7, p. 1782). 

The proceeding was instituted after the Commission, in its 
decision in Ex Parte 163, Increased Express Rates and Charges, 
1946, said apparently the agency and carriers were in violation 
of the Commission’s earlier order because of a new method of 
allocating express revenues to the railroads. 

At the hearing in No. 29679, counsel for the eastern rail- 
roads charged that the division of inter-group revenues was 
insufficient and unfair to eastern carriers. In their memoran- 
dum, they argue that the order instituting the investigation 
raised issues that went beyond the petition filed by the agency 
for a ruling that the improved method of allocating express 
revenues did not require the Commission’s approval, saying that, 
under the language of the order, a re-examination of the dis- 
tribution of revenues under the operating agreement of 1929 
must have been intended because that was the basis of the 
“present practice’ referred to in the order. 

Saying the order referred to section 5 (1) and section 15, 
they contended it would unduly restrict the scope of the inquiry 
to interpret the order as limited solely to the simplified method 
of accounting under the “economy plan,” it was their position 
that division of revenues under the pooling plan approved by 
the Commission was not an integral part that could not be 
changed under section 5 (1) unless all parties agreed to it. 
They continued: 


To the extent that pooling is involved it is pooling within the 
respective groups. This was made very clear by Mr. Storey, at that 
time president and chairman of the executive committee of the Atchi- 
son, Topeka & Santa Fe Railway, when he testified in the hearings 
held in Washington January 24, 1929, in the proceedings above referred 
to. He was chairman of the Uniform Express Contract Committee of the 
Association of Railway Executives and was testifying as such... . 


After quoting from the syllabus of the Commission’s 1929 
report as correctly stating the issue of the decision that “Article 
V of the proposed operating agreement, in so far as it provides 
for a division of earnings among carriers in specified groups, 
approved and authorized,” the eastern railroads said that “noth- 
ing is said as to approval being given for inter-group division 
of the earnings.” Again quoting from the order approving 
article V “in so far as it provides for a division of earnings for 
which the Commission’s approval and authorization is required 
under paragraph (1) of section 5 of the interstate commerce ° 
act,” the railroads said that, with respect to divisions of inter- 
group revenues there was no pooling. They added that “the 
Commission is not foreclosed from dealing with the justness 
and reasonableness of divisions on the ground that all carriers 
must consent under section 5(1).” 

Even if present inter-group divisions did involve inter-group 
pooling, which they said they denied, the eastern carriers said 
the Commission had inherent power to re-examine its original 
approval and require as a condition to its approval of the 
economy plan, or independently of it, that just and reasonable 
divisions be accorded all groups. The Commission’s jurisdiction 
in cases of this kind was a continuing jurisdiction, they said. 
They also cited a statement of counsel for the railroads at the 
1929 hearing to the effect that a short line railroad, or any 
other railroad, would be free to ask the Commission for an 
increase of its division of express rates or for the protection 
of existing routes. 


The eastern railroads said the contention would probably 
be made that, as between the rail carriers, there were no joint 
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rates to be divided and that the Commission therefore had no 
jurisdiction under section 15(6). To urge this contention flew 
in the face of the representation of counsel for the carriers, 
they said, and that carriers in the southern, western and Moun- 
tain-Pacific groups were estopped from contesting the appro- 
priateness of the procedure adopted by the eastern group car- 
riers. They continued: 


Under the uniform operating agreement each railroad appointed the 
Express Agency its exclusive agent for conducting and transacting all 
the express transportation business on its line. As between the parties, 
the Express Agency is only an agency, and the Commission has primary 
jurisdiction over the division of the joint rates made by that agency 
on behalf of the carriers. ’ 


Southern and Western Opposition 


In their memorandum brief, southern and western carriers 
said it was clear from the Commission’s decision in 1929 that 
the only jurisdiction the Commission ever asserted over the 
provisions of the uniform express contract, or could assert, was 
under the pooling provisions of section 5(1), and that “its 
jurisdiction under that section is to approve what is assented 
to by all the parties to the arrangement, not to prescribe some 
different or modified arrangement.” 

The theory on which the eastern railroads invoked action 
by the Commission was not clear to the western and southern 
carriers, they said, later asserting that the eastern carriers, in 
effect, were seeking to have the Commission reform an existing 
contract on the grounds that it was disadvantageous to them, 
and continued: 

The only possible source of jurisdiction for action by the 
Commission must be found either in section 15(6) or section 
5(1) of the interstate commerce act. It is respectfully submit- 
ted that the Commission has no jurisdiction under either sec- 
tion, or any other law administered by it, to grant the relief 
sought by the eastern railroads. 


They rejected the view of the eastern carriers, which they 
said was a “misapprehension,” that there were joint rates be- 
tween the eastern railroads and the western and southern rail- 
roads. The western and southern carriers said the rates were 
published by the agency and the railroads were not parties to 
them. The express agency, they said, was a separate corpora- 
tion and a distinct entity. The language of the statute, they 
said, clearly indicated that the Commission had no authority 
to prescribe divisions between carriers when there was no joint 
rate. 

The Commission had no jurisdiction to require transfer of 
revenues from one group of railroads to another group under 
a pooling plan approved in 1929, they asserted. The determina- 
tion of whether or not the “economy plan” was unlawful was 
the essential feature of the present proceeding, they said, and 
later charged that the eastern railroads had “seized upon this 
proceeding” as the vehicle for an attempt to have the Commis- 
sion modify the standard agreement. 

As to the statement made by counsel of the railroads that 
a short line or any other railroad might ask for changes in the 
plan, the western and southern carriers said no such right 
existed and no statement of railroad counsel could confer juris- 
diction the Commission did not have. 

Those railroads said if increased terminal and other ex- 
penses were of a permanent nature and not simply due to 
traffic beyond the capacity of eastern roads to handle, their 
remedy was to ask the agency to increase rates in the eastern 
<— and to take steps to reduce cost for handling express 
traffic. 


Railroads Seek Modification of 
Finding 5 in Ex Parte 162-148 


The railroads, parties to the original petition in Ex Parte 
162, Increased Railway Rates, Fares and Charges, 1946, as 
amended, have submitted to the Commission a petition for 
leave to file a petition asking modification of Finding 5 in Ex 
Parte 162 which, in effect, according to the carriers, required 
that the several factors of combination rates, except rates on 
grain and grain products, he added together and the total in- 
creased according to the increase granted on the particular 
commodity from point of origin to destination, subject to what- 
ever specific or maximum increase was allowed on that com- 
modity. 

The petition which the carriers ask permission to file re- 
views developments resulting from efforts to meet the Commis- 
sion’s findings and sets forth that the petition seeks a modifi- 
cation of Finding 5 in order that petitioners may revise Rule 7 
of Tariff X-162-A on statutory notice by eliminating from 
Rule 7 as now in effect the words: 

“except that the total increase will not exceed the maxi- 
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mum or specific increase, if any, provided for the commodity 
in Items 15 to 299, inclusive, of this tariff as amended.” 


« Peg carriers say and submit argument in support thereof, 
at: 


(1) The combination rule prescribed in finding 5 is at variance 
with combination rules generally authorized in revenue cases. 

(2) There was no substantial opposition to the combination rule 
proposed by the carriers in this proceeding. 

(3) The prescribed combination rule results in confusion and in- 
consistency and will make it impossible as a practical matter to make 
the authorized increases a part of the basic rate structure. 

(4) The prescribed combination rule results in rate adjustments 
contrary to the basic purpose of section 4 of the act and tends to produce 
rates which weaken or jeopardize general rate structures. 

(5) The prescribed combination rule is unnecessary to accomplish 
the purposes intended, for the carriers could change rates and rectify 
situations in which a more liberal combination rule results in undue 
discrimination. 


Inland Waterways and Southern Rails 
to Lock Horns in Southern Grain Case 


Equalization of reshipping and proportional rates on ex- 
barge and ex-rail grain to the south as asked by the Inland 
Waterways Corporation, operating Federal Barge Lines, will 
be the subject of briefs in accordance with a notice issued by 
the Commission in I. and S. No. 4208, Grain to, from and Be- 
tween Southern Territory, No. 17000, Part 7-A, Grain and 
Grain Products in Southern Territory. Opening briefs by all 
parties are to be filed by July 15, and reply briefs by August 5. 
The notice said reply briefs must be confined strictly to reply 
and contain no new matter. 

Southern railroads oppose a petition of Inland, denied in 
November of 1945, and renewed in January, 1946, with a re- 
quest that it be held in abeyance pending decision in Interstate 
Commerce Commission vs. A. L. Mechling, et al., by the Su- 
preme Court of the United States. In that case, the Supreme 
Court affirmed a decision of the district court for northern 
Illinois setting aside an order of the Commission calling for 
establishment of proportional rates on ex-barge grain from 
Chicago to the east somewhat higher than the corresponding 
rates on ex-rail or ex-lake grain from Chicago to eastern desti- 
nations (see Traffic World, April 5, p. 1101). 

Following the Supreme Court decision, counsel for Inland 
asked the Commission to act on its petition, setting forth what 
he deemed to be principles established by the Supreme Court 
that must be observed in the prescription of proportional rates 
on ex-barge traffic involved in I. and S. 4208 and embraced 
proceedings. The Commission’s notice said parties were given 
opportunity to file briefs on the petition in order to present 
their views in the light of the Supreme Court decision in a 
formal manner. 

The southern railroads, replying to the Inland request for 
action on its petition, said counsel for Inland had construed too 
broadly some of the language used by the Supreme court and 
had ignored important differences in the factual situations. 
A most important distinction, they said, was that, in the Mech- 
ling case, the court said the Commission had found that “the 
barge rates yield far returns to the barge carriers, and, for 
the purpose of this proceeding, may be accepted as reasonable.” 
No such finding was made in the instant case, they said, and 
could not be made. 


The southern railroads said figures purporting to show 
cost of transporting grain by barge to any of the reshipping 
points from which ex-barge proportional rates were published 
were many years old and obviously worthless as a measure of 
present-day costs. They continued by saying earnings of Inland 
for the past three years showed “beyond any question that its 
rates are far from compensatory,” and cited, among other 
things, a statement of Alberg C. Ingersoll, Jr., president of 
Inland, that the net deficit in 1946 was about $2,400,000, and 
another estimate by Chester C. Thompson, former Inland pres 
ident, made for the House select committee on small business, 
estimating the 1946 net deficit at $2,600,000. In the face a 
this showing, said the rails, “surely no one would have the 
temerity to contend that petitioner’s rates are compensatory 
or that they truly reflect the ‘inherent advantages’ of barge 
transportation.” ; 

. Saying counsel for Inland said the court held that a com- 
bination barge-rail rate lower than the local rate from the 
reshipping point was not forbidden by section 4 of the act 
and quoting the language of the court on that point, the rail- 
roads asserted the Commission, in the instant proceeding, had 
found the local rates from St. Louis, Cairo, and Memphis were 
not unreasonable. It was inconceivable, they said, that the 
Commission should also find to be just and reasonable barg® 
rail rates from Minneapolis, Minn., Morris, Ill., and other points 
on the Upper Mississippi and the Illinois River to destinations 
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in the south via St. Louis, Cairo, or Memphis, lower than the 
local rates from those gateways. That would be the result, in 
many instances, if the Commission should prescribe propor- 
tional rates on ex-barge grain on the basis contended for by 
Inland, they contended. 

An appendix showed rates from Minneapolis and Morris 
to a number of destinations, and the southern roads said it 
illustrated, as an example, that from Minneapolis to Atlanta 
the barge-rail rate sought by Inland was 17% cents less than 
the all-rail rate and only 1% cents higher than the local rate 
from Memphis to Atlanta. There was no “inherent advantage” 
in water transportation justifying a barge-rail rate from Min- 
neapolis to Atlanta only 1% cents higher than the local rate 
from Memphis to Atlanta, they said. As more striking, the 
railroads said the barge rail rate from Morris via Memphis to 
Atlanta, sought by Inland, was 17% cents less than the all-rail 
rate and 2% cents less than the local rail rate from Memphis 
to Atlanta. 

“This shows how ridiculous it would be to apply the equal- 
izing ex-rail proportional rates from Memphis to the south on 
ex-barge traffic,” said the railroads. 

They asked denial of the petition, but that, if the Commis- 
sion concluded to give further consideration to the matter, be- 
fore finding 5 could be modified, No. 17000, part 7-A, they said, 
should be reopened and -the Commission. should enter on an 
investigation of the grain rates of Inland and prescribe rea- 
sonable and compensatory barge rates from the involved 
origins to St. Louis, Cairo, and Memphis. 


Rails Deny Inland Barge 
Application Contentions 


Class I railroads in Western Trunk Line Territory have 
asked the Commission to deny a motion of the applicant in 
W-381, Sub. 2, Inland Waterways Corporation, involving a re- 
quest for authority to extend service on the Missouri River from 
Kansas City, Mo., to Omaha, that hearing be canceled on the 
ground that the Commission has no authority to require a hear- 
ing but must issue the certificate “without further formality or 
hearing.” Inland based its contention on section 3 of the Inland 
Waterway Corporation act and the decision of the Commission 
in Procedure Under Barge Line Act, 148 I. C. C. 129 (see Traffic 
World, June 14, p. 1874). 


The railroads said the issues raised by the application 
“should be determined according to current statutory provisions, 
rather than by the fragmentary and obsolete authorities upon 
which the applicant’s motion is based.” 


Referring to a quoted paragraph in the applicant’s motion, 
identified as section 3 of the Inland Waterways Corporation. 
Act, the railroads said the motion did not mention a later para- 
graph 153(f) of that act, which they said read in part: 


The operation of the transportation . . . facilities under sections 
151 to 156 of this title shall be subject to the provisions of chapter 1 
of this title, . . . in the same manner and to the same extent as if such 
facilities were privately owned and operation; ... 


_ It then quoted “chapter 1 of this title” as providing in “per- 
tinent part”: 


Sec. 309(a) Except as otherwise provided in this section and sec- 
tion 311, no common carrier by water shall engage in transportation 
subject to this part unless it holds a certificate of public convenience 
and necessity issued by the Commission. ... 

(c). . . upon application as provided in this section the Commission 
Shall issue a certificate . . . authorizing the whole or any part of the 
application, if the Commission finds that the applicant is fit, willing 
and able properly to perform the service proposed and to conform to 
the provisions of this part and the requirements, rules and regulations 
of the Commission thereunder, and that the proposed service .. . is 
or will be required by the present or future public convenience and 
necessity; other such application shall be denied. 


The railroads asserted the language on which Inland relied 
was subject to the provisions of part III of the interstate com- 
merce act requiring a certificate and the aforementioned find- 
ings. Obviously, said the railroads, a hearing was essential to 
determine whether the applicant’s qualifications and the public 
necessity met, in whole or in part, the legislative standards. 


Dealing with the excerpt from Procedure Under Barge Line 

ct, supra, said the railroads, must be considered in its relation 
to the then-existing law, in order to determine its applicability 
to the instant application and motion. They continued by say- 


ing that the applicant had not quoted the folowing sentence 
from the decision: 


That act (the interstate commerce act) does not authorize us to 
grant certificates of convenience and necessity to carriers by water, 
nor are such carriers prohibited from operating or abandoning. opera- 
tion until such certificate has been obtained. 
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That case, the railroads said, was decided November 12, 
1928, adding that the part III of the act became effective in 
1940. With this change in the basic law, they asserted, the 
“above-quoted predicate of the Barge Line case ceased to exist, 
and the decision itself, insofar as it was founded thereon, could 
no longer serve as a guide.” 

They said the irrelevancy of that decision might also be 
shown by the change in the language of the Inland Waterways 
Corporation Act of June 3, 1924 (title 49 U. S. C. sections 151- 
156), asserting it was the intention of Congress to apply to pro- 
ceedings under the waterways corporation act the relevant por- 
tions of the interstate commerce act as now amended. Hence, 
they said, the language of the current waterways corporation 
not only did not foreclose any question, but actually and ex- 
pressly required a determination of public convenience and 
necessity.. The terms of the applicable statutes, they said, re- 
quired a denial by the Commission of the authority requested in 
the absence of an affirmative proof of public convenience and 
necessity. 


Gulf-Canal Lines Towing Request 
Opposed by Coyle Lines 


Coyle Lines, Inc., in a reply to a petition of the applicant 
in W-923, Chester D. Bintliff and David C. Blintliff, dba Gulf- 
Canal Lines, Inc., for reconsideration of an order of the Com- 
mission denying authority to engage in tug and barge opera- 
tions on the Gulf Intracoastal Waterway, and the Gulf of 
Mexico coast, has asked the Commission to deny the petition 
as repetitious and as stating no valid ground for any additional 
authority. 

Gulf-Canal has a certificate to transport general commod- 
ities by trailers used by it and moved in line-haul service by 
self-propelled vessels between ports and points along the 
Gulf Intracoastal Waterways from Mobile, Ala., to Corpus 
Christi, Tex., and the Gulf of Mexico coast from Corpus Christi 
to Brownsville, Tex. 

Coyle said the applicant had presented no testimony in 
support of its request for towing authority, and that the appli- 
cation was perfectly clear and contained no indication of any 
desire to engage in a conventional operation by tug and barge. 

As to the contention of the applicant that a restriction in 
its authortiy to 300-ton loads would offer no competition to 
Coyle or River Terminals Co., Coyle said this was a repetition 


. of an “incorrect statement that Coyle Lines does not provide 


any less-than-bargeload service.” Tug and barge operations had 
been and were being conducted, it said, and that only its 
small lot service via self-propelled vessels was suspended on 
the loss of those vessels early in the war. It added that “ap- 
parently the applicant is an adherent to the view that a mis- 
statement often enough repeated becomes accepted as a fact.” 

Recently Gulf-Canal filed an extension certificate for tem- 
porary towing authority (see Traffic World, June 7, p. 1783) 
on the ground that the L. C. T. ships it used had worn-out 
engines that could not readily be repaired or replaced. 


P. R. R. EQUIPMENT FINANCING 


As the first step in the acquisition of more than $40,000,000 
worth of new equipment, the Pennsylvania Railroad Co., in 
Finance No. 15748, has asked authority to issue $11,025,000 
of equipment trust certificates, series “S,” to cover 80 per cent 
of a portion of the equipment to be acquired. 

The overall program, according to the application, involves 
38 diesel electric freight and passenger locomotives, 116 pas- 
senger cars of various types, and 1,000 box cars, the latter to 
be constructed in the Pennsylvania’s shops. The estimated cost 
of the program is $41,137,500 with $32,910,000 of equipment 
trust certificates to. be issued. 

The instant application covers equipment, which the Penn- 
sylvania said was expected to be delivered within the new 
future. Supplemental applications for the remainder of the 
equipment to be acquired will be filed. 

The applicant said an invitation for competitive bids on 
the $11,025,000 had been issued. The certificates will be dated 


any 1 and will be payable in 15 annual maturities of $735,000 
each. 


DEATH OF FRED S. KEISER 


Fred S. Keiser, assistant director, grain section, Office of 
Defense Transportation, Chicago, died early in the morning of 
June 17 at his home in Oak Park, Illinois. Mr. Keiser was well 
known to grain men throughout the northwest, both because 
of his work for O. D. T. and his previous work, as traffic 
director of the Duluth Chamber of Commerce for 23 years. 
Burial will be at Grand Chain, Ill. 
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Mexican Rail Shipment Damage 
Liability Question Decided 


The Texas-Mexican Railway Company was not liable for 
damages for injury to certain machinery, while it was being 
moved on the lines of the National Railways of Mexico, in the 
course of an export movement by rail from Sharon, Pa., to El 
Oro, Mexico, though a second bill of lading covering the ship- 
ment had been issued at Laredo, Tex., the Supreme Court of 
the United States decided in an opinion handed down June 16 
in No. 404, Mexican Light & Power Co., Ltd., Petitioner, vs. 
The Texas Mexican Railway Co., and written by Justice Frank- 
furter. 

Justice Reed wrote a dissenting opinion, in which he was 
joined by Chief Justice Vinson. 

According to the majority opinion, the shipment was de- 
livered by the Westinghouse Electric & Manufacturing Co. to 
the Pennsylvania Railroad at Sharon, Pa., for ultimate delivery 
to the Mexican Light & Power Co., and the transportation 
charges were prepaid at the export rate and covered shipment 
“not merely into Laredo but up to the international border.” 

“The Texas-Mexican Railway,” said Justice Frankfurter, 
“was the last of a series of connecting carriers over which the 
machinery was routed by the Pennsylvania. The latter, having 
received the shipment at Alice, Tex., continued the carriage to 
its yards at Laredo. At Laredo, there was issued to Fausto 
Trevino, the agent, what formally appears to be a bill of lading 
consigning the shipment to petitioner at El Oro. The record is 
silent as to the circumstances that brought the document into 
existence, but it is admitted that the respondent received no 
payment for transporting the goods other than its share in the 
export rate prepaid to the Pennsylvania under the Sharon bill 
of lading. Trevino did use the second bill of lading for clearing 
the shipment with Mexican customs, but there is no showing that 
the first bill of lading would not have served as documentation 
for this purpose. The respondent railroad (the Texas Mexican) 
then moved the goods, still in the original cars, from its yards 
to the international boundary. There, the shipment passed to 
the National Railways of Mexico and its was on its lines, in 
Mexico, that the machinery was injured. 

“Petitioner brought this suit in one of the district courts in 
Texas. Judgment went for the railroad. The Texas Court of 
Civil Appeals reversed . . . but was in turn reversed by the 
Supreme Court of Texas . . . We granted certiorari . . . because 
important issues affecting the carrier’s liability under the inter- 
state commerce act were pressed upon us... .” 

Justice Frankfurter observed that the Carmack amendment 
provided that the bill of lading determined the rights of the 
consignee and remarked that, while each connecting carrier was, 
“of course,” liable for damage occurring on its line, only the 
initial carrier was liable for damage on any of the connections.. 

“Unless, therefore, the Texas-Mexican Railway was an ini- 
tial carrier with reference to the Mexican railroad it cannot be 
responsible for injuries on that road,” he said. “And it did not 
become an initial carrier merely by force of what purported to 
be a bill of lading issued at Laredo unless the so-called second 
bill of lading represents the initiation of a new shipment on the 
Texas-Mexican. 

“We agree with the Texas Supreme Court that nothing hap- 
pened at Laredo to displace the duty which was created at 
Sharon for the carriage of the goods by the Texas-Mexican to 
the international boundary, or to modify the terms of its un- 
dertaking when, at Alice, it received the goods under the Sharon 
bill of lading.” 


Justice Frankfurter quoted from the U. S. Supreme Court’s 
decision in Missouri-Kansas-Texas Railroad Co. vs. Ward, 244 
U. S. 383, 387, and said the statement in that case with respect 
to a shipment of cattle was applicable to the shipment of ma- 
chinery in the instant case. Continuing, he said: 


No matter what the convenience which a consignee may derive 
from a bill of lading issued by a connecting carrier on a through ship- 
ment, unless the connecting carrier has received a consideration for 
the bill of lading in addition to that which flowed under the bill of 
lading issued by the initiating carrier, the Carmack amendment makes 
such a second bill of lading void. It can neither enlarge the liability 
of the connecting carrier nor contract that of the initiating carrier. 
That is what was meant when the Ward case said that the purpose of 
the Carmack amendment was “‘to create in the initial carrier unity of 


responsibility for the transportation to destination.’”’ . . . This is an 
even stronger case for the application of this principle. For in the 
Ward case the court found the second bill of lading void for lack of 
consideration although it was ‘‘alleged to have been issued in considera- 
tion of a special reduced rate theretofore filed with the Interstate 
Commerce Commission’’ because there was ‘‘nothing to indicate that 
that special rate affected the through rate already agreed upon in the 
original bill of lading.’’ 244 U. S. at 385-86. 

Properly finding that the so-called bill of lading did not evidence 
any new and independent undertaking, when judged by the rigid re- 
quirements by which bills of lading are valid under the Carmack amend- 
ment, the Texas Supreme Court was right in holding that the shipment 
over the Texas-Mexican legally moved only under the original bill of 
lading, that the Pennsylvania was never displaced as the initial carrier, 
and that therefore the Texas-Mexican was not liable for damage that 
cecurred on the Mexican railroad. Judgment affirmed. 


In their dissenting opinion, Justice Reed and Chief Justice 
Vinson held that the Texas-Mexican Railway was the initial 
carrier under the bill of lading issued by it at Laredo for the 
carriage of the shipment to El Oro. 


Greyvan “Owner-Drivers” Held Not 
Subject to Social Security Tax 


In two cases bringing into issue similar legal questions, one 
involving the status under the social security act of truck 
“drivers-owners” serving Greyvan Lines, Inc., of Chicago, the 
Supreme Court of the United States has concluded that, under 
the circumstances shown in thesé cases, the truck ‘‘drivers- 
owners” are independent contractors rather than employes of 
the companies served by them and that the latter companies 
therefore are entitled to recover social security taxes collected 
from them by the federal government with respect to such inde- 
pendent contractors. 

The court’s opinion, written by Justice Reed, was handed 
down June 16 in No. 312, The United States of America, Peti- 
tioner, vs. Albert Silk, dba Albert Silk Coal Co., and No. 673, 
Carter H. Harrison, Individually and as Collector of Internal 
Revenue, Petitioner, vs. Greyvan Lines, Inc. Justice Rutledge 
wrote a separate opinion, disagreeing in part with the majority. 

Justice Reed, after observing that the Commissioner of In- 
ternal Revenue had concluded that the persons involved in the 
two cases were employes of the taxpayers-respondents, said that 
both cases turned on a determination whether the workers in- 
volved were “employes” under the social security act or were 
independent contractors. He noted that Silk, a retail coal dealer 
at Topeka, Kan., had sued for recovery of employment taxes 
paid in the years 1936 through 1939 with respect to workers en- 
gaged in unloading rail coal cars and other workers engaged in 
making retail deliveries of coal by truck. He said that Silk paid 
those who worked as unloaders an agreed price per ton for un- 
loading of rail coal cars and that these men came to the coal 
yard when and as they pleased and were assigned a car to un- 
load and a place to put the coal. As to those workers, the court 
found that they were subject to the social security act and that 
Silk was liable for their employment taxes, though the district 
court below and the U. S. Circuit Court of Appeals for the Tenth 
circuit had held that they, as well as the truck “drivers-owners’ 
were independent contractors. 


“As the federal social security legislation is an attack on 
recognized evils in our national economy, a constricted inter- 
pretation of the phrasing by the courts would not comport with 
a said Justice Reed. In subsequent discussion, he 
added: 


Certainly the industry’s right to control how ‘‘work shall be done” 
is a factor in the determination of whether the worker is an employe 
or an independent contractor. ... That the unloaders did not work 
regularly is not significant. They did work in the course of the em- 
ployer’s trade or business, This brings them under the coverage of 
the act. They are of the group that the social security act was intended 
to aid. . . . Silk was in a position to exercise all necessary supervision 
over their simple tasks... . 


Justice Reed stated that Greyvan was seeking recovery of 
employment taxes paid in the years 1937 through 1942 with re- 
spect to the “drivers-owners” who served it. These drivers- 
owners, he said, had contracts with Greyvan under which they 
were required to transport goods exclusively for Greyvan, t0 
furnish their own trucks and insurance, to paint the name 
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“Greyvan Lines” on their trucks ,to collect and turn over to 
Greyvan the charges for the transportation services, to post 
bonds, etc. He said that the drivers-owners received, as their 
pay, from 50 to 52 per cent of the “tariff” plus a bonus up to 3 
per cent for satisfactory performance. He noted that the com- 
pany carried cargo insurance on the shipments, and that Grey- 
van was served also by some truckers whom it regarded as its 
employes. 

“We agree with the decisions below that where these ar- 
rangements leave the drivers and owners so much responsibility 
for investment and management as here, they must be held to 
be independent contractors,” said Justice Reed. 


WATERMAN ATTACK ’'ON C. A. B. ORDER 


The Supreme Court of the United States on June 16 granted 
certiorari in No. 1340, Chicago & Southern Air Lines, Inc., 
Petitioner, vs. Waterman Steamship Corporation, and No. 1341, 
Civil Aeronautics Board, Petitioner, vs. Same, companion cases 
in which Chicago & Southern and the C. A. B. asked the Su- 
preme Court to review action of the U. S. Court of Appeals for 
the Fifth circuit in dismissing their motions for dismissal of 
a petition by Waterman for review of the C. A. B. decision in 
the so-called Latin-American case. In that proceeding, involv- 
ing applications of several other companies, Waterman unsuc- 
cessfully sought a permit from the C. A. B. for an air transport 
route between the United States and Puerto Rico. Waterman’s 
petition for review of the-board’s action was filed more than 
60 days after the board’s order in the Latin-American case, ap- 
proved by the President, had been issued. The C. A. B. and 
Chicago & Southern contended that the Waterman petition 
should be dismissed because of alleged lack of jurisdiction of the 
trial court to review action of the board approved by the Presi- 
dent, and because the Waterman petition had been filed more 
than 60 days after issuance of the board’s order. 


SOUTHERN PACIFIC LAND-GRANT CASE 


A petition by the Southern Pacific Co. for review of a lower 
court decision adverse to it, in a case in which Southern Pacific 
was seeking recovery of land-grant rate deductions on food and 
other supplies transported by it in 1942 to Japanese relocation 
centers in the west, was denied on June 16 by the Supreme 
Court of the United States. The court’s order denying certiorari 
was entered in No. 1314, Southern Pacific Co., Petitioner, vs. 
United States of America. The Southern Pacific sought review 
of a decision of the U. S. Court of Claims, handed down January 
7, 1947. 


Chicago “Public Carters” Tax 
Case Continued to June 26 


An omnibus hearing before Municipal Judge Heller, of Chi- 
cago, of cases involving hundreds of truck drivers, each of whom 
had received a court summons for failure to operate without a 
public cart license (see Traffic World, May 24, p. 1685), was 
held the afternoon of June 17. The hearing began tumultuously, 
reached a stage where the judge ordered police into the court- 
room to keep order, and ended on a pacific note with all cases 
continued to 2 p.m. June 26. 

Just prior to the hearing the Illinois Motor Truck Operators 
Association, which is defending a driver for the Lasham Cartage 
Co. in a test.case, secured a temporary injunction from Superior 
Court Judge Crowe, restraining the city from making arrests of 
Lasham drivers until the test case is decided. A hearing on the 
temporary injunction will be held June 23. 

Counsel for the above association, and for the Cartage Ex- 
change and the Central Motor Freight Bureau, were in court 
to represent the defendants. When it became apparent that not 
all the drivers were present, Judge Heller began issuing bench 
warrants for their arrest, recalling that several weeks ago he 
had announced that no citizen should consider himself privileged 
to avoid the law. He ordered a warrant issued for a Lasham 
driver, disputing the contention that the injunction held against 
his court, but later withdrew all warrants. 


When one young driver, a war veteran, appeared without 
counsel, a dispute occurred between the court and counsel for 
the drivers, several attorneys offering to defend the veteran. 
When the veteran finally announced he would rather obtain the 
license, the court praised him as “‘a good citizen.” 

On advice of David Lefkovits, assistant corporation counsel, 
Judge Heller continued all cases to June 26. “If there is no in- 
junction, come in with your money and prepare to pay for the 
licenses,” advised the court. 


“We fought this same thing five years ago and we will fight 


it again,” replied Walter McCarron, executive director, 
ILM.T.O.A 


Jack Goodman, counsel for the Central Motor Freight Bu- 
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reau, embracing inter-state over-road operators, told Judge 
Heller that 22 drivers of these long-distance lines had received 
tags for failure to obtain licenses. After he had explained the 
operations of the carriers and the use of city pick-up trucks for 
shipments destined to other states, the court stated that no 
summons should be issued to interstate drivers and ruled that 
Mr. Goodman would not have to bring his clients into court for 
the June 26 hearing. 


CO-OP SUES WATSON BROS. IN CHICAGO 


A suit asking damages of $75,000 against the Watson Bros. 
Transportation Co. was recently filed in the federal district 
court at Chicago by Central States Cooperatives, Inc. The co- 
operative asserts that it bought the property at 3201 Iron St. 
(now occupied by Watson) for $100,000 in June, 1946. It can- 
celed Watson’s lease and demanded that the trucking company 
move by October 1, 1946. The plaintiff alleges that Watson has 
refused to move and has withheld possession of the premises. 
Rental at the rate of $1,868 monthly is asked, plus other dam- 
ages allegedly caused plaintiff by denial of use of the property. 


Ability of Federal Barge Lines to 
Pay Claims Subject of Ruling 


Secretary of Commerce Harriman, under whose super- 
vision the Federal Barge Lines are operated, has received 
an opinion from Douglas W. McGregor, as Acting Attorney 
General of the United States, holding that the federal tort 
claims act does not repeal or otherwise affect the authority 
of the Inland Waterways Corporation to adjust administra- 
tively tort claims in amounts exceeding $1,000. 

Question was raised whether the federal tort claims act 
(Public Law 601, 79th Congress, 2d sess., secs. 401-424, ap- 
proved August 2, 1946) affected the authority of the Inland 
Waterways Corporation, the federal barge line agency, to 
settle tort claims in amounts exceeding $1,000. The Secretary 
of Commerce asked for the Attorney General’s opinion. 

Secretary Harriman said in his letter requesting the opin- 
ion that the Inland Waterways Corporation was a wholly owned 
government corporation; that the corporation had plenary 
power to conduct the business of a common carrier by water; 
that it might sue and be sued in its corporate name; make 
contracts; acquire, hold, and dispose of property; incur obliga- 
tions, borrow money for temporary purposes, and issue notes 
or other evidence of indebtedness therefor; and, in the event 
anything of consequence was not specifically provided for in 
the act creating the corporation, it had “such powers as may 
be necessary or incidental to fulfill the purposes of its creation.” 

Prior to the federal tort claims act the corporation, as a 
common carrier by water, said the Secretary, compromised 
and settled all claims in contract and tort that arose in the 
ordinary course of its business transactions. 

Attorneys for the Federal Barge Lines, according to W. G. 
Oliphant, general traffic manager of the lines, held that the 
enacted legislation would make no change in the Inland Water- 
way Corporation’s ability to settle claims without the necessity 
of the claimants applying to the Court of Claims. He said this 
ruling was not acceptable to the American Waterways Oper- 
ators, Inc., which had raised question about the affect of the 
legislation in question on the I. W. C., and the request for 
an opinion from the Attorney General followed. 


ROCK ISLAND BONDHOLDERS’ BRIEF FILED 


Senior bondholders of the Chicago, Rock Island & Pacific 
Railway on June 18 filed a brief in the circuit court at Chicago 
in support of their motion to remove District Judge Michael L. 
Igoe, of Chicago, from the case (see Traffic World, June 14, p. 
1885). The brief was addressed to Judge Evan Evans, senior 
federal circuit judge, who heard oral argument on the motion 
June 11. Judge Igoe was charged in the brief with unnecessary 
delay and “stimulating hostility” in the railroad reorganization. 

“By permitting and indeed stimulating open hostility be- 
tween Aaron Colnon on the one hand and Co-Trustee Joseph B. 
Fleming and Chief Executive Officer J. D. Farrington on the 
other hand, Judge Igoe has impeded the proper administration 
of a great railway system,” he document stated in part. “The 
net result of Judge Igoe’s acts and omissions has been an un- 
necessary delay of about two years.” ‘ 

Several cases were cited in support of the bondholders’ ar- 
gument that Judge Evans has the power to replace Judge Igoe 
with a member of the circuit court. Bondholders began their 
move to oust Judge Igoe after his order of May 23 in which he 
contended that appointment of the reorganization managers 
nominated by the bondholders would place the railroad under 
control of “insurance companies and eastern bankers.” 

The circuit court of appeals at Chicago on June 9 ordered 
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federal District Judge Michael L. Igoe to confirm the reorgan- 
ization plan of the Chicago, Rock Island & Pacific Railway 
without his amendment giving himself authority to name three 
of the five reorganization managers. “Judge Igoe does not have 
the right to substitute a means of execution contrary to, and 
in derogation of the provisions of the reorganization plan,” 
stated the higher court’s order, which was signed by Justices 
J. Earl Major, Otto Kerner, and Sherman Minton. 

ee / 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Eastern Kentucky district, at Catlettsburg. On May 27, 
Wilbur T. Shouse, dba Green Truck Line, of Morehead, Ky., 
was fined $500 and costs, which were ordered to be paid, on 
a plea of guilty to an information charging the defendant, as a 
common carrier of property, with failing to remit c.o.d. col- 
—— to shippers within the period specified in his applicable 
tariffs. 

Western Pennsylvania district, at Pittsburgh. On May 28, 
Keystone Transfer Co., Inc., of Pittsburgh, was fined $1,000 
and costs, which were ordered to be paid, on its plea of nolo 
contendere to an information charging the defendant, a com- 
mon carrier of property, with failing to remit c.o.d. collections 
within the period specified in its applicable tariffs and with 
failing to require its drivers to keep drivers’ logs. 

Western Pennsylvania district, at Pittsburgh. On June 2, 
Walter F. Leonard, dba Leonard Bros. Motor Express Service, 
of Greensburg, Pa., was fined $1,800 and costs, which were 
required to be paid, on a plea of nolo contendere to an infor- 
mation charging the defendant with operating as a common 
carrier of property for compensation without a certificate for 
the particular operation described in the information having 
been issued by the Commission. 

Southern Ohio district, eastern division, at Columbus. On 
June 2, Herbert F. Poston, dba H. F. Poston Transfer, of Co- 
lumbus, was fined $2,000, which was ordered to be paid, on a 
plea of guilty to an information charging the defendant with 
operating as a common carrier of property for compensation 
without a certificate authorizing the particular operations de- 
scribed in the information having been issued by the Commis- 
sion, and with failing to file with the Commission monthly re- 
ports of excess hours of service of its drivers. 


Northern Texas district, Amarillo division, at Amarillo. 
On June 4, John O. Russell, of Amarillo, was fined $250 on a 
plea of guilty to an information of 10 counts charging the 
defendant with operation as a contract carrier of property for 
compensation without a permit for such operations having been 
issued by the Commission. The fine, which was required to be 
paid, was imposed on 5 counts of the information, sentence on 
the remaining counts being suspended for a probationary pe- 
riod of one year. 

Eastern Virginia district, at Richmond. On June 5, J. S. 
Venable, dba Venable Motor Carrier, of Kilmarnock, Va., was 
fined $600 on a plea of guilty to a 20-count information charg- 
ing the defendant with operating as a common carrier of prop- 
erty for compensation without a certificate authorizing the 
particular operations described in the information having been 
issued by the Commission, with charging and collecting greater 
compensation than specified in his applicable tariffs, and with 
failing to have in his files doctors’ certificates of physical ex- 
aminations of his new drivers. The fine was imposed on the 
first 12 counts of the information. Imposition of sentence on 
the remaining counts was suspended for a probationary period 
of one year. 

Western Pennsylvania district, at Pittsburgh. On May 28, 
fines totaling $2,800 were imposed on C. E. Lizza, Inc., a motor 
common carrier, of Latrobe, Pa., and William Kerfoot, Jack 
Gould, Robert Botsford and Mike Mickinak, drivers in the 
carrier’s employ, on separate pleas of guilty to informations 
charging the carrier with failing to have in its files doctors’ 
certificates of physical examination of its new drivers, with 
permitting drivers to remain on duty for more than 70 hours 
in a week of 192 hours, and with failing to require its drivers 
to keep drivers’ logs, and charging Kerfoot and Mickinak with 
falsifying their drivers’ logs, and Gould and Botsford with 
failing to keep drivers’ logs. Of the total fine, the carrier was 
required to pay $2,000 and costs, and each of the drivers, $200 
and costs. 

Vermont district, at Burlington. On June 6, in proceedings 
instituted by the Commission, a permanent injunction was 
granted requiring Lyndonville Creamery Association, of Lyndon- 
ville, Vt., a private carrier of property by motor vehicle, to 
observe certain provisions of the motor carrier safety regula- 
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tions. The injunction perpetually enjoined the carrier, its 
agents, employes and representatives, and those persons in 
active concert or participation with it, from continuing to con- 
duct operations in interstate or foreign commerce by motor 
vehicle over the public highways as a part of the commercial 
enterprise of Lyndonville Creamery Association without re- 
quiring the drivers operating motor vehicles in such transporta- 
tion to keep drivers’ logs and without having certificates of | 
physical examination in its files for new drivers. | 


“Car Shortage” Cited in O. D. T. 
Extension Recommendation 


In its report on S. 1297, extending authority of the Presi- | 
dent under title III of the second war powers act of 1942 for | 
the purpose of allocating the use of transportation equipment 
and facilities by rail carriers, thereby prolonging the life of 
the Office of Defense Transportation (see Traffic World, 
June 14), the Senate interstate and foreign commerce com- 
mittee said it felt that an extension of this authority was 
necessary “because of the serious freight car shortage and the 
likelihood of its continuance for an extended period.” 

It said that the Commission, in recommending enactment 
of S. 1297; stated that “the work in connection with the use 
of cars which the Office of Defense.Transportation has carried 
on under the second war powers act is as much needed now and 
will be in the next fiscal year, in our opinion, as it was at 
any time during the war.” 

“As amended by the committee,” the report continued, 
“the bill will permit the Office of Defense Transportation to 
function through January 31, 1948. If events then show any 
need for continuance, the Congress will have an opportunity 
to act.” 

The committee observed that the President had submitted 
to Congress a supplemental estimate of appropriation for the 
fiscal year 1948 for the O. D. T. and had recommended exten- 
sion of the applicable provision of the second war powers act 
(see Traffic World, May 10, p. 1470). ; 

In a closed session on June 18, the House interstate and 
foreign commerce committee heard an hour-long presentation 
by Director Johnson, of the Office of Defense Transportation, 
concerning the future of operations of the O. D. T. and con- 
cerning the Wolverton bill (H. R. 3152) to extend the life of 
the O. D. T. for a year beyond June 30, 1947, its present ex- 
piration date. It was stated later at the committee that the 
bill was scheduled for consideration by the committee on 
June 20. As he left the committee room, Director Johnson, 
in answer to a question, said he had not been advised of any 
move in the House appropriations committee to make an 
appropriation for the O. D. T. for the next fiscal year. 


Public Roads Funds for 1948 Cut 
by $36 Million by House Group 


Budget estimates totaling $300,288,854 to finance activities 
of the Public Roads Administration in the next fiscal year had 
been submitted, but reduction of those estimates by $36,288,854 
was being recommended in the bill now reported, said the 
House appropriations committee in its report on the independ- 
ent offices appropriation bill for the fiscal year ending June 30, 
1948. The amount recommended, it said, was $11,838,792 less 
than the appropriation for the P. R. A. for the current fiscal 
year. 


The committee slashed $31,288,854 from the budget esti- 
mate of $279,000,000 for federal-aid postwar highways and 
eliminated entirely a budget estimate of $5,000,000 for elimina- 
tion of grade crossings. It made no changes in the estimates of 
$10,288,854 for the federal-aid highway system, $3,000,000 for 
secondary or feeder roads, and $3,000,000 for public-land high- 
ways. 

“While the reduction recommended by the committee total- 
ing $34,288,854 is in excess of the saving which the Federal 
Works Administrator believes can be conservatively made at 
this time,” the committee said in its report, “the committee is 
of the opinion that the additional saving it has recommended 
will not result in any shortage of cash required to carry for- 
ward the program during the fiscal year 1948. In eliminating 
the estimate of $5,000,000 for grade-crossing work, it should 
be pointed out that ali funds for this purpose are not being cut 
off; it being ascertained that a substantial cash balance for 
this purpose will be carried forward into the fiscal year 1948, 
and that funds provided in the bill for post-war highway con- 
struction also will be available for expenditure in connection 
with grade-crossing elimination work.” 
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June 21, 1947 


Senate Passes Reed-Bulwinkle 
Bill by Vote of 60 to 27 


After having adopted several amendments proposed by 
Senator O’Mahoney, of Wyoming, and described by Senator 
Reed, of Kansas, as “acceptable,” and an amendment offered by 
Senator Russell, of Georgia, under which enactment of the 
bill would not deprive the U. S. Supreme Court of jurisdic- 
tion to determine the Georgia suit against certain northern and 
southern railroads, the Senate late the afternoon of June 18 
passed S. 110, the so-called Reed-Bulwinkle bill to exempt 
I. C. C.-approved carrier agreements from application of the 
anti-trust laws. The vote in the Senate was 60 for and 27 
against the bill. ; 

The bill now goes to the House, which passed a similar 
pill (H. R. 2536) by a vote of 277 to 45, December 10, 1945. 

For two hours immediately preceding the vote on amend- 
ments to the bill, there was a round of speech-making for and 
against the measure, with Senators Hawkes, of New Jersey, 
Moore, of Oklahoma, McMahon, of Connecticut, and Reed speak- 
ing as proponents of the bill, and with Senators Barkley, of 
Kentucky, Pepper, of Florida, and O’Mahoney, of Wyoming, 
speaking in opposition to it. 

The Senate rejected, by voice vote, an amendment offered 
by Senator O’Mahoney which would have required that any 
agreement for establishment of any organization or association 
of two or more carriers be not approved by the Commission 
unless first approved by Congress by joint resolution. Senator 
Reed said that if the Senate adopted that amendment it had 
“better not pass this bill.” 

Also rejected by the Senate was an amendment offered by 
Senator Taylor, proposing establishment of a Federal Traffic 
Bureau to handle transportation matters for government depart- 
ments. 


Amendments Adopted 


Amendments offered by Senator O’Mahoney that were 
adopted by the Senate follow: 


On page 3, line 8, immediately following ‘‘representatives.’’, 


insert 
the following: 


‘*‘No banker, bank, or other financial institution shall 
be a member of any such conference, bureau, committee, or other 
organization,’’ 

On page 2, line 15, immediately following ‘‘finds,’’ insert ‘‘after 
public notice in the Federal Register and public hearing not less than 
sixty days thereafter.’’ 

On page 2, line 18, immediately following ‘‘agreement,’’ insert ‘‘is 
not discriminatory among shippers or geographical areas,’’. 

On page 2, line 21, after the word ‘‘The’’ where it appears a second 
time, insert the following: ‘‘Commission shall prescribe and may from 
time to time modify the rules and regulations under which such agree- 
ments may be made (which shall include provision for the representa- 
tion of shippers and interested state regulatory commissions or other 


‘ authorities in hearings thereon), and the.’’ 


On page 3, line 5, immediately following ‘‘submit,’’ insert ‘‘to the 
Commission.’’ 

On page 3, line 12, strike out ‘‘matters relating to.’’ 

On page 3, lines 12 and 13, strike out ‘‘transportation under.”’ 

On page 3, line 13, strike out ‘‘over.’’ 

On page 4, line 18, immediately following ‘‘duress,’’, insert ‘‘eco- 
nomic pressure.”’ 


The amendment offered by Senator Russell was: 


On page 7, immediately following line 17, insert the following new 
paragraph: 

(11) The enactment of this section shall not— 

(a) deprive the Supreme Court of jurisdiction to hear and deter- 
mine the case of Georgia versus Pennsylvania Railroad Company, et 
al. Docket Numbered 11 (Original), October Term, 1945, or any pro- 
ceeding for the enforcement of the provisions of any decree entered 
in such suit; 

(b) change any principle of substantive or procedural law otherwise 
applicable in the determination of such suit or proceeding, or deprive 
any party thereto of any relief to which such party would be entitled 
but for the enactment of this section; or 

(c) render lawful the performance of any past or future act which 
shall have been found by the Supreme Court in such suit or proceeding 
to be unlawful or which shall have been prohibited by the terms of 
any decree entered therein or any supplement thereto or any modifica- 
tion thereof. 


How They Voted 


Senators who voted for the bill were: Baldwin, Ball, Brew- 
ster, Bricker, Bridges, Brooks, Butler, Byrd, Cain, Capehart, 
Capper, Chavez, Cooper, Donnell, Dworshak, Ecton, Ellender, 
Ferguson, Flanders, Gurney, Hawkes, Hickenlooper, Hoey, Hol- 
land,. Ives, Jenner, Johnson of Colorado, Kem, Knowland, 
Magnuson, Malone, Martin, McCarran, McCarthy, McGrath, 
McKeller, McMahon, Millikin, Moore, Myers, O’Conor, O’Daniel, 
Overton, Reed, Revercomb, Robertson of Virginia, Robertson of 
Wyoming, Saltonstall, Smith, Taft, Thye, Tydings, Vanden- 


berg, Watkins, Wherry, White, Wiley, Williams, Wilson and 
oung. 
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Senators who voted against the bill were: Aiken, Barkley, 
Connally, Downey, Eastland, Fulbright, George, Green, Hatch, 
Hayden, Hill, Johnston of South Carolina, Kilgore, Langer, 
Lucas, Maybank, McClellan, McFarland, Morse, Murray, O’Ma- 
aoe fy Pepper, Russell, Sparkman, Stewart, Taylor, and Um- 
stead. 

Pairs were announced as follows: Cordon, for, and Wagner, 
against; Lodge, for, and Thomas of Utah, against; Bushfield, 
for, and Thomas of Oklahoma, against; Buck, for, and Tobey, 
against. 

Unanimous Consent Limits Debate 


In the course of a long address in the Senate by Senator 
Johnston of South Carolina, in opposition to S. 110, the Senate 
entered into a unanimous-consent agreement under terms of 
which it would begin action on amendments to the bill and on 
its = at 4 p. m., June 18 (see Traffic World, June 14, 
p. . 

The unanimous-consent agreement was effected at the 
instance of Senator Wherry, of Nebraska, majority whip of the 
Senate. It provided that the time between 2 p. m. and 4 p. m. 
on June 18 should be equally divided between proponents, 
headed by Senator Reed, of Kansas, and the opponents, headed 
by Senator Russell, of Georgia, the time allotments to speakers 
to be controlled by Senators Reed and Russell. It provided, 
further, that after 4 p. m., debate on any amendment or motion 
es to the bill should be limited to five minutes for each 
side. 

The debate and speech-making on S. 110 which began on 
June 9 continued through the Senate sessions of the next 
four days and into the following week, with testimony presented 
by Justice Department spokesmen in hearings on that bill and 
on similar legislation in the 79th Congress, together with evi- 
dence against the railroads in the anti-trust suit at Lincoln, 
Neb., and in the Georgia “conspiracy” suit in the U. S. Supreme 
Court, constituting much of the “ammunition” used by the 
senators who spoke in opposition to S. 110. 


Taylor Assails |. C. C. 


Senator Taylor, of Idaho, contended in his plea for defeat 
of the bill that the Commission in the 60 years of its existence 
had never conducted a general investigation of the freight 
rates in the far west. 

“To this body that has been so remiss in its duty toward 
the west,” he said, “this bill would delegate the power to 
approve all agreements between railroads that would other- 
wise be in contravention of the anti-trust laws.’ 

He maintained that final power over all matters relating 
to rail rates and services in the United States was vested in 
the Association of American Railroads. He charged that “the 
blackest mark of all” against the A. A. R. was the “gouging” 
of millions of dollars in “exorbitant rates, fares and other 
charges” from the federal government in World War II, “at a 
time when it was easy for the railroads to take advantage of 
a country whose attention was riveted on fighting for its 
life.” He reproduced in the Congressional Record information 
appearing on pages 100 to 115, inclusive, of the so-called “Bell- 
Ussery-Hammer” report, prepared in 1945 for the Bureau of 
the Budget, obtaining allegations of the charging of excessive 
freight rates on some of the War Department’s traffic. 

“I see a proposal to legalize cartels with the blessing of the 
I. C. C., a government agency whose chief testified last year 
before the Senate interstate commerce committee that he re- 


—_ the railroads as his agency’s ‘clients,’” Senator Taylor 
said. 


Senator Hill, of Alabama, said that the considered bill 
might well be designated as a bill to destroy the American 
free enterprise system. He quoted contentions made by Wen- 
dell Berge, former Assistant Attorney General in charge of the 
anti-trust division, and Arne C. Wiprud, former chief of the 
transportation and rates section of that division. He inserted 
in the Congressional Record many editorials concerning social- 
ization of industry in various foreign countries. 


Advises Against Haste 


Senator Murray, of Montana, said he saw no need for haste 
by the Senate in passage of S. 110. 


“If the serious charges by the government in the western 
case (at Lincoln, Neb.) are unfounded,” he asked, “why this 
anxiety on the part of the Association of American Railroads 
to deny the Congress and the public at large the benefit of a 
judicial examination of the charges?” 

He placed in the Record the text of a part of the Justice 
Department’s trial brief in the Lincoln case, and he discussed 
rate cases that, he said, evidenced rate adjustments that oper- 
ated to maintain a disadvantage of Montana. He averred that 
the provisions of the shipping act of 1916 and the civil aero- 
nautics act of 1938 with respect to exemption of water carrier 
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agreements and air carrier agreements, respectively, from ap- 
plication of the anti-trust laws, provided no valid precedent 
for the provisions of S. 110. He maintained that enactment of 
the bill would be disastrous to small business, after having 
noted that he had served heretofore as chairman of the Senate’s 
small business committee. 

Senator O’Mahoney, of Wyoming, complained that the 
entire Tenth Federal Reserve District, comprising Wyoming, 
Colorado, northern New Mexico, northwestern Oklahoma, Kan- 
sas, Nebraska and western Missouri, was without representa- 
tion on the Commission. 

He said he did not believe that the men who administered 
the railroads were seeking opportunities to monopolize the 
railroads, or that they had any “evil intent.” However, he 
averred, the grant of “power” that the bill would give the 
railroads was much broader than what the carriers needed. 


O’Mahoney Proposes Amendments 


He proposed several amendments, one of which would re- 
quire publication of public notices of Commission hearings on 
matters within the purview of the bill, in the Federal Register, 
and the holding of public hearings not less than 60 days after 
such publication. Another amendment he proposed would re- 
quire representation of state commissions and shippers at Com- 
mission hearings on rules, regulations or modifications thereof, 
affecting agreements under the bill. A further amendment 
sought by Senator O’Mahoney would change the wording of 
the section of the bill defining carriers of different classes, by 
use of the word ‘‘another” with reference to classes other than 
the first one mentioned in that section. In discussion of that 
amentment, Senator Reed remarked that he thought Senator 
O’Mahoney was showing an “intelligent approach” to the bill. 
The last of the O’Mahoney amendments would make any agree- 
ment entered into by carriers under the bill subject to approval 
by Congress, by joint resolution, prior to approval thereof by 
the Commission. 

“Congress will be neglecting its duty if it does not look 
at the type of organization that is set up, if it does not examine 
the powers which the carriers will give to themselves,” he said. 
“Let not Congress abrogate its solemn duty to make certain 
that it shall not turn loose a private authoritarian power to 
govern the basic transportation industry of America.” 


Johnston’s Contentions 


Senator Johnston, in his address, pointed to allegations 
made by Georgia in its “conspiracy” suit and reviewed some 
of the testimony, adverse to the railroads, presented by the 
Justice Department in hearings on the bill. ; ; 

“Give me the right to fix rates, as we are proposing to give 
to the railroads under this bill,” he said, “and I can make or 
break any section of the United States.” 

He read into the Record a letter addressed to him on 
June 9 by George J. Burger, of the National Federation of 
Small Business, Washington, D. C., advocating defeat of S. 110. 
He urged that the courts be permitted to decide the issues 
involved. He said that in the August 4, 1945, issue of Railway 
Age, Elmer Smith, “chief counsel for the railroads in the Lin- 
coln suit,” had said the railroads must be permitted to charge 
reasonable maximum rates. He contended that, under S. 110, 
the railroads could get together and “run the rates up to the 
very top of the zone of reasonableness,” and that then “nothing 
could be done.” 

Senator Johnston referred to Justice Department exhibits 
in the hearings on the Bulwinkle bill in the 79th Congress and 
cited therefrom what he described as instances in which the 
A. A. R. had “boasted” of its success in preventing rate reduc- 
tions on certain commodities in the south. 

Senator Sparkman, of Alabama, charged that, by enact- 
ment of S. 110, the door would be left open for ‘other monop- 
olies, banking and other influences participating in rate-making 
procedure,” to escape from the anti-trust laws. 


Notes Opposition by Trainmen 


He inserted in the Record the text of a letter and a mem- 
orandum, dated June 4, 1947, which he had received from 
Harry See, national legislative representative of the Brother- 
hood of Railroad Trainmen. In his letter, Mr. See said that 
“the Brotherhood of Railroad Trainmen is opposed to this bill 
and I understand that several of the other organizations are 
indifferent and are not taking any position, and that at least 
one of the organizations has been supporting it at the request 
of the carriers.” 

In his memorandum, Mr. See said, in part: 


The language in the second paragraph of S. 110, reading ‘‘concern- 
ing, or providing rules or regulations pertaining to or procedures for 
the consideration, initiation, or establishment of the interchange of 
facilities, the settlement of claims, the promotion of safety, or the pro- 
motion of adequacy, economy, or efficiency of operation or service,’’ 
is the portion that we are fearful of. In 24 of the states, the legislature 
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has delegated to their public utility commissions the authority to pre 
scribe rules for the safe operation of trains in the interest of safety for 
the traveling public and railroad employes. ... 

We are fearful that the language quoted above in S. 110 might super- 
sede the state regulations and leave the railroad employes at the mercy 
of regulations prescribed by the Association of American Railroads 
because in a letter to Senator Tobey the Department of Justice inti- 
mates that could be done and that it would not be unlawful, so if the 
Association of American Railroads promulgated an order concerning 
clearances or the handling of large cars and the Interstate Commerce 
Commission agreed to it, we are wondering just where we would be if 
the carriers then took the position that it was an order of the I. C. C. 
and superseded state regulation. ... 


N. I. T. L. Denies Charges 


As the result of declarations made in debate in the Senate 
on the Reed-Bulwinkle bill that the National Industrial Traffic 
League and other shipper organizations and trade groups had 
been largely influenced in their support of the bill by the rail- 
roads and particularly by the Association of American Rail- 
roads, Alonzo Bennett, president of the League, sent the follow- 
ing telegram to each member of the Senate: 


I understand charges have been made during course of debate on 
Reed-Bulwinkle bill, S. 110, that shippers’ support reflects railroad in- 
fluence and domination rather than real sentiment of shippers. Such a 
charge has no semblance of truth and is a palpable absurdity. As 
president of the National Industrial Traffic League representing 350,000 
shippers, large and small, from all sections of the United States, who 
ship perhaps 80 per cent of all tonnage moving in the United States, 
I know shippers of this country are virtually unanimous in favor of 
the bill. It is wholly unrealistic to imagine we would be influenced in 
such a matter by views of the railroads. In my memory there has 
never been a measure affecting transportation which has had such 
unanimity of support from all interests concerned with transportation. 
The hearing demonstrates this fact beyond dispute. In addition to 
shippers, Interstate Commerce Commission, Office of Defense Trans- 
portation, state railroad commissions and other state governmental 
bodies as well as trucks, bus, inland waterway carriers and intercoastal 
shipping interests appeared at hearing and testified vigorously in sup- 
port of the measure, I hope none of the statements made during debate 
will mislead any senator with respect to interests or position of the 
shippers of this country. They wish to see this bill promptly enacted 
into law. 

Peoria Association Answers Russell 


The Peoria (Tll.) Association of Commerce is not dominated 
by railroads and no railroad man has served on the association’s 
board of directors during the last 11 years, Peter J. Naughton, 
executive vice-president of the association, stated in a recent 
wire to Senator Brooks of Illinois. The wire was sent in answer 
to a charge by Senator Russell of Georgia at a committee hear- 
ing on the Bulwinkle bill that the Peoria A. of C. was dominated 
by the railroads. 

“To say the least, Senator Russell has been grossly mis- 
informed,” wrote Mr. Naughton. ‘The action of the Peoria A. 
of C. on this particular bill was taken on the advice of experi- 
enced traffic managers and Peoria shippers solely because they 
firmly believe that the enactment of this bill into a law would 
not adversely affect their interests. Our transportation commit- 
tee, which made the recommendation to our board, is com- 


posed entirely of shippers and their action was independent of 
the railroads.” 


Revision of Crosser Act of ‘46 
Subject of House Unit Hearing 


Insurance company spokesmen appeared before a subcom- 
mittee of the House interstate and foreign commerce commit- 
tee, June 18, as the first of a long list of witnesses supporting 
H. R. 3150, a bill introduced by Representative Howell, of Ili- 
nois, to amend the railroad unemployment insurance act as 
amended by the Crosser act of 1946, by deleting therefrom the 
Crosser amendments covering sickness, maternity and non- 
occupational accident insurance and by providing for readjust- 
ment of the rates of contribution to the unemployment insur- 
ance fund. 

Representative Howell, chairman of the subcommittee, 
presided at the June 18 hearings and announced at the outset 
that it was the subcommittee’s plan to complete the hearings 
in three days, dividing the time equally between opponents and 
proponents of the bill. In a closed session of the full commit- 
tee before the open hearing, Representative Crosser, of Ohio, 
who succeeded in bringing about dissolution recently of a hear- 
ing that the House interstate and foreign commerce committee 
had started to hold with respect to H. R. 3150 and other similar 
— addressed the full committee for nearly half an 

our. 

Dewey Dorsett, manager of the Association of Casualty 
and Surety Companies, New York City, said that the Crosser 
act of 1946 meant entrance of the government into “a phase of 
the insurance business which is and can be abundantly taken 
care of by the many types of private enterprise organizations 
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now set up to provide this protection.” He said the Crosser act 
made railroad workers the recipients of benefits heretofore 
unknown to federal social insurance. He assailed provisions 
of the Crosser act providing benefits for maternity and for 
non-occupational siekness and accidents, and said that “under 
the cloak of an unemployment measure, what this really 
amounts to is plain, ordinary accident and health insurance.” 
He described those provisions as “legislation which favors one 
group at the expense of another” and said that such legislation 
was undemocratic and unsound. Entrance of the federal gov- 
ernment into the accident and health insurance field, he said, 
was “a step contrary to the principle of private enterprise and 
one that involves an unjustifiable disregard of individual rights 
—the rights of the people in the insurance industry and the 
right of the railroad employe to choose freely the type and 
extent of insurance protection he needs.” He added that this 
was also a step which if accepted for railroad employes could 
well lead, in time, to federal accident and health coverage of 
workers in all industries, with the result that private accident 
and health insurance would be extinguished. 


Privately Insured Employes 


Edward D. Brown, Jr., actuary, of Chicago, suggested that 
the “motivating force’ behind the Crosser amendments was 
“the overfinancing of the unemployment benefits from the out- 
set, which has resulted in the accumulation of a vast sum in 
the railroad unemployment insurance fund.” He said coveragé 
under health and accident policies of insurance companies gen- 
erally provided for benefit payments for a longer duration 
than under the rail unemployment insurance act as now 
amended. He stated that information received from twelve 
insurance companies, which he named, showed they had a total 
of 619,634 rail employes insured at December 31, 1946, and 
that, combining the figures of the number of employes covered 
by the health and accident insurance companies with the total 
membership of voluntary relief associations, there was ob- 
tained a total of 1,053,218 rail employes who had voluntarily 
and at their own expense protected themselves against the 
hazards of accident and sickness. 

“If we assume that the normal level of railroad employment 
is 1,200,000 employes,” he said, “the figure above would indi- 
cate that more than 85 per cent of the normal number of em- 
ployes on the railroads have voluntarily and at their own ex- 
pense provided protection for themselves against the hazards of 
accident and sickness. ... We maintain that it is unnecessary to 
impose upon them the system of benefits now contained in the 
railroad unemployment insurance act... . Although it is prob- 
able that no insurance company now active in this field would 
be unable to continue in business if all insurance on railroad 
employes were terminated, it would be a matter of very serious 
concern to the few companies who have a very substantial per- 
centage of their business in this field. .. .” 

Robert L. Hogg, of Chicago, representing the American Life 


. Convention and the Life Insurance Association of America, said 


the Crosser act constituted ‘class legislation,’ that “nowhere 
until now (in the Crosser act) has there been adopted by law 
the principle that employers are financially responsible for the 
non-occupational disabilities among their employes,” and that 
the “over-all issue” was whether the government would oust 
the private insurance companies from their field of activity, 
after they had rendered “outstanding service to the public for 
many years.” 
Witness for Retailers, C. of C. 


A. R. Findley, secretary-treasurer of Wieboldt Stores, Inc., 
of Chicago, representing the Illinois Federation of Retail Asso- 
ciations, the National Retail Dry Goods Association and the 
committee on social security of the Chamber of Commerce of 
the United States, said that those organizations felt that the 
provisions Congress made for rail employes could not avoid 
setting a powerful precedent for all other private employes of 
the country. He said the cash sickness and maternity benefit 
provisions of the Crosser act which H. R. 3150 would delete had 
features which were wrong in principle. 

“If the Congress, in effect, now defines unemployment com- 
pensation to include cash sickness and maternity benefits, which 
are entirely different risks,” he said, “and finances these bene- 
fits by diversion of trust funds in the case of railroad employes, 
how many employers who have contributed to state unemploy- 
ment compensation systems expect pressure to be withstood for 
a similar diversion of state trust funds? . . . The organization 
I represent are uniformly opposed to the taking over of this 
risk or any other risk by government to the extent that it may 
be adequately handled under private arrangement and through 
private initiative.” 

Souby Testifies for A. A. R. 


J. M. Souby, general solicitor of the Association of Ameri- 


can Ratingeums, in his testimony in support of H. R. 3150, in part 
1d: ; 
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The Crosser act not only perpetuated the inequity of the original 
railroad unemployment insurance act in requiring the railroads to stand 
the full cost of unemployment insurance, but carried that inequity much 
further by imposing upon the railroads the cost of financing these so- 
called sickness benefits, thus making them pay, with no conceivable 
benefit to themselves, for something for which they have not even the 
remotest responsibility. That, in my judgment, is not only unjustified 
and unfair to the railroads, but is also highly undesirable from a social 
standpoint. 

H. R. 3150 would leave in effect the increases made by the Crosser 
act in the maximum amount and duration of benefits for unemployment 
due to inability to obtain suitable work. It would, however, eliminate 
from the railroad unemployment insurance system the new and radical 
feature added by the Crosser act calling for the payment of sickness, 
injury and maternity benefits. In addition, it would substitute for the 
present flat 3 per cent payroll tax levied on employers alone for the 
support of the railroad unemployment insurance system a graduated 
tax, also on employers alone, ranging from % of 1 per cent to 3 per 
cent, the rate for any given year depending upon the balance in the 
unemployment reserve fund at the end of September of the preceding 
year. 

For reasons which I have pointed out, I think it clear that these 
benefits for sickness, injury and maternity are without justification and 
should be eliminated from a system which is financed solely at the ex- 
pense of the employers. I also think I have made sufficient showing to 
establish the reasonableness and propriety of the proposal to put the 
railroads on a parity with other industries with respect to unemploy- 
ment insurance by substituting a sliding scale of taxes for the present 
flat 3 per cent tax, which has proven grossly excessive. 


Budget Estimate for I. C. C. 
Reduced by House Committee 


The House committee on appropriations has reported to 
the House the annual appropriation bill carrying the appro- 
priation for the Commission, the committee’s recommendation 
being that the total appropriation for the fiscal year beginning 
July 1 be $10,611,100, a reduction of $1,286,900 under the 
Budget estimate sent to Congress earlier in the year by the 
President but an increase of $88,400 compared with the appro- 
priation made for the fiscal year ending June 30, 1947. 

“The refusal of the committee to recommend the substan- 
tial increase proposed for this agency during the next fiscal 
year is due to the fact that a very substantial increase was 
allowed for the fiscal year 1947,” said the committee in its 
report. “The committee does not feel that a further substantial 
increase is justified during the fiscal year 1948. However, in 
recognition of the importance of railroad safety and locomotive 
inspection work, there has been recommended slight increases 
in the Budget estimates for each of these items.” 


“Greatest Aggregation of Major Problems” 


The Commission submitted a detailed statement in support 
of the Budget estimate. In further explanation in testimony 
before the subcommittee in charge of the bill, Commissioner 
Mahaffie said: : 


As a result of the displacements in recent years we have probably 
the greatest aggregation of first-rate, big legal controversies, litigations 
and readjustment pending that the Commission has ever experienced. 
I think it is safe to say that it is by far the greatest aggregation of 
major problems that we have ever had. 


Financing Freight Car Orders 


In a discussion of the freight car shortage and the ordering 
of new cars, question was raised about the financing of car 
purchases by the carriers, Commissioner Mahaffie saying that 
there was no difficulty about financing the purchase of equip- 
ment. Continuing, he said: 


The Class I railroads as a whole have at the moment about $1,900,- 
000,000 in net current assets (as of April 18). Now, that is not distributed 
equally or in proportion among them at all, but they do have about as 
favorable a net current assets position as has ever been the case in 
the history of this country. It is, on the whole, excellent, and when 
they buy equipment, you understand, they ordinarily buy only through 
financing the major portion of the cost. That is, they pay only a small 


portion down and finance perhaps 80 or 90 per ecnt on remarkably easy 
terms. 


_In connection with inquiries as to obtaining steel for 
freight cars, Homer C. King, deputy director, Office of Defense 
Transportation, told the committee that: 


We try the War Assets Administration. Well, we get nowhere. They 
have sealed bids and that sort of thing, but we do not ever get any 
results through War Assets Administration. 


Disparity Between Rail and Water Rates 


In answer to questions, Commissioner Mahaffie explained 
about the pending rail-and-water rate proceedings. 
' “It is the contention of the water carriers, as I understand 
it,” said he, “that the rail rates are so low as to keep them 
from effectively competing. They are asking that many rail 
rates be increased in order that they may participate in the 
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traffic .. . their contention is.that the railroad rates have been 
unduly depressed in order to meet water competition. They 
contend that water competition is impossible at present water 
costs, and that, therefore, the railroads are no longer justified 
in maintaining such depressed rates.” 


In further remarks, Commissioner Mahaffie said that the 
troubles of the water carriers were, as expressed in the peti- 
tions in the Commission proceedings, that their costs had gone 
up so much that they could not compete. The railroad rates, 
wat said, said he, prevented them from operating success- 
ully. 


“Getting out from under the Commission’s jurisdiction 
would not change that,” said Mr. Mahaffie, in referring to a 
statement made by Representative Thomas, of Texas, that “if 
the situation is not remedied, and remedied quickly, the small 
amount of complaints, comparatively speaking, that we hear 
now, to the effect that the railroads have put the water carriers 
out of business, will become a loud scream from the water car- 
riers to get out from under the jurisdiction of the Interstate 
Commerce Commission.” 


Mr. Thomas said that the water carriers claimed that they 
had done very well before they were regulated by the Commis- 
sion. 


“The troubles they have now are not due to regulation, 
certainly not as far as their rates are concerned,” said Mr. 
Mahaffie. “There is nothing that we have done in that regard 
that could give them trouble.” 


Railroads in Receivership 


Questioned about railroads in receivership, Commissioner 
Mahaffie said: 


The mileage in court hands now is about the average that we have 
had for 60 years. There are in the hands of the courts, at this moment, 
approximately 27,500 miles of line, but included in that 27,500 miles are 
some major carriérs, such as the Missouri Pacific and the Rock Island. 


“Well, didn’t all of those lines make a tremendous amount 
of money during the war?” asked Representative Thomas. 
“Didn’t they make sufficient funds to get out of receivership?” 

“They made very large earnings—many of them—yes, sir; 
but the difficulty is that they accumulated cash in part by not 
paying interest,” said Commissioner Mahaffie. “Now, their in- 
terest is an obligation and it has to be settled before you can 
bring them out. The Missouri Pacific, for example, owes about 
$170,000,000 in back interest. It is somewhere around that; 
I would not be too sure of my figures. 


“Now that is partly the explanation of the apparent pros- 
perity of the railroads in trusteeship; usually you find that it is 
because they have not paid their debts—they have accumulated 
obligations.” 


“Well, how can they continue to run with a deficit accumu- 
lating like that on an interest charge?” asked Representative 
Thomas. 


“The court, when property goes into receivership or trus- 
teeship, ordinarily suspends payment of interest partially, and 
frequently entirely,” said Mr. Mahaffie. ‘The attempt usually 
is to build up the property and to make it a better property and 
settle the interest later in some way.” 


Increase in Work Load 


In answering questions about expected increase in the Com- 
mission’s work load, Commissioner Mahaffie said there were 
pending before Congress quite a number of pieces of legislation 
that would if enacted affect the work volume of the Commis- 
sion, and in that connection he mentioned the so-called Bul- 
winkle carrier-agreement bill. He said passage of the Bulwinkle 
bill would require a good deal of work on the part of the Com- 
mission in passing on the proposed agreements among carriers 
and policing carrier operations. 


Aitchison and Stenographic Pool 


Secretary Bartel remarked that the total personnel the 
Commission was asking for “is less than it was prior to the war 
by 81 persons.” 

The Commission was behind in its work because it was 
not able to obtain stenographers, said Secretary Bartel. He 
referred to the “stenographic pool” from which stenographers 
are drawn for Commission work. At that point, Commissioner 
Aitchison asked whether he might interject, and said that when 
he came on the Commission 30 years ago, “we had in the 
stenographers’ pool at least 60 people.” 

“Well, maybe they were less efficient in those days,” said 
Representative Wigglesworth, of Massachusetts. 

‘Well, I don’t believe that,” said Chairman Aitchison. “TI 
= an = stenographer myself and I know something about 

e pool.” 
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There were now about a dozen people in the stenographic 
pool, said Chairman Aitchison. 


Waybill Study 


In discussing the work of the Bureau of Traffic, Chairman 
Aitchison, under whose supervision that bureau operates, said 
it was desired to build up the force of rate clerks, and that 
they were difficult to get. He also referred to the waybill 
study, and continued: 


In order that we can intelligently make rates on a country-wide 
basis, and that seems to be the fashion in the last few years, it is 
necessary for us to know what traffic is moving normally, where it 
moves from, and to what points it generally moves, There has been a 
pretty complete lack of information of authentic character on the 
details of these facts. 


Motor Transportation Costs 


The Bureau of Transport Economics and Statistics of the 
Commission was a tremendously overworked bureau, said Mr. 
Aitchison. 

“The shippers of the country obviously are not able them- 

selves to make an adequate cost of service study, and they must 
look to government to’ do the work for them,” said the com- 
missioner, in referring to the need for data as to the cost of 
particular transportation services. 
° “We have a very important investigation now as to motor 
carrier rates, where the question is as to the reasonable mini- 
mum rate,” said he. “The actual costs of transportation by 
motor carriers, strange as it may seem, is pretty much an un- 
known thing. We have been making some very careful studies 
of these costs, of selected motor carriers. When you consider 
we have tens of thousands of these motor carriers, you can 
see the importance of being able to deduce cost upon a reason- 
able and a sound basis.” 


“You would have some in all three divisions, water, motors, 
and rail?” asked Representative Thomas. 


“I was just about to say, as indicated by Commissioner 
Mahaffie a while ago, that this is one of the great new problems 
we have—in fact, perhaps our biggest problem at the present 
time, with a recession of traffic confronting the country, cer- 
tainly as compared with the war, with prices and materials and 
wages having gone up,” said Chairman Aitchison. ‘“Competi- 
tion between the carriers is getting to be much more keen. It is 
no longer a carriers’ market; it is a buyers’ market. And these 
intercarrier relations are brought to us for investigation and de- 
cision.” 

Motor Carrier Authorizations 


Commissioner Mahaffie informed the committee that the 
Commission was receiving considerable more applications for 
operating authority at the present time from motor applicants 
than it had in the war years. 

__ “We have about between 2,000 and 2,500 of those applica- 
tions pending at the present time,” said he. “In addition to that, 
we are receiving a lot more complaints from the shipping pub- 
lic, and from motor carriers and industry, as there is more com- 
petition coming back in the transportation picture.” 

Chairman Aitchison related that as a result of expiration of 
the temporary operating authorities issued under the second 
war powers act, applications for permanent authority were run- 
ning about 300 a month. 

¥ — feel quite sure they will nearly all be hotly contested,” 
said he. 

Commissioner Mahaffie said that the Commission had heard 
244 of those applications in March, and that there were about 
350, as his recollection was, set for April. 

: Herbert Qualls, assistant director, Bureau of Motor Car- 
riers, said that “we have a total of 22,781 motor carriers with 
operating authority.” Of course, he added, a lot of those had 
had a number of grants individually, and one carrier might have 
had as many as 80 or 100 applications. 


Commission’s Publicity Activities 


The committee had inquired into the publicity activities of 
the Commission. A statement submitted by Secretary Bartel 
in response to the inquiry said that the Commission did not 
employ any personnel engaged in public relations or publicity 
activities. It was pointed out that all information for the press 
and the public was released through the office of the secretary, 
by placing for inspection copies of all complaints, etc., in the 
press and public reference rooms. 

“We have two clerks that handle our publicity,” said Mr. 
Bartel, explaining that these clerks handed the papers out to 
the people when they came in. 

“I wish you could get some of the other agencies to follow 
your example,” said Representative Wigglesworth, chairman of 
the subcommittee handles the bill. 
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Senate Subcommittee Hearings on 
St. Lawrence Seaway Continue 


Representative of railroads, steamship lines, ports, munici- 
palities, chambers of commerce, and coal, ore, and other inter- 
ests, appeared in opposition to the St. Lawrence seaway project 
as Senator Wiley, of Wisconsin, chairman of a subcommittee of 
the Senate foreign relations committee, continued to hold 
hearings on S. J. Res. 111, a bill embracing the so-called 
Vandenberg proposal for a self-liquidating St. Lawrence seaway 
project by means of a toll system (see Traffic World, June 14). 

Shortline railroads were represented by J. M. Hood, presi- 
dent of the American Shortline Railroad Association, who, 
while not appearing personally, filed a statement in which 
he said the 311 railroads that were association members unani- 
mously opposed the use of public funds for the seaway project. 
He asserted: 


The objection of our rail carriers is bottomed upon the principles 
of private enterprise which have made this country great. If power is 
needed in that area, it would seem that private capital would only need 
be assured of a market and the possibility of generating the power on 
a competitive cost basis to gladly undertake the construction. In any 
event, since it is planned to convey the power generating facilities to 
the state of New York, it is suggested that the Congress ought to con- 


fine itself to merely an enabling act and avoid the investment of public 
federal funds. 


Mr. Hood called attention to statements recently placed in 
the Congressional Record by Senator Overton of Louisiana 
from 32 operators of steamships in which, he said, 31 expressed 
no interest in operations through the St. Lawrence waterway 
and only one expressed “a rather mild interest.” He said “this 
leads us to the myth of the proposal to liquidate the investmen 
through the assessment of tolls,” and added: , 


Without admitting that tonnage would be offered to water carriers 
in sufficient volume to service the debt and provide for maintenance 
and operation, but assuming that such could be the case, since oper- 
ators of steamships have expressed no interest in the waterway, at least 
not in sufficient numbers to insure anything like adequate service, there 
obviously could be little revenue collected from the imposition of tolls. 
Be it remembered also, that when these steamship operators disdained 
any interest in the completion of the St. Lawrence waterway, they were 
talking about a proposal which would have permitted them to operate 
without tolls. Certainly they would have less, if any, interest in operat- 
ing under tolls in the amounts necessary to carry the undertaking. 

The railroad plant of the United States has demonstrated its need 
in times of war and peace. It operates 12 months of the year. It needs 
the support of its citizens and of its government to continue to provide 
the volume and standard of transportation needed both for peacetime 
economy and wartime emergencies. Such a plant is an impossibility 
when and to the extent that public subsidy is provided in the interest 
of competing forms of transportation. 


J. J. Boland, Jr., a member of the firm of Boland and Cor- 
nelius, managers and operators of the American Steamship Co., 
said that at present the chief commodities moving over the 
existing St. Lawrence canal system were grain and grain prod- 
ucts and coal eastbound, pulpwood westbound, and a large 
movement of newsprint from the lower St. Lawrence to upper 
Great Lakes ports. He said present rates on the different com- 
modities indicated that a toll in an amount adequate to liquidate 
the proposed seaway’s cost would place a great hardship on 
the shippers and consignees at present using the existing St. 
Lawrence canal system, and that even the $1.25 a ton proposed 
in S. J. Res. 111 would drive a great deal of this traffic to 
other channels. 

Explaining the rate situation, Mr. Boland said that if, for 
example, there was a rate of $2.69 from Quebec to Buffalo, 
plus $1.25, he thought it would be “crowding the all-rail rate.” 
He said he believed there would be no saving in the cost of 
transporting grain and grain products through the seaway and 
that, should a system of tolls be charged, adequate to liquidate 
the project, the grain would be transported through other chan- 


nels and probably would not use the proposed seaway to any 
Important extent. 


Niagara Planning Board Opposition 


Chauncey J. Hamlin, chairman of the Niagara Frontier 
Planning Board, Buffalo, N. Y., did not appear in the hearing 
but a statement in his behalf was read by Miss T. Sedweek, 
executive secretary. Mr. Hamlin’s statement said that a cursory 
reading and examination of the pending resolution indicated 
that the person who drew up the bill realized that the project 
would not “in the wildest stretch of the imagination” be made 
self-liquidating. 

_ “Why else,” asked the statement, “had it been drawn up 
in such an ingenious manner as to provide that the agreement 
between the United States and Canada in respect to the imposi- 
tion of self-liquidating tolls is not to be formulated until after 


construction of the project has already been authorized and 
started?” 
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Mr. Hamlin’s statement said steps should be taken to 
amend the resolution to provide that no construction should be 
undertaken or moneys expended until a firm agreement had 
been reached between the two countries, ratified after all 
parties interested had been heard by action of Congress and 
Parliament, and authorizing the imposition of such tolls as 
would assure that the project would be self-liquidating. 

The statement continued, however, that inasmuch as the 


number of vessels that would be enabled to reach the upper 


Great Lakes ports through the limited facilities of the Welland 
Canal was “so ridiculously small” and the tonnage to be carried 
by them was so meager, it would be uneconomical to proceed 
with the project in any event. In order to make the project 
self-liquidating, said the statement, the ceiling on tolls provided 
in section 3 of the bill would have to be materially raised. The 
statement of Mr. Hamlin added: 


The tolls that would have to be imposed for the passage of this 
limited number of vessels through the St. Lawrence canals would 
necessarily have to be so high in order to make the project self-liquidat- 
ing, that they would be prohibitive. 


Pa. Coal Operators’ Position 


A. S. Boden, of the Western Pennsylvania Coal Operators’ 
Association, Pittsburgh, opposed the resolution on the ground 
that construction of the seaway would result in the closing of 
many coal mines because of the “loss of our market.” Without 
coal, he said, the production of almost all materials would cease. 

Roger H. Pryor, New England, regional vice-president of 
the Propellor Clubs of the United States, said he opposed the 
St. Lawrence project on behalf of 1,000 men deriving their 
entire livelihood from the marine industry in the ports of 
Portland, Me., Boston, Providence, R. I., and New London, Conn. 

William L. Nollman, supervisor of the 24th ward, Buffalo, 
N. Y., opposing the bill, said Buffalo owed its growth in com- 
merce and industry to the shipping of iron ore and grain from 
the upper Great Lakes, and that should this traffic be diverted 
through the Welland Canal, by-passing Buffalo on its way to 
the St. Lawrence en route to foreign ports, labor and industry 
in the Buffalo area would be adversely affected. 

Frank S. Davis, manager, Maritime Association of the 
Boston Chamber of Commerce, said that various Boston facili- 
ties, including the port and the Logan airport, would be seri- 
ously affected by construction of the seaway. Already, he said, 
the Swedish Chicago Transportation Co. had announced its 
intention of operating through the St. Lawrence and Great 
Lakes routes, and, speaking generally of the possibility of 
foreign shipping interests using the proposed seaway, said that 
Boston and other Atlantic ports could then be by-passed by 
foreign flag shipping operating at low cost. 


Port of Albany Sees Disadvantages 


R. Granville Curry, of Washington, D. C., attorney for the 
Albany (N. Y.) Port Commission, opposing the seaway resolu- 
tion, observed that the Port of Albany was located nearer the 
Great Lakes than any other north Atlantic deepwater port. He 
said he believed the port and the railroads serving it would 
be adversely affected by diversion of traffic to a St. Lawrence 
seaway. He pointed to millions that had been invested in the 
Albany port facilities and said millions invested in industries 
in the Albany area would be subjected to dangerous adverse 
effects by such a diversion of traffic. 

Charles L. Roper, of the Syracuse (N. Y.) Chamber of 
Commerce and the Manufacturers’ Association of Syracuse, op- 
posing the resolution, said, among other things, that tolls at 
$1.25 or less on traffic of nine million tons would not exceed 
“something like $10,000,000 a year,” and that the annual over- 
head charges against the waterway, including interest, depre- 
ciation on investment, and maintenance and operation of the 
route, would cost, at the least, “as we see it,” from $10,000,000 
to $40,000,000 a year. 

-R. C. Allen, president of the Reserve Mining Co., Cleveland, 
testified with respect to iron ore traffic through the St. Law- 
rence. He said he did not believe a St. Lawrence seaway was 
needed to provide access for imports of iron ore to interior 


. U. S. furnace plants. 


“Building of the waterway at this time,” said Mr. Allen, 
“just when plans for a great taconite ore industry are being 
pressed toward materialization, would seriously interfere with 
the consummation of this undertaking and might delay it in- 
definitely.” 


New Orleans Mayor Opposes 


Mayor deLesseps S. Morrison, of New Orleans, appearing 
on behalf of “all of the citizens and all the interests of our 
city,” said that the many reasons that had been advanced in 
the past in opposition to the St. Lawrence project must have 
been valid to have held up for so many years. He asked the 
subcommittee if it were consistent for a “nation blessed with 
the finest and most extensive system of natural waterways in 
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the world to go over its borders into another country to spend 
funds for a seaway and power project whose need has not 
been properly established.” 

Mr. Morrison referred to an estimate of the Mississippi 
Valley Association to the effect that if the seaway were com- 
pleted and used to the extent its proponents claimed, a con- 
siderable percentage of present traffic now moving down the 
Mississippi River from the great mid-continent region would be 
diverted from its natural north-south trade route in the Missis- 
sippi Valley to the east-west St. Lawrence route. He said: 


If this estimate is correct, then millions in commerce now being 
handled by the Port of New Orleans would flow out to the world through 
the Canadian port of Montreal. The New Orleans Board of Port Com- 
missioners estimates that realization of the seaway’s aims would mean 
a diversion of much of this natural Mississippi Valley traffic away from 
the United States ports to a Canadian river.’’ 


Seventy-nine cents of every dollar of income in New 
Orleans, said Mayor Morrison, derived directly or indirectly 
from that city’s port activities. He added that “the welfare 
of our entire community is at stake here.” 

Mayor Morrison said his people believed that the advocates 
of the project were advancing the toll and self-liquidating 
feature of the proposed seaway as a “smokescreen to cover the 
valid objection that the tremendous costs involved are out of 
all oe to the benefits to be received by this nation.” 
He said the costs would be so great that no reputable engineer 
or economist could say when this cost would be amortized under 
a self-liquidation plan. Self-liquidation, he said, would have 


pole over such a long period that it would not be much 
relief. 


N. Y. Port Authority Opposition 


Walter P. Hedden, appearing for the Port of New York 
Authority, opposing the seaway, said that in the authority’s 
judgment, the annual cost to U. S. taxpayers of the navigation 
project alone would be $20,000,000 in interest, amortization, 
operation and maintenance. He said the taxpayers of New 
York and New Jersey would bear more than 25 per cent of 
this cost. With respect to the proposed tolls system, he said: 


It is our view, after lengthy study of this project, that the maxi- 
mum toll revenues on United States commerce which might possibly 
be collected under this formula, would be approximately $5,000,000 per 


annum, or about one-quarter of the annual cost to the United States 
taxpayers. 


Mr. Heddon said he regarded it as “most significant” that 
the ceiling for tolls contemplated in S. J. Res. 111 was $1.25, 
with provision for exceptions and reductions below that figure 
that would “certainly lower the average to $1.”” In other words, 
he said, the tolls now stipulated as maximum were just about 
the $1 a ton that the port authority had contended were the 
maximum savings in transport costs that could be made. 

“This contrasts sharply with estimates made by the pro- 
ponents of the project in prior years of savings ranging up to 
$4 or even $6 per ton,” said Mr. Hedden. 

Mr. Hedden asserted that while in the port authority’s 
judgment the U. S. foreign commerce that would use the 
seaway was grossly inadequate to make it self-supporting, the 
authority calculated that more than 50 per cent of a 5,500,000 
tons a year of U. S. trade (estimated by the authority as ex- 
port-import traffic that might flow through the seaway) would 
be diverted from the Port of New York. He said this loss of 
3,000,000 tons of U. S. commerce a year, plus a substantial 
volume of Canadian grain, would constitute “a serious blow 


to our economy.” He said the authority estimated that 200,000 


people would be affected by this diversion. Continuing, Mr. 
Hedden said: 


If the Congress agrees to an expenditure of $350,000,000 on a project 
which will fail by 75 per cent of being self-liquidating, the 12,000,000 
people in the port district will suffer a double blow of footing 25 per 
cent of the tax bill to make up the deficits, and at the same time be 
subjected to diminished employment and revenues through diversion 
of a substantial portion of the commerce upon which they depend. 

No phraseology about agreeing ‘‘in principle’ to charging tolls for 
the St. Lawrence seaway can change the grim prospect that it will be 
an economic millstone about the necks of the people of the United 


States which will drag doubly hard on the 12 million people in the 
Port of New York district. 


More New Orleans Opposition 


Additional New Orleans opposition to the St. Lawrence 
seaway project came from Louis A. Schwartz, general man- 
ager of the New Orleans Traffic and Transportation Bureau, 
who told the subcommittee that “although a new label has 
been affixed to the package, we cannot escape the fact that the 
taxpayers of the United States will be called upon to assume 
the burden of developing the project, for, even though a system 
of tolls should eventually be adopted for the use of the water- 
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way, the liquidation of the project would run possibly 100 years 
or more.” 

Mr. Schwartz said development of the project would re- 
sult in New Orleans losing all or substantially all of the foreign 
commerce now moving through the port that originated at and 
was consigned to northern Mississippi Valley territory. He said 
foreign owners of tramp vessels would derive the greatest 
benefit from the project. There was cause for concern not 
merely to the ports located on the Atlantic seaboard and Gulf, 
but to interior producing points, said Mr. Schwartz, adding: 


Completion of the seaway would make it possible to transport raw 
sugar to points located on the lakes. It takes little imagination to pic- 
ture the disturbance which the erection of sugar refineries at points 
like Chicago or Cleveland would cause the sugar producing states of 
the middle west as well as Louisiana. Ocean transport over the seaway 
would destroy investments in sugar refineries in Colorado, Louisiana, 
Maryland, New York and Georgia, because of the advantage of refining 
Sugar so close to the center of population, 


Not Self-Liquidating, Says Boston Port 


Southworth Lancaster, traffic manager of the Port of 
Boston Authority, said that so far as tolls were concerned, “we 
believe that the seaway cannot be made self-liquidating because 


pot ca not be a sufficiently useful transportation route.” He 
added: 


It will be almost valueless for domestic traffic. It will, on the other 
hand, attract a certain amount of foreign traffic, both export and im- 
port. This will be diverted from United States seaports, including 
Boston. This total of this foreign traffic cannot be enough to justify 
the upkeep of the seaway. It cannot yield tolls great enough to pay 
its way. . . . Yet this diverted traffic will be great enough to have a 
damaging effect on these seaports because it will deprive them of 
ocean traffic which they are equipped to handle and which they would 
handle except for this unusual expenditure of public money. 


Quoting seaway proponents as maintaining that initially 
the seaway might expect to handle annually 10 million tons 
of U. S. cargo, Mr. Lancaster said: 


Of this 10 million tons, six million would be domestic commerce 
and four million foreign commerce. They further say, quoting the St. 
Lawrence survey authorized by the United States Department of Com- 
merce, that this foreign commerce will cause a diversion from the Port 
of Boston great enough to reduce Boston’s foreign trade by 10 per cent. 
As an offset, it is alleged that Boston’s foreign loss will be made up 
by gains in domestic commerce. This we deny. 


Mr. Lancaster said it was true that transportation dis- 
advantages sometimes lost their importance when they went 
hand in hand with cheap freight rates, and “the seaway pro- 
ponents assure us that cheap freight rates are sure to result.” 

“But freight rates,” continued Mr. Lancaster, ‘depend on 
operating costs and not even the proponents can say what the 
operating costs of a seaway ship will be. The supposed seaway 
freight savings are no more than a hope; they are not a prom- 
ise. A new factor has now come into the operating picture, the 
factor of seaway tolls. I should certainly oppose a toll-free 
seaway but it must be recognized that the imposition of tolls 
will be reflected in seaway freight rates, especially if the tolls 


are to be great enough to pay seaway capital and carrying 
charges.” 


Charles C. Fichtner, executive vice-president of the Buffalo 
Chamber of Commerce, told the subcommittee that the seaway 
project “upon the most favorable assumptions relating to traffic 
volume, revenues and costs,” could not possibly be made self- 
liquidating and even “could not be made to pay annual direct 
and current expenses.” He said tolls would have to be pegged 
so high as to destroy much of the existing commerce and “each 
successive increase imposed to make the project self-liquidating 
would progressively reduce traffic to the point of diminishing 
total returns.” ; 

Water transportation such as the type of traffic the project's 
supporters hoped to attract to the waterway was definitely on 
the decline and in some domestic trades no longer existed, said 
Mr. Fichtner, adding: 


The misfortunes of our coastal and intercoastal services in trying 
to reestablish themselves since the end of the war are a matter of 
record. One need only refer to the recent hearings before the House 
committee on merchant marine and fisheries to discover the plight of 
those services, They have been supported with public funds at the rate 
of $500,000 a month on ship operation alone, without taking other costs 
into consideration. 


Asks for Study by I. C. C. 


Mr. Fichtner recommended: (1) rejection of S. J. Res. 111; 
(2) a resurvey of the entire seaway project to ascertain present- 
day costs; (3) a “competent survey of prospective commerce 
that might conceivably use the seaway under present and prob- 
able conditions of international water-borne trade over future 
decades”; and (4) provision by Congress for a thorough study 
by the Commission of all economic aspects of the project, in- 
cluding its effects on existing agencies of transportation, in- 
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dustries, and regions, and also on the feasibility of making it 
self-liquidating. 

Frederick W. Burton, director of the department of trans- 
portation of the Rochester (N. Y.) Chamber of Commerce, said 
that body, by various resolutions of its board of trustees, “stands 
opposed to the St. Lawrence waterway and power project until 
and unless the economic justification of the project has been 
fully established.” He said this policy was not based on “mere 
conclusions or opinions”, but was founded on special studies 
made by the chamber. He said S. J. Res. 111 did not give any 
assurance that tolls to be assessed would be adequate to make 
the navigation project self-liquidating, “within a reasonable 
period of years, if ever.” ‘ 

“Until the economic justification of the combined power and 
seaway has been demonstrated, it should be disapproved by 
Congress,” said Mr. Burton. “It should be determined whether 
or not there is an important transportation need that justifies 
the undertaking.” 

Cornelius H. Callaghan, executive vice president of the 
Maritime Association of the Port of New York, said a summary 
of the economic factors conclusively demonstrated the “futility” 
of the St. Lawrence waterway. He said the project was com- 
mercially and economically unsound, would impose inordinate 
tax burdens without corresponding benefits, divert traffic from 
railroads, steamship lines and inland waterways, have a per- 
manent detrimental effect on banking, industry, employment, 
and purchasing power, and impair property and rental values 
resulting in diminution of tax returns to the federal govern- 
ment, states and cities. 

Other disadvantages, he said, were the dangers of navigat- 
ing the proposed waterway, an underestimation of cost, an ex- 
pected increase of unemployment in transportation and other 
industries, and impairment of the fulfillment of congressional 
policy to foster development and maintenance of the merchant 
marine. 

Leland C. Richardson, representative of the Governor of 
Louisiana, and J. M. Stannard, of the Baton Rouge, La., traffic 
bureau, joined other Louisiana witnesses in opposing the St. 
Lawrence project. 


Brotherhood Representative Voices Opposition 


John G. Corbett, national legislative representative of the 
Brotherhood of Locomotive Engineers, and also as an employe 
of the Milwaukee railroad, said he was opposed to the subsidiza- 
tion of artificial waterways and registered full approval of every 
remark made in the hearing in opposition to the St. Lawrence 
waterways project. He said he was opposed to waterway proj- 
ects. He said he was opposed to waterway projects unless exist- 
ing forms of transport were found inadequate. The St. Law- 
rence project, he said, would divert employment from United 
States workers to the lower paid employees of foreign ship 
owners. Referring to the “enormous expenditure” necessary to 
provide a 27-foot channel, Mr. Corbett said the proposed ex- 
penditure from borrowed capital appeared to be ridiculous. 

Senator Wiley said he had been informed that the Mil- 
waukee road would benefit from a St. Lawrence seaway and 
that he disagreed with Mr. Corbett on that point. He asked 
Mr. Corbett if “we could disagree and still smile.” Mr. Corbett 
said he couldn’t smile “if you pass the St. Lawrence water- 
way bill.” 

_ Earl W. Brydges, president of the Niagara Frontier Plan- 
ning Association, commenting on defense aspects of the water- 
way project, said it would seem to be the “height of improvi- 
dence to attempt to convert this region for the acceptance of 
ocean-going naval vessels, either for construction, refuge, or 

oth, unless we at the same time require other carriers to 
maintain adequate stand-by facilities in the event of damage 
to the tenuous channels leading to the Atlantic Ocean.” 

__ Such stand-by facilities, said Mr. Brydges, would be essen- 
tial in any event because of the fact that the waterway could 
not be utilized in the winter. Continuing, he said: 


_ To add to the existing importance of the Great Lakes as an indus- 
trial center, a further prime target in the form of naval installations 
and vessels would be almost certain to invite attack at the bottleneck 
which would quickly nullify all of the expected benefits of the waterway 


to the defense of the country. There would be few more inviting targets 
on the American continent. 


Secretary Harriman Favors Project 


W. A. Harriman, Secretary of Commerce, told the sub- 
committee that the proposal of S. J. Res. 111 to convert the 
Seaway from a public works project to a self-sustaining and 
self-liquidating project appeared “sound and reasonable.” He 
said making the seaway self-sustaining should remove many of 
the objections that had been raised by those who had viewed the 
nmi project as a government-subsidized source of compe- 
ition. 

Discussing costs Mr. Harriman said: 
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Preliminary figures obtained from the board of engineers indicate 
that if the seaway were constructed at present high prices, with in- 
terest at three per cent, the United States cost for the navigation 
phases of the project would total $255,000,000. Assuming similar increases 
for the Canadian construction work, the total costs of the navigation 
phases would be approximately $415,000,000. With interest and amorti- 
zation on net investment of 4.33 per cent plus cost of maintenance and 
operation the annual charge would be in the neighborhood of $20,000,000, 
and the American share about $12,300,000. If interest on investment 
were computed at 2% per cent, the total annual charges, including 
amortization in 40 years would average $18,000,000. The American share 
would total about $10,850,000. 


There is of course a possibility that the cost will be less than the 
maximum indicated, since there may well be a drop in construction 
costs during the next few years. 


Noting that for more than a decade, discussion of the St. 
Lawrence project had been in terms of a capacity of approxi- 
mately 25,000,000 tons, Secretary Harriman said his staff had 
had occasion to analyze the assumptions on the basis of which 
this capacity estimate was reached and had come to the con- 
clusion that the capacity of the seaway was likely to be far 
in excess of that figure. He then went into a detailed presen- 
tation of traffic capacity of the seaway, including revised ca- 
pacity estimates. He said the traffic figures he used did not 
constitute the results of detailed recent surveys but rather were 
the best judgment of the department experts. He added: 


They indicate, however, that even during the first years after com- 
pletion of the seaway, toll revenue will come close to meeting the 
$13,000,000 a year necessary to meet interest and maintenance. With 
the subsequent development of traffic they indicate that toll revenues 
will subsequently exceed all costs, including amortization, which would 
result in a great national asset eventually becoming available without 
cost to the taxpayer. 


Summarizing his figures, Secretary Harriman said bulk 
traffic on the seaway was likely to develop from a low of about 
12,000,000 tons to a maximum of between 30,000,000 and 40,- 
000,000 tons. He said that with tolls of $1.25 a ton on general 
merchandise and between 25 and 50 cents a ton on bulk traffic, 
the 12,000,000-ton figure would result in tolls from $3,000,000 
to $6,000,000 and the higher figure would produce toll fees of 
from $10,000,000 to $20,000,000. Ballast traffic, he said, would 
provide another $2,000,000 or $3,000,000. He said that includ- 
ing general merchandise, tolls revenues on the seaway would 
appear to be at least $10,000,000 shortly after completion of 
the project and that with the development of either iron ore 
or petroleum traffic and some increase in general merchandise 
traffic toll revenue might rise to $20,000,000 or even $30,000,000. 

With a return of some degree of normalcy in world trad- 
ing conditions, said Mr. Harriman, the department anticipated 
that water-borne dry cargo exports and imports would total 
at least 60,000,000 tons. He added: 


If prewar relationships are maintained, about one-third of this 
traffic would comprise bulk commodities handled in shipload lots. The 
remainder, or general merchandise traffic, would be in the neighborhood 
of 40,000,000 tons. Assuming that only 10 per cent of this traffic would 
move by the seaway, a very conservative assumption, about 4,000,000 
tons of traffic would materialize, representing $5,000,000 in tolls. 


Gen. Wheeler Sees Help to National Defense 


Lieut. Gen. R. A: Wheeler, chief of engineers of the Army, 
testifying on national defense aspects, referred to Undersecre- 
tary Royall’s summary of the Army’s position as being that 
the St. Lawrence project was not vital to national defense but 
would be helpful to national defense. 

“In my opinion,” said General Wheeler, “the large block 
of hydro-electric power that would be provided together with 
the 27-foot channel to the midcontinent area would definitely 
add to our manufacturing, shipping and shipbuilding potential. 
Therefore, I also consider that the project would be helpful to 
the national defense.” 


General Wheeler said the cost to complete the overail 
seaway and power project from Duluth to Montreal was now 
estimated at $674,707,000, of which $491,609,000 would be borne 
by the U. S. and the remaining $183,098,000 by Canada. He 
said the cost to complete the overall project of $674,707,000 
compared with $455,086,000 given in his testimony before the 
committee in 1946, the estimates present in 1946 having been 
prepared in an “era of changing price levels.” The 1946 esti- 
mates, he said, were predicated on 1939 costs for “works pri- 
marily for power” in the international section, with the re- 
mainder of the U. S. work on 1941 levels. 


The question of what income could be collected from tolls, 
said General Wheeler, could be solved only after determina- 
tion was made with respect to how much and what classification 
of tonnage would actually move on the proposed waterway. 
Frequently, when waterways came into operation, he continued, 
competing rates were reduced so that although savings in 
shipping costs did occur the traffic in some part did not actu- 
ally move by water. Whether such action would occur in this 
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case, he said, was not known. He said more than a one-year 
study would be required before the corps of engineers could 
render a definite finding as to whether the new deepwater 
navigation works could be made to “pay out” by the imposi- 
tion of tolls, and that such a study would appear to require 
definite authorization by Congress. 


Interior Official Supports Project 


William E. Warne, assistant commissioner of the bureau 
of reclamation, Department of the Interior, discussed the bear- 
ing the project would have on critical natural resources and its 
relation to national security. He said the seaway, by provid- 
ing an avenue for ocean traffic into the heart of the existing 
Great Lakes steel industry, no doubt would be of benefit to 
those companies that no longer would have access to adequate 
quantities of high grade ores from domestic sources. After 
reviewing the situation with respect to other natural resources 
and power, Mr. Warne said that to build the seaway project 
would be a boon to the national economy and a needed support 
to national security. 


Danielian Testifies 


N. R. Danielian, vice president of the National St. Law- 
rence Association, in a comprehensive presentation in favor 
of S. J. Res. 111, said, among other things, that the charging 
of tolls to meet the expenses of a major international water- 
way was an established precedent; had been successfully pur- 
sued in the case of the Suez and Panama Canals, and that 
there was no difference in principle or in fact between the 
proposed St. Lawrence canals, and the Suez and Panama. 
There was no economic difference, he said, between the pro- 
posed St. Lawrence canals and the Holland Tunnel, or the 
Westchester Parkway. Both, he said, provided transportation 
services made possible through expenditures of public funds 
for the convenience and profits of users. 

The principle of letting the user pay the cost of the St. 
Lawrence canals, he said, had received wide acceptance through- 
out the country, and acceptance of this principle by the pro- 
ponents, he added, eliminated the principal objection of the 
opponents. He said there would be sufficient tonnage of freight 
to justify construction of the seaway and to permit the charg- 
ing of reasonable tolls in amounts not too high to discourage 
traffic but high enough to bring in sufficient revenue, over 
a number of years, to pay all operating maintenance, replace- 
ment and interest ‘costs, “and over a long enough period, if it 
be determined the wise national policy, to recoup the original 
investment by means of a sinking fund. 

Mr. Danielian said the total cost of the seaway, even at 
prices 60 per cent over 1941, would be almost $425,000,000, 
including interest in the period of construction. Certainly, he 
said, the actual cost would be less than that figure. He added: 


On the basis of this high cost figure, it would require 16 to 20 
million dollars a year, depending on rate of interest and amortization 
to meet all expenses. It would be preferable to charge 2% per cent 
(present cost of money to U. S. Treasury is only 2.06 per cent), and 


to have a one-per-cent sinking fund, which at compound interest would 
retire the investment in 53 years. 


House Unit Chides M. C., Cuts 
Amounts Requested for 1948 


The House committee on appropriations, in its report on 
the independent offices appropriation bill for the fiscal year 
ending June 30, 1948, released June 13, subjected the Maritime 
Commission to censure for what the committee described as a 
“bad” budget presentation, a lack of knowledge of its commis- 
sioners and staff members as to operations of the agency, and 
an “astounding” record as to the upgrading of personnel in 
the Maritime Commission proper. 

“The commission’s budget presentation, bad as it is, appears 
from information available to the committee to be only typical 
pod a fiscal management within the commission,” the committee 
said. 
Though the committee reduced substantially the amounts 
for which the commission sought to obligate itself in the next 
fiscal year, out of the unexpended balance in its construction 
fund, for administrative expenses and for various other activi- 
ties, the committee increased by $2,850,000 the amount asked 
in the commission’s budget request for maritime training, an 
activity which, the committee learned: in its hearings on the 
bill, had been opposed by maritime labor unions in representa- 
tions to the Budget Bureau. 


Information Division “Out” 


One result of contemplated by the committee in its appli- 
cation of the economy “ax” to the commission, according to the 
committee report, would be the elimination in their entirety of 





. merchant marine act of 1936, wrote into the bill the following 
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the commission’s public information division and its “office of 
the historian.” The commission’s budget proposed allocation 
of $37,628 to the former and $30,651 to the latter. 

“No provision is made in the bill for the activities of the 
former War Shipping Administration which were merged with 
the Maritime Commission and which under present conditions 
will expire on June 30. 1947,” said the committee in its report. 
“Tt is understood that an estimate winding up the affairs of the 
War Shipping Administration has been submitted and that the 
liquidation program will go forward in the event legislation 
continuing the function is not enacted in the near future.” 

In the printed hearings on the bill was to be found testi- 
mony showing that as of May 12 there remained a total of 
about 2,000 W. S. A. employes, and that there were pending at 
the end of 1946 War Shipping Administration claims totaling 
6,946 in number and $321,256,000 in amount. Testimony and 
statistical tables presented by Maritime Commission witnesses 
covered 406 pages of the printed hearings. 

















“Policy of Confusion” Alleged 


The committee said it “worked under a decided handicap” 
in considering the appropriations requested for the Maritime 
Commission. 

“The justifications,” it said, “were submitted in great vol- 
ume but with no regard for convenience or clarity and with 
errors which were pointed out by the committee in its examina- 
tion. .... Repeated requests by the committee for justifications of 
brevity and clarity have resulted in no cooperation from the 
commission staff who apparently operate on the theory that the 
best results can be had through a policy of confusion and an 
oversupply of nonessential information that will place an undue 
burden on the committee. Hearings on the bill further dis- 
closed the lack of unity and agreement on the part of members 
of the commission and its staff as to the operations of the 
commission.” 

After stating that it had employed expert accountants to 
go into the commission’s records and reconstruct the whole 
budget, so as to supply “an intelligent analysis” of the com- 
mission’s requirements, the committee said: 

The work of these accountants developed a number of im- 
portant facts, notable among them being an item of $37,000,000 
anticipated receipts to the construction fund (from subsidy re- 
captures, including subsidies for 1947 and 1948) which had not 
been included in the budget presentation. There is no justifi- 
cation for any agency of the government submitting such in- 
volved and confused statements that the committee should be 
required to expend funds for the services of expert accountants 
actually to go into the records and develop basic data in pre- 
senting its material for consideration by the Congress. Every 
agency should consider it to be a first responsibility that its 
data be clear, concise, and accurate. The reverse process ap- 
pears to have been the policy of the Maritime Commission. The 
committee has adopted the only recourse it has under such 
circumstances, i. e., the rescission of all outstanding balances 
in the fund and transfer of receipts to the Treasury in order 
that the commission will be required to submit a direct estimate 
for the actual amount required in 1949 and subsequent fiscal 
years.” 

The committee, accordingly, in authorizing new “obliga- 
tions” of $129,517,281 for the fiscal year 1948 and “expenditures” 
of $207,100,000 out of the construction fund established by the 




































provision: 





Except as hereinbefore provided no obligation shall be incurred 
against such construction fund during the fiscal year 1948 and the ex- 
penditures from such fund during the fiscal year 1948 shall not exceed 
$207,100,000. 

The balance of such fund in addition to such amount of $207,100,000, 
as of June 30, 1947, shall be carried to the surplus fund and covered 
into the Treasury. All receipts which otherwise would be deposited to 
the credit of such construction fund during the fiscal year 1948 shall 
be covered into the Treasury as miscellaneous receipts. 


Operating Subsidies and Profits 


Having received testimony from Maritime Commission 
members to the effect that the operating differential subsidies 
which the commission had reinstituted on January 1 of this 
year, in cases where ship lines had subsidy contract prior t0 
the World War II years in which no subsidies were paid, were 
going to operators who had made substantial profits in 1946 
without any subsidy, the committee advised the commission t0 
reopen the subsidy contracts now in effect “with a view to 
determining whether or not any subsidy is properly payable 
to operators earning substantial profits.” 

“The committee believes that it is exceedingly doubtful 
whether any payment will prove to be justified,” the report 
continued. “It is the hope of the committee that it will be 
found unnecessary to pay any operating subsidies at all in 1948. 
However, in the event that it should be “necessary to meet 
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competition of foreign-flag ships” .. . the committee has allowed 
$10,000,000 for that purpose.” 

In the hearings, William U. Kirsch, director of the com- 
mission’s budget division, estimated that the operating differ- 
ential subsidies for which the -commission would be obligated 
for the first six months of 1947 (the last six months of the 
fiscal year 1947) would total $12,611,299, for a total of 522 
sailings. It was brought out that the commission was asking 
for “obligation authority” of $20,000,000 for such subsidies in 
fiscal 1948, with the expectation of spending about $16,000,000 
for that purpose in that year. 


Allowances to Ship Purchasers 


The House committee proposed that the commission be 
empowered, in its sale of war-built ships under the ship sales 
act, to make specific allowances to purchasers of such ships for 
the purpose of “putting in class” the ships and of covering any 
other proper reconversion expenses. Under existing law, the 
commission is required to “reconvert” ships that may have been 
used as auxiliary military vessels in the war so as to make 
them meet certain standards for commercial vessels and to pay 
the cost of such reconversion, before offering them for sale. 

After stating that by its proposal, which it would effectuate 
by inclusion of legislative authority therefor in the bill, would 
bring about a reduction of $49,900,000 in the funds requested 
by the commission, the committee said: 


The committee believes not only that alterations of this nature can 
be better made under the supervision of those who will thereafter 
operate the vessels but also that in thus relieving the commission of 
the detail of administration of such work, the matter of bringing the 
accounting status of the finance department to a more efficient one will 
also be expedited. The committee is very much concerned with the 
extraordinarily unsatisfactory state of affairs in that department as 
revealed by the audits of the General Accounting Office. It is mindful 
of the fact that by reason of this status the commission cannot but be 
greatly handicapped through the lack of a really effective accounting 
control over its various operations. 


Upgrading of M. C. Personnel 


In its discussion of upgrading of Maritime Commission per- 
sonnel, the committee said that it had called on the commission 
to submit a list showing all employes who had been promoted 
or reallocated two or more grades during the period from July 
1, 1940, to March 31, 1947. 


“Much difficulty ensued in securing information on this 
subject,” it said, “but after several requests and much discus- 
sion with Maritime Commission officials the committee was 
advised that approximately 1,400 persons were in the group 
receiving two or more increases in grades. Three thousand, 
five hundred and twenty-nine employes were on the roll as of 
March 1, 1947. The figures above set forth speak for them- 
selves. Numerous instances are cited in the data submitted by 
the commission where excessive upgradings have occurred and 
where employes who were receiving from $2,000 to $3,200 in 
1940 or subsequent thereto are now receiving $8,000, $9,000 or 
more per annum. The committee is of the opinion that a 
revision downward of salaries is one of the first steps the 
commission should take to put its house in order.” 


Taking up discussion of its action on items under the 
heading of “new obligations” for fiscal year 1948, the commit- 
tee said it had reduced the item for administrative expenses 
from the $10,140,000 asked to $7,393,226, a cut of $2,746,774, 
and that this called for complete elimination of the public 
information division and the “office of the historian.” The 
committee said it believed those activities ‘can well be dis- 
pensed with in the effort to retrench from the exceedingly 
high expenditures of the past.’’ It said it made cuts of 50 per 
cent in the amounts for district directors ($59,948) and Reserve 
Fleet Division ($118,429); a cut of $125,000 in the research 
division item; a reduction of $1,500,000 in the finance depart- 
ment item, and a slash of $117,514 in the amount of $352,542 
asked for the legal department—all among ‘administrative 
expense, personal service’ items. The entire amount of ad- 
ministrative expense—personal service and other—had been 
reduced by it from $11,286,500 to $8,268,101, or by $3,018,399, 
the committee said. 


Money for Ship Construction 


With respect to new ship construction and betterments, the 
committee said that, aside from the amounts previously ap- 
proved for the fiscal year 1947, namely, $84,000,000 for vessel 
construction and $5,000,000 for betterments to vessels, there had 
been included in the bill $10,000,000 for further betterments. 
_ As to the item of reserve fleet expense, the committee said 
it reduced the requested amount for laying-up expense of the 
reserve fleets from $15,000,000 to $10,000,000. 

“Since the division’s estimate of vessels to be serviced .. . 
has been decidedly reduced by reason of the unexpectedly 
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heavy sales demand for vessels, some proportionate reduction 


in the amount was certainly in order,” said the committee. 

The committee said it has taken no action with regard to 
the item of adjustment of sales price of vessels sold prior to 
the ship sales act of 1946, whose sales price was made subject 
to rebate by that act. This item was $3,000,000. It said it had 
reduced the requested item for miscellaneous expense, $1,000,000, 
to $500,000. 

Maritime Training 


Concerning the committee’s action on the maritime train- 
ing fund request, the report contained the following: 


The bill includes $8,320,000 for the operation of certain schools in 
connection with the training of personnel to serve in the United States. 
. .. The committee has approved funds requested in the budget amount- 
ing to $5,470,000 and has added thereto $2,850,000 to provide for the 
continuation of the schools at Alameda, Calif., Pass Christian, Miss., 
and St. Petersburg, Fla., which are presently being operated. ... The 
St. Petersburg school trains unlicensed personnel, it being estimated 
that 1,000 can be trained in the ensuing year with the $1,500,000 pro- 
vided herein for this school. . . . The bill contains $450,000 for state 
marine schools, as provided in the budget, including $200,000 for 
maintenance and repair of vessels. The schools are located in the states 
of California, Maine, Massachusetts, New York, and Pennsylvania. 


Vice Admiral Smith, chairman of the commission, said in 
testimony before the committee that the commission could 
see a return to the federal treasury of about $1,200,000,000 
from the sale of war-built ships. 

Commissioner Mellen said that as of April 1 the aggregate 
American ship tonnage was 47,447,000 tons, while the aggregate 
foreign tonnage was 54,132,000 tons. 


Size of U. S. “Overseas” Fleet 


“As of today,” he said, “we have on the high seas in 
operation under the American flag about 26,000,000 tons... 
which is about 8% times, in terms of tonnage, the number of 
ships we had in overseas service in 1939.” 

It was estimated by commission spokesmen that a total 
of 2,300 ships would be in the commission’s reserve fleet on 
July 1, 1948. The committee was told that as of April 1 this 
year the commission had 734 ships under general-agency agree- 
ments, comprising 471 dry.cargo ships, 245 tankers, and 18 
troop ships. 

Ship Sales and Attorney Fees 


Under questioning, Wade Skinner, of the commission’s legal 
department, said that “Mr. Radner, formerly the general coun- 
sel of the War Shipping Administration,” was a lawyer “asso- 
ciated in” the purchase by the Netherlands government of a 
number of the Maritime Commission’s ships. He said he had 
heard that the attorney fees in the Netherlands transactions 
amounted to “anywhere from $500 to $1,000 per ship.” Rep- 
resentative Phillips said the transaction involved 71 ships and 
concluded that the attorney’s fees in the Netherlands deal 
totaled $71,000. Mr. Skinner said he had mentioned the fee 
of $1,000 a.ship “as a rumor” and that he did not believe that 
$71,000 was the fee in the transaction in question. 

Admiral Smith said any government and any non-citizen 
— come to the Maritime Commission and did not need a 
awyer. 


Marshall, Clayton and Others Ask 
Continuance of M. C. Authority 


Testimony in favor of continuation of the Maritime Com- 
mission’s authority to operate ships under general agency 
agreements beyond June 30, and of its sales and charter au- 
thority beyond December 31, was heard as the Weichel sub- 
committee of the House merchant marine and fisheries com- 
mittee resumed hearings on the ship sales act (see Traffic 
World, June 14, p. 1898). Among those asking for continuance 
of the authority were Secretary of State Marshall, Under Sec- 
retary Clayton, and Brigadier General Yount, of the Army 
transportation corps. 


Secretary Marshall said it was inconsistent for the United 
States to support programs for direct aid and financial assist- 
ance to foreign countries and then to “tie our hands” by lack 
of authority to use available shipping resources. 

; “When we make ships available either for sale or for use 
in foreign economic programs,” he said, “we are saving the 
taxpayers’ money by making most effective use of funds ap- 
propriated for such programs. Any limitation placed upon the 
availability of tonnage for world needs will only result in 
hampering the government’s efforts, to say nothing of possible 
serious consequences to shippers.” 

_ The Secretary said the most urgent phase of the shipping 
situation was the extension of the Maritime Commission’s oper- 
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ating authority in order to permit uninterrupted operation of 
tankers to avert a serious world-wide petroleum crisis. It was 
equally important, he said, for the commission to have author- 
ity either to charter or operate dry-cargo vessels for a con- 
siderable period to meet the requirements of emergency pro- 
grams, involving particularly the movement of coal and grain 
to Europe. 


Clayton Comments on. Tankers 


Under Secretary Clayton, elaborating on and supporting 
Secretary Marshall’s requests, said that at present U. S. gov- 
ernment-owned tankers constituted a quarter of the tanker 
tonnage in operation throughout the world. 

“Expeditious action by the Maritime Commission in the 
consummation of sales of tankers foreign,” he said, ‘‘would 
greatly decrease the number of government-owned tankers in 
operation during the next few months. As the tankers under 
construction abroad are delivered, the operation of government- 
owned vessels can also be proportionately curtailed.” 

Mr. Clayton said extension of M. C. authority to operate 
ships under general agency agreements beyond June 30, was 
essential in order to avoid an abrupt cessation of passenger 
services in the midst of the heaviest traffic season, without any 
means of substituting other services. He also said: 


The need for extension of Maritime Commission authority to oper- 
ate dry-cargo vessels beyond June 30, is not particularly urgent, not so 
urgent as tanker service, so long as the authority to charter or sell 
vessels is continued beyond December 31, 1947. Most of the chartered 
dry-cargo vessels are employed in the coal or grain trade, principally 
to Europe. This is a most vital and essential program and under no 
circumstances should it be interrupted. It is, furthermore, an emergency 
program of limited duration and one which will diminish at a rapid 
rate when European reconstruction becomes firmly established. 


Mr. Clayton took exception to use of the word “relief” to 
describe the foreign shipping program under discussion. He 
said very little of this traffic was relief traffic in the sense that 
it embraced U. N. R. R. A. shipments or similar shipments. 
These shipments, he said, were mostly paid for by the recipient 
countries. 

Replying to a question put by Representative Jackson, of 
Washington, Mr. Clayton said there had been no decision on a 
policy regarding whether German or Japanese crews were to 
be used in carrying supplies to those countries, but that the 
War Department was studying the question. 

“T think the question is a fairly simple one, and that is 
whether Congress should appropriate money to pay our people 
to .do for the Germans what the Germans could do for them- 
selves,” he said, adding that on such a basis he did not favor 
the policy. 

Brigadier General Paul F. Yount said he appeared to pre- 
sent the army’s views with respect to the several proposed 
amendments to the merchant ship sales act of 1946 and other 
legislation recommended by the Maritime Commission. The 
army’s interest in the amendments, he said, was based on an 
urgent need for continuing the utilization of merchant ship- 
ping for the transportation of army materials and equipment, 
and for continuing the shipment of food and other supplies to 
relieve an increasingly unfavorable situation in countries occu- 
pied by U. S. troops. 


Says Army Uses 119 Dry-Cargo Ships 


General Yount said, the army at present had exclusive use 
under charter arrangements of 119 dry-cargo ships operated 
by commercial operators and obtained by them under charter 
from the Maritime Commission. These, he said, were in addi- 
tion to the fleet of Army transports and ships hired under other 
conditions. He said that in addition to its dry-cargo shipments 
the army, in the fiscal year 1947, would have shipped 17 mil- 
lion barrels of bulk petroleum products for maintenance of 
army overseas activities. 

Chairman Weichel asked General Yount if he was recom- 
mending that government-owned property be turned over to 
private persons so another branch of the government (Maritime 
Commission) could charter the same government property. 
General Yount said “Yes.” 

General Yount urged extension of The M. C.’s chartering 
authority to June 30, 1949, “in order to insure a continuity 
to our ability to lay down these cargoes.” He also asked for 
extension of general agency authority. 


On questioning by Representative Jackson and others, Gen- 
eral Yount brought out that more than 2,500 officers in the 
Army Transportation Corps were engaged in maritime work. 
Representative Bradley, of California, said these figures were 
the “perfect answer” to the reason why he maintained the gov- 
ernment should keep out of business. as much as possible. 
Representative Jackson said it looked as though the Army 
were operating with a lot more personnel than a private oper- 
ator would be operating with. 

Colonel Thomas S. Lowry, of the Army, said that in the 
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case of bulk cargoes like grain, coal and ore, the rates paid by 
the army ran from $1 to $3.50 under the prevailing market and 
that the charter market was “all in supply and demand.” He 
said the army obtained lower rates because, over a period 
of time, in volume, it could offer consecutive voyages to various 













































































commercial operators whereas a normal commercial shipper Rep 
could offer one trip across the ocean. a Bee 
“Cold Homes” and Closed Factories pep hens 
Max W. Ball, director of the Interior Department’s 9jj | the Con 
and gas division, said the United States today was consuming } Bureau 
petroleum products at a greater rate than the entire world § Office 0 
had before the war; that this country was now consuming such | 0" June 
products at a rate greater than was reached at the height | Job tha 
of the war; and that consumption continued to rise. He saig | P2yers- 
that if between 236 and some 270 tankers now being operated He 
under agency arrangement by the M. C. were withdrawn from 1? and 
the service this summer the United States would have “colq§ A long 
homes” next winter and would have to shut down plants and} sequent 
industries. of the . 
“You cannot take a million barrels a day suddenly out of | Pets ,°F 
the world transportation system and not create hardship and As 
havoc in the United States and the rest of the world.” Pennsy. 
With reference to Mr. Ball’s testimony regarding cola | #2 Whic 
homes next winter and shut-down factories, Chairman Weichel } % Til" 
said it seemed to be contrary to that of other qualified wit- } ST hel 
nesses who maintained that the need was for foreign trans- for fre 
portation of oil and that tankers should be sold for foreign ras 
flag operations. He said that “If everyone else is wrong we made s 
had better start over from here.” Mr. Ball said he did not gate th 
think he was at variance with the remainder of the industry. & quesi 
_Earlier Chairman Weichel questioned Admiral W. W ability 
Smith, chairman of the Maritime Commission, and other M. C stated 
officials, with respect to fleet chartering as opposed to general date a 
agency agreements. Admiral Smith said the M. C., in the last agen 
few weeks or since the beginning of the subcommittee hearings, | 2 the 
had decided to enter into fleet charters. It had been testified the i 
that under general agency agreements providing for the oper- T 
ation of ships by steamship companies as agents for the Mari- Wheth 
time Commission, the commission had lost money. there 1 
: railroa 
Losses Under Chartering crop a 
Admiral Smith said that in the intercoastal trade, for an § ‘ailroa 
average of 189 voyages, a single ship making a voyage of 85 § Shorta 
days, showed a loss of $43,153 under general agency agree. § contri 
ments. He said assured income from basic charter hire for the § C¢rtalr 
same voyage would be, for a Liberty ship, $7,900 a month; for § 8°Vern 
a Victory ship No. 2, $12,237, and for a Victory No. 3 it would ¥. 
be $13,312 a month. ary if 
Chairman Weichel said that in view of out-of-pocket losses § is to d 
of more than $500,000 a month in the intercoastal trade, it was lation 
not likely that anyone would charter a ship for use between § 2 COUr 
New York and San Francisco in the intercoastal trade because J humar 
he could not make money. Admiral Smith agreed. ra 
Admiral Smith said that in the Atlantic and Gulf coastwise J cently 
service on a 35-day voyage, M. C. figures showed that for an § throug 
average of 51 voyages there would be a loss of $23,063 a ship § ing or 
over a six-month period under general agency agreements and § consid 
that the basic charter hire income would be the same as in the 
intercoastal trade as aforementioned. In the Pacific coastwise 
trade, he said, for a 34-day voyage, figures for an average of R 
94 voyages showed a loss of $14,251 under general agency § numb 
agreements as against what would have been earned under § years 
basic charter hire. owner 
. Chairman Weichel called Donald S. Morrison, vice-presi- § 1920 t 
dent of the American-Hawaiian Steamship Co., New York, to} War | 
clear up certain points in connection with prior testimony he J the m 
had given. Boarc 
Mr. Morrison said, among other things, that the fleet J 82 pe 
charter gave one operator an advantage over the other which § he sai 
was unfair and unsound and did not promote the development § idly 2 
of a sound merchant marine. mach 
“We have no objection to chartering,” said Mr. Morrison § provi: 
“If the companies are willing to use their own money in this servic 
trade we will stand with any of them. But we do not like to I 
be run out of business with government money.” relief 
Chairman Weichel asked Commissioner Mellen, of the existi 
M. C., if, when the government had 80 per cent of the cargo ; 
going overseas and it was carrying its own cargo on its ow! th = 
ships, that was the government competing for private business on 
with private operators. Rowen 
Commissioner Mellen said he was in favor of private enter- J ¢nact 
prise operating ships handling any kind of cargo whether it was § S¥ch 
government cargo or private cargo. He said that even if today ,! 
this country could operate general agency ships overseas and -_ 
make two, three, and four times as much money as the Mati- 
time Commission would actually receive in the net revenUe | per ,; 
from chartered ships, he would still be opposed to general its o 
agency operations because it meant the government was in the too | 





shipping business in competition with private enterprise. 
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June 21, 1947 


Railroads and Shippers Oppose 
Lemke Car Service Bill 


Representative Lemke, of North Dakota, testifying before 
a House interstate and foreign subcommittee on June 17 in 
advocacy of his bill, H..R. 3140, to provide for establishment of 
a Bureau of Service in the Commissiin, by law rather than by 
the Commission’s own administrative action, suggested that the 
Bureau of Service could take over the present functions of the 
Office of Defense Transportation if the O. D. T. ceased to exist 
on June 30 and said he believed the bureau could do a better 
job than the O. D. T. had done, at much less expense to the tax- 

ayers. ; 
P He was the only witness heard by the subcommittee June 
17 and the only proponent of the bill scheduled to be heard. 
A long list of opposition witnesses scheduled to testify in sub- 
sequent hearings included names of railroad executives, officials 
of the Association of American Railroads, spokesmen for ship- 
pers’ organizations, and spokesmen for car builders. 

As the June 17 hearing began, Representative Gillette, of 
Pennsylvania, chairman of the subcommittee, read a statement 
in which he referred to an agreement reached in a conference 
of railroad officials, steel company representatives and car build- 
ers, held February 25, for an increase in the allocation of steel 
for freight car construction. Chairman Gillette said his sub- 
committee intended to ascertain how much progress had been 
made since that time in the freight car situation and to investi- 
gate the outlook for the future. He said there was undoubtedly 
a question directly before the railroads at this time as to their 
ability satisfactorily to handle the oncoming grain crops. He 
stated that his subcommittee in its hearings hoped to bring up to 
date the history and status of:.(1) the ownership of rail freight 
cars in the country as a whole; (2) the distribution of such cars 
in the country as a whole, and (3) the building of such cars, in 
the country as a whole. 

“The main purpose, however,” he said, “is to decide: (1) 
Whether legislation will get us more cars; (2) to find out if 
there is any other way to get more cars; (3) to find out if the 
railroad industry is doing its share to handle the bumper grain 
crop and other unusually heavy post-war traffic; (4) whether 
railroad cars are used as warehouses; (5) whether any other 
shortages, such as elevator and storage space generally, are 
contributing to the conditions being complained of, and (6) as- 
certain how much this bill (H. R. 3140) would cost the federal 
government. 

“The question of ‘distribution’ would, of course, be second- 
ary if there were enough cars. The next question, therefore, 
is to decide whether legislation will help—it may well be legis- 
lation would be harmful; it may be that the present system, in 
a country as large as the United States, is as nearly perfect as 
humans can devise. It is our purpose to find out. 

“The anti-trust division of the Department of Justice re- 
cently alleged conspiracy on the part of certain car builders 
throughout the country. Whether this allegation has any bear- 
ing on the problem here under discussion, must also be given 
consideration. .. .” 


Reduction In Car Ownership 


Representative Lemke, after discussing the decline in the 
number of serviceable freight cars that had taken place in the 
years since 1925, and after having stated that the freight car 
ownership of the New Haven had been reduced from 35,000 in 
1920 to about 7,000 at the present time, contended that in World 
War II the railroads did not build freight equipment equal to 
the material allocations they received from the War Production 
Board. He said that 28 of the nation’s Class I railroads owned 
82 per cent of the total of cars owned by such roads. His bill, 
he said, was designed to see that measures were taken as rap- 
idly as possible to correct freight car shortages and to provide 
machinery for implementing and supplementing the existing 
provisions of the interstate commerce act with respect to car 
service. 

_ He amended a provision of his bill relating to federal tax 
relief for railroad companies that added new cars to their 
existing supply, making that provision read as follows: 


Each common carrier by railroad subject to this part (part I of 
the act) shall be entitled to a credit (in addition to other credits 
allowed by law, against the tax imposed by Chapter I of the Internal 
Revenue Code, for any taxable year beginning after the date of the 
enactment of this section, in an amount equal to the amount spent by 
Such carrier for new freight equipment in such taxable year, except 


that such credit shall not exceed 30 per centum of the tax for such 
taxable year. 


Representative Lemke said he was not insisting on the “30 
per cent” provision and suggested that the committee exercise 
its own judgment as to whether that proposed tax credit was 
too high or too low. He agreed with Representative Hale, of 
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Maine, that the provision was “a novel idea” for application to 
railroads, and that it resembled somewhat the construction 
subsidy provision of the merchant marine act of 1936, but he 
maintained that it was designed to encourage freight car con- 
struction. When a question was raised by Representative Lea, 
of California, as to whether this “subsidy” should be made 
available to railroads not in financial trouble, Mr. Lemke said 
he thought the committee might amend the bill to make this 
provision apply only to railroads in financial difficulties, if it 
so desired. 

Since the existing Bureau of Service in the Commission 
had been set up administratively by the Commission itself, it 
could be abolished by the*Commission “overnight,” said Mr. 
Lemke. He explained that his idea was to grant a legal status 
and specific powers to the bureau as provided in his bill, and 
that the bureau he proposed would be “semi-independent,” and 
‘neither completely autonomous, nor completely obedient to 
the Commission.” He said that car service was an operating, 
and not a quasi-judicial problem, and that the functions of the 
Commission were primarily quasi-judicial. 


Provisions of Bill 


Representative Lemke pointed to provisions of his bill set- 
ting up standards to be observed by the proposed bureau and 
prescribing its duties, including, among the latter, a require- 
ment that the bureau obtain weekly reports on car supply and 
related data from the carriers, semi-monthly reports on cars 
and locomotives awaiting repairs, and monthly reports on sys- 
tem cars on order, installed, and retired, by types of equip- 
ment. He emphasized a requirement that the bureau arrange 
for “a just and reasonable supply and distribution of cars for 
each person.” He placed in the hearing record a tabulation as 
to age of freight cars of U. S. Class I railroads as of January 1, 
1946, showing that on that date 333,536 cars, or 18 per cent of 
the total, were over 30 years old, about 13.7 per cent were 26 
to 30 years old, and about 13 per cent were from one to five 
years old. 

Representative Carson, of Ohio, a subcommittee member, 
remarked that “we can’t get more cars until we get more 
steel” and cited statistics showing that in the first three months 
of 1947 loadings in the west totaled 3,666,000 cars, nearly 25 
per cent more than the corresponding figure for the first three 
months of 1946. He said he felt that if the railroads were let 
alone and were permitted to handle their own affairs they 
could do a better job than they could do with the imposition 
of additional regulation. 

Mr. Lemke said he thought the O. D. T. had been “very 
efficiently and ably handled” and added that “at least, they 
made sincere efforts to do something.” Asked how he would 
improve the steel supply situation, he said that “when we stop 
supplying the whole world, we will have enough for ourselves.” 
To a question by Representative Lea, of California, whether he 
would favor allocation of steel by the federal government, Mr. 
Lemke’s answer was, “No—we have had enough allocation.” 


Costs Discussed 


The cost to the federal government of the Bureau of Service 
and of the “subsidy” system proposed to be established by the 
Lemke bill were discussed by Chairman Gillette and Repre- 
sentative Lemke at the beginning of the June 18 hearing. Chair- 
man Gillette cited an estimate that the bureau staff which the 
bill would set up, plus the tax loss to the government through 
the granting of tax credit for the construction of new freight 
cars by railroads, would mean a total cost of about $76,178,000 
annually to the government. 

Vance N. Kirby, of the Treasury Department, opposed the 
tax credit provision of the Lemke bill, saying that it was not 
proper to use the income tax provisions of the Internal Revenue 
Code to subsidize railroads and that it amounted to the substi- 
tution of the government for the railroads in the payment of the 
cost of new freight equipment. 

Warren C. Kendall, chairman of the A: A. R. car service 
division, said that the Lemke bill, in effect, would transfer from 
private management to bureaucratic control the essential op- 
erating functions of the railroad industry having to do with car 
distribution. He maintained that the existing system of car 
supply and distribution as it related to the railroads themselves 
and to patrons of the rail industry was “equitable, to the limits 
of practicability; simple, flexible and economical in operation, 
and efficient in the overall results attained.” He reiterated his 
view that the only lasting cure for the car shortage was an 
increase in the freight car supply. 


Faricy Sees G. O. Threat 
William T. Faricy, president of the A. A. R., said enactment 
of the Lemke bill would in effect amount to “renunciation of pri- 
vate operation of the railroads.” He said there had not been 
discriminations in car distribution as between shippers or sec- 
tions of the country. He maintained that the extent of the 
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Speeds shipments over 


the Burlington between Chicago and Denver 
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@ Every day, this mighty Burlington freight train rolls out of Chicago 


headed for Denver and connections with a widely-varied and highly- 
important load. 


Burlington folks call it “the CD’’—railroad shorthand for the ‘‘Chicago- 
Denver hot-shot freight.’’ To hundreds of traffic men it is typical of Burling- 


ton freight service—speedy, dependable transportation between two great 
cities served by the Burlington. 


But the CD’s importance extends far beyond the territory served by 
this railroad. Receiving loaded cars at Chicago from Eastern and Southern 
roads, it delivers to other railroads at Denver for. Pacific Coast destinations 
and intermediate points. The convenient, economical service provided by the 
CD is one of many factors which have made the Burlington ‘‘an essential link 


in transcontinental transportation.’ Equally efficient freight service is fur- 
nished eastbound from Denver as well. 


The Burlington has always been a leader in dieselization ... and most 
of this railroad’s freight trains are now diesel-powered. These mighty engines 


help the Burlington serve shippers better . . . making smoother starts and 
stops and affording faster schedules. 
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Four fast freights daily 
between Chicago and Denver 


Pie eee ee ye 
Every day and every night, diesel-powered 
Burlington hot-shot freight trains leave 
Chicago for Denver—and Denver for 
Chicago. They are scheduled as care- 
fully as any fine passenger trains, to 
provide the most efficient service possible. 


BURLINGTON LINES 


Chicago, Burlington & Quincy Railroad 
Colorado and Southern Railway 
Fort Worth and Denver City Railway 
The Wichita Valley Railway 
Burlington-Rock Island Railroad 


Everywhere Weil 


AN ESSENTIAL LINK IN TRANSCONTINENTAL TRANSPORTATION 
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car shortage had been “greatly exaggerated” and that the short- 
age was “only a transitory phase of the return from the condi- 
tions of war to the conditions of peace.” He added that ac- 


quisition of more cars was the “sure and lasting” remedy for 
the situation. 


“With all the emphasis at my command,” he said, “I say 
to you gentlemen that any charge or insinuation of eastern dom- 
ination or Wall Street domination or any other kind of domina- 
tion of the As_vcciation (of American Railroads), or its car 
service division, or of me, except as expressed in the majority 
vote of our board of directors, of which I am one, is without 
the slightest foundation in fact.” 


He said the Lemke bill would be a direct and major step 


in ry direction of outright government operation of the rail- 
roads. 


No Legislative Car Shortage Cure 


J. M. Symes, vice-president-operation, Pennsylvania Rail- 
road, in opposing the Lemke bill, said car shortage could not 
be cured by legislation but by providing adequate materials for 
the construction of additional new freight cars, and by permit- 
ting the railroad industry to continue the function of manage- 
ment in the distribution of equipment. The Lemke bill, if 
enacted, said Mr. Symes, would bring “chaos and a complete 


ee in.our car supply and distribution.” Continuing, he 
said: 


There are those, the uninformed who would take away from railroad 
management and through congressional action take the responsibility 
of railroad management away from the railroads, and through Congress 
make mandatory through a government agency the present responsi- 
bility of railroad management the handling and distribution of freight 
ears. If this is done, it would take away from the railroads their 
present right of the use and distribution of their freight cars which 
they built and own for the purpose of meeting the needs of the shippers 


on their lines. If this is done, it is the beginning of the end of private 
operation of the railroads. 


Mr. Symes said there was a car shortage but the situation 
was improving from day to day, and added: 


The cause is not a secret. There are simply not enough cars to 
meet the demand. Our efforts now should be directed to provide 
quickly for materials of all kinds for the cars now on order, and for 
others that will be ordered, so that they can be placed in service at 
the earliest possible date. Necessary materials should be made available 
for the prompt repair to existing cars so that they can be kept in active 
transportation service to the fullest possible extent. 


It is my honest opinion that the car service division of the Asso- 
ciation of American Railroads with the support it requires and will 
obtain from the railroads, the shippers, and government agencies, plus 
earliest possible delivery of new cars now on order, and necessary mate- 
rials for prompt repairs to existing cars, will overcome this shortage 
in the quickest possible time. I will, however, not make that prediction 


if an attempt is made to legislate the railroads out of a car shortage. 
It simply won't work. 


Mr. Symes said his only criticism of the Association of 
American Railroads had been directed ‘‘to its over-enthusiasm 
to help the West and the expense it has put on the Pennsyl- 
vania Railroad in connection with the inequitable movement of 
empty box and refrigerator cars from the east to the west.” 
The Pennsylvania Railroad in 1946 delivered 11,000 more empty 
box cars to western roads than it received from those roads and 


from January 1 to June 8, 1947, this excess was 9,792 box cars, 
said he, adding: 


Those empty cars moved through the industrial east where there 
were serious shortages and where western loading was available. I 
know that the out-of-pocket cost of this unbalanced movement to the 
Pennsylvania amounted to millions of dollars in operating expenses, 
not taking into account the tremendous revenue loss from freight avail- 
able for movement in those cars. I also know that by reason of those 
heavy empty box car movements through the Chicago gateway, con- 
gestion and delay resulted in interchange movements of all cars—both 
ways—and that the accompanying delays could very possible have been 
the equivalent of time required to load them in the east and get them 
started on their way to the west. This is not criticism of the car 
service division but illustrative of their over-enthusiasm to help the 
west. It has been the east’s contribution to the west. 

It was done by the Car Service Division and Interstate Commerce 
Commission to help the west and, instead of being thanked for their 
efforts, they have been criticized, principally by the uninformed who 


evidently did not know the overall transportation picture of the 
country. 


Mr. Symes said that as a matter of fact, freight car short- 
age in eastern and southern territory at various periods in the 
first five months of 1947 has been greater than in the western 
districts. The Pennsylvania Railroad, he said, has continuously 
had serious box car, coal car and gondola shortages, the peak 
having been reached in March this year. Based on its total 
ownership of freight cars on line as of the first of the month, 
the Pennsylvania Railroad, he said, has not reached 100 per 
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cent of its total freight cars on line since 1940, and right now is 
under 95 per cent, notwithstanding a car shortage. 


A. A. R. Basis Just, Says Lynch 


P. J. Lynch, vice-president-operation, Union Pacific Rail- 
road, in a statement filed with the committee opposing the 
Lemke bill, said that a just and reasonable basis for car supply 
and distribution had for many years and did now exist through 
the medium of the A. A. R. car service division, working in 
close harmony with the I. C. C. and the O. D. T. Enactment 
of the bill, said he, would unduly and unnecessarily increase 
the expenses of the federal government with consequent ad- 
verse effect on taxpayers without corresponding or offsetting 
advantages for the benefit of the shipping public, taxpayers or 
public at large, and would not result in increased availability 
of freight car equipment. In the place of experienced railroad 
personnel, he said the bill would substitute a federal bureau 
“staffed with untrained and inexperienced personnel to handle 
freight car distribution.” 


Trucks Asks Exemption 


Roland Rice, general counsel of the American Trucking 
Associations, Inc., opposed inclusion of motor carriers within 
the terms of the bill. Stating that he made no comment on 
the advisability of enacting additional legislation for the cor- 
rection of rail car shortages, and that those most directly con- 
cerned were better equipped than he to discuss the problem, 
he said he saw no good to be gained by the imposition of the 
proposed regulation of motor trucks. Fundamentally, he said, 
the problem involved was related to mass transportation of 
relatively heavy commodities and much of the complaint about 
shortages revolved around movement of grain. Inclusion of 
motor carriers in the proposed regulation, said he, could not 
possibly produce the results apparently needed for the correc- 
tion of the problem to be solved. 

E. S. Gubernator, representing the Atlantic States Ship- 
pers’ Advisory Board, and C. J. Goodyear, speaking for the 
traffic committee of the Anthracite Institute, opposed the bill. 
Mr. Gubernator opposed granting any additional power to the 
I. C. C. with respect to car service and any legislation calcu- 


lated to interfere with railroad management in the matter of 
car service. 


Funds Provided for House Unit 
Study of Postal Service Costs 


By adoption of a resolution (H. Res. 177), the House has 
provided an amount “not to exceed $25,000” for the carrying 
out by the House committee on post office and civil service of 
an investigation of management of the business of the Post 
Office Department, with the objective of uncovering oppor- 
tunities for savings in the operation of that department. The 
investigation was authorized by the House earlier, by adoption 
of H. Res. 176. 

In discussion of H. Res. 176 in the House, Representative 
Brown, of Ohio, said that the Post Office Department had been 
operating with “a deficit somewhere near $300,000,000 for the 
last year’s operation” and that “if the deficit cannot be entirely 
eliminated, certainly it would be wise for us to reduce it as 
much as possible, so that we need not increase postal rates any 
more than may be absolutely necessary.” 

Chairman Rees, of the House post office and civil service 
committee, said that a bill reported by his committee provided 
for increased postal rates so as to raise about $110,000,000 addi- 
tional revenue. He said that most of the $300,000,000 deficit 
came about “‘by reason of the increases in salaries approved by 
this Congress within the last two years.” 

“T am convinced, however,” he said, “that the Post Office 
Department can, and should be, managed in a real businesslike 
manner, and millions of dollars saved to the taxpayers of this 
country. I feel a careful study, survey and investigation will 
reveal many places where economies can be made, and better 
service rendered to the public. . . . I want to call your attention 
to the fact that 78.11 per cent of all Post Office Department 
expenditures goes for personnel; 70 per cent of that personnel 
is employed in 256 of the 42,000 post offices in this country. 
It is with respect to these 256 post offices that we are to give 
most consideration to this phase of the problem.” 

Representative Arends, of Illinois, said that the Post Office 
Department’s methods of accounting and “the practice of 
creating jobs for political henchmen must be cleaned up and 
the whole operation put on the basis of efficiency first.” 


Chicago A. of C. Wants Probe First 
The board of directors of the Chicago Association of Com- 
merce has written all members of Congress from Illinois, urg- 
ing passage of H.R. 176, a bill providing for an investigation 
into the efficiency of the operations of the Post Office Depart- 
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' 
| 
Here’s a fellow who really knows truck engines. Official of | 
an important motor freight line before the war, he spent 35 
months overseas in command of a GMC-equipped mobile 
aircraft salvage unit. Today he is Superintendent of Mainte- 

nance for the Salt Lake Transfer Company. 


; let us down,” Sims declares, “and I can say the same for 

the GMC commercial models we’re using today. We have 
some pretty tough hauling in the inter-mountain region and 
the records show that GMC engines are most economical 
and reliable, requiring minimum maintenance.” 


“Those GMC military trucks with the ‘270’ engine never | 


Wherever your hauling job, you can benefit by GMC’s out- 
standing Service record. For every commercial model... 
light, medium or heavy duty .. . has an engine of the same | 
basic design as the war-famed GMC “Army Workhorse.” 
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ment, before passage of H.R. .3519, a bill providing increases in 
postal rates. The association also recommended that provisions 
be made for cash payments to the Post Office on the basis of 
regular postage rates for services performed for other gov- 
ernmental departments and agencies. At the present time, 
according to the’association, the Post Office is called upon to 
handle about 1,700,000,000 pieces of mail for other govern- 
mental departments and agencies which at regular postage rates 
would amount to approximately $90,000,000. 


New Sea-Air Bill, in Nature 
of “Compromise,” Introduced 


After an informal conference of the House committee on 
interstate and foreign commerce, in which members of the 
committee expressed approval of his draft of the bill, Repre- 
sentative Miller, of Connecticut, introduced H. R. 3835, a new 
measure dealing with the controversy over efforts of steamship 
lines to obtain authority to operate overseas airlines between 
points served by their ships. Representative Miller said his bill 
embodied a part of the provisions of the “sea-air’” bill intro- 
duced by the late Representative Bradley, of Michigan (H. R. 
3079), and some provisions designed to meet objections of the 
Civil Aeronautics Board to the Bradley bill (see Traffic World, 
April 26, p. 1323, and June 14, p. 1894). 

The new Miller bill would amend the “declaration of 
policy” set forth in section 2 of the civil aeronautics act of 
1938 by including in that declaration a provision that among 
the things to be considered by the C. A. B. as being in the 
public interest should be “the encouragement and development 
of an air transportation system (including the use of aircraft 
by common carriers by water in overseas and foreign air trans- 
portation) properly adapted to the national transportation 
system and adequate to meet the present and future needs of 
the foreign and domestic commerce of the United States, of 
the postal service, and of the national defense.” 

The bill would amend subsection (d) (1) of section 401 
of the civil aeronautics act by adding thereto the following 
proviso: 


Provided, That nothing contained in this act shall be construed as 
placing any special or different standards, requirements, or burdens of 
proof on any applicant that is an operator of ships registered under 
the laws of the United States, to engage in foreign or overseas air 
transportation, 


PROGRESS OF MAHAFFIE BILL 


The House rules committee, after a hearing the afternoon 
of June 13, granted a rule by which House consideration S. 2298, 
the so-called Mahaffie bill to facilitate modification or adjust- 
ment of railroad debt structure without resort to bankruptcy or 
court procedure, would be expedited. The committee heard 
statements in support of the legislation by Representative Wol- 
verton, of New Jersey, chairman of the House interstate com- 
merce committee and sponsor of the bill; Representative Lea, 
of California; Representative Hale, of Maine, and Representa- 
tive Reed, of Illinois, chairman of the railroad reorganizations 
subcommittee of the House judiciary committee. 


AVAILABILITY OF FEDERAL-AID ROAD FUNDS 


The House on June 16 passed H. R. 1874, amending the 
federal-aid highway act of 1944 so as to make the period of 
availability of the postwar highway funds from the federal gov- 
ernment to the states two years after the close of the fiscal 
year for which the appropriations are authorized, instead of one 
year, as provided in the act (see Traffic World, May 3, p. 1408). 





MONEY FOR TRANSPORTATION INQUIRY 
The House has adopted H. Res. 163, a resolution making 
available to the House interstate and foreign commerce com- 
mittee not to exceed $25,000 of the unexpended balance out of 
$35,000 provided by the 79th Congress for the national trans- 
portation inquiry authorized by H. Res. 318 of that Congress 
and continued under authority of H. Res. 153 of the 80th Con- 


gress (see Traffic World, April 26, p. 1322, and May 17, p. 
1571). 


FARM TRANSPORT RATES UNIT PRAISED 

Senator Young, of North Dakota, speaking in the Senate, 
said that the “total measurable savings” to agricultural pro- 
ducers because of the service of the transportation rates and 
services division of the marketing and facilities branch in the 
Department of Agriculture from 1939 through June 30, 1946, 
had been $761,684,673. 

“This is a $2,000 saving to the farmer for every dollar that 
was spent on appropriations,” he said, after stating that the 
transportation rates and services division, with “a very com- 
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mendable record which is well recognized,” had asked for $138,- 
000 in appropriations for the next fiscal year and that this 
amount had been approved by the Bureau of the Budget and by 
the House appropriations committee. 

He inserted in the Congressional Record the text of a reso- 
lution adopted at the first conference of the Midwest Conference 
of State Utilities Commissions, in St. Paul, Minn., urging that 
sufficient and ample funds be appropriated by Congress to carry 
on the work of the transportation rates and services division. 


AIR POLICY BOARD PROPOSAL 

The Senate interstate and foreign commerce committee on 
June 13 ordered favorably reported, with amendments, S. 1433, 
a bill introduced the preceding day by Senator Brewster, of 
Maine, to provide for establishment of a Temporary Air Policy 
Board. Senator Brewster introduced S. 1433 as a substitute for 
S. 1276, which he had introduced in May (see Traffic World, 
May 17, p. 1583). 


PILOTS OPPOSE “CHOSEN INSTRUMENT” BILLS 


The A. F. L. Air Line Pilots Association opposes the “chosen 
instrument” bills, H.R. 2827, 2828, 2829, and 2830, which would 
regulate and control the United States international air line 
fiying, David L. Behncke, association president, announced in 
Chicago, June 16. The pilots fear that the bills if enacted would 
curb commercial aviation progress and leave the door open to 
anti-labor practices, said Mr. Behncke. 

In a letter to Representative Wolverton, chairman of the 
House interstate and foreign commerce committee, Mr. Behncke 
said that the pilots are “on record as being unanimously op- 
posed to any policy which will provide a monopoly or a certain 


road to a monopoly for any one air line company by Con- 
gressional action.” 


Los Angeles C. of C. States 
Views on Transport Bills 


C. S. Beesemyer, president of the Los Angeles Chamber 
of Commerce, has sent letters to the members of the Senate 
and House committees on interstate and foreign commerce, 
expressing support of S. 110, the so-called Reed-Bulwinkle bill 
to exempt I. C. C.-approved carrier agreements from applica- 
tion of the anti-trust laws, and recommending an amendment 
thereto, and opposing pending legislation in Congress described 
by Mr. Beesemyer as “having to do with the general subject 
of the legislative making of freight rates.” 

On behalf of the Los Angeles Chamber, Mr. Beesemyer 
advocated enactment of legislation fixing a two-year period of 
limitation for the bringing of actions for recovery of under- 
charges or overcharges by or against common carriers and 
making motor carriers and freight forwarders liable for pay- 
ment of damages as to shipments moved in the past under 
rates found to have been unreasonable. He endorsed the pro- 
visions of H. R. 2324, the original “carrier liability’ measure 
sponsored by the National Industrial Traffic League; noted that 
the House interstate and foreign commerce committee had re- 
ported H. R. 2759, containing the two-year limitation on over- 
charge or undercharge actions but not the provision with respect 
to liability of motor carriers and forwarders for damages, and 
asked that H. R. 2759 be amended so as to make its language 
identical to that of H. R. 2324. He observed that S. 571, S. 935 
and H. R. 2295 all would provide a three-year period within which 
actions might be brought for recovery of undercharges, over- 
charges and reparation, but said that “we recommend that bills 
providing a statutory period of limitation longer than two 
years be not enacted.” 

In discussion of S. 110, in a separate letter, Mr. Beesemyer 
said the Los Angeles Chamber asked amendment of section 
5a(4) of the bill, which now contained the words, ‘matters 
relating to freight classification or to transportation under 
joint rates or over through routes,” by substituting for those 
words the words, “matters relating to transportation under joint 


rates, and classifications governing them, or over through 
routes.” 


As to the so-called “legislative rate-making’” measures 
which the Los Angeles Chamber opposed, Mr. Beesemyer in 
another letter identified the specific bills against which its 
opposition was aimed as follows: 


H. R. 1234 would amend section 4 of the interstate commerce act 
to make any rate established in one direction, over a line or route. 
apply on shipments moving in the reverse direction. S. 72 would make 
obligatory, by title III thereof, the establishment of a uniform freight 
classification, and a uniform scale of class rates for application in all 
territories and areas of the nation on railroad transportation. H. R. 
2613 and H. R. 2648 encompass substantially the same provisions as 
those carried in title III of S. 72, and likewise have as/their objective 
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the establishment of a uniform railroad freight classification and a 
uniform scale of railroad class rates throughout the United States. 
S. 46 would create a Federal Transportation Authority, a Public Trans- 
portation Counsel, and a National Transportation Advisory Committee. 


“All of the above-described bills,” he said, “have in com- 
mon an objectionable feature, namely, they seek to bring about, 
by legislative action, results which it is already within the 
power of existing lawfully-constituted agencies of the federal 
government to accomplish. . . . The Interstate Commerce Com- 
mission . . . has already directed the carriers to publish a 
uniform freight classification . and has ordered certain 
adjustments, tending toward a greater uniformity, in the 
class rate territories located east of the Rocky Mountains... . 
Under the circumstances . . . it seems unnecessary and in- 
appropriate to enact into law any of the bills listed herein. .. .” 


Transport Tax Repeal Sought 


The wartime federal tax on the transportation of passen- 
gers and freight should be eliminated because of its adverse 
affects upon commerce, the Los Angeles Chamber of Commerce 
recently stated in letters sent to members of the House ways 
and means committee and to all California Congressmen. The 
three per cent tax on freight is a nuisance tax, and the 15 per 
cent tax on passenger fares is a travel deterrent, according to 
Harold W. Wright, general manager of the chamber of com- 
merce. 

“The application of the three per cent tax on freight 
charges varies under certain conditions of shipment, and this 
absence of uniform application causes much inconvenience to 
carriers and shippers alike,” wrote Mr. Wright. “Furthermore, 
as distance increases, rates become greater. A three per cent 
tax on a short haul may not amount to a large sum, but on 
transcontinental hauls it amounts to a significant increase of 
such magnitude as to constitute a decided burden.” 

The tax on a carload of oranges from Florida to New York 
City is $11.73, whereas from California to New York City the 
tax amounts to $21.03, a handicap of $9.30 per car to California 
producers, he said. The passenger tax is also especially dis- 
advantageous to Los Angeles, stated Mr. Wright. “A reduction 
of 15 per cent in passenger transportation costs would enable 
many groups to hold conventions here, as it would amount to 
savings of up to $50 per delegate. . . . Repeal of this tax would 
likewise bring a California vacation trip within the means of 
many persons who cannot bear the additional 15 per cent 
penalty.” . 

Asks End of O. D. T. 


Opposition to S. 129 and H.R. 3152, bills which would 
“legalize the continuation of the Office of Defense Transporta- 
the chamber in letters to members of the House and Senate 
interstate and foreign commerce committees. “The chamber 
believes that the wartime restrictions upon transportation 
should be ended, and that a necessary step in removing these 
restrictions is to terminate the O. D. T.,” wrote Mr. Beesemyer. 
“Due to the existing shortage of freight cars, shippers are 
being inconvenienced and put to the additional expense of 
loading cars to full capacity in order to comply with the pro- 
visions of O. D. T. order No. 18-A, revised.” 

Mr. Beesemyer said that the only justification for the 
O. D. T. at this time is the current rail shortage; and that the 
Commission kas authority to order the distribution of rail cars 
and should exercise its authority. 


Great Northern Official Tells House 
Western Caucus of Box Car Shortage 


V. P. Turnburke, vice-president, executive department of 
the Great Northern Railway Co., St. Paul, Minn., testifying 
before the executive committee of a caucus committee of House 
members from western states investigating western box car 
shortages, June 18, said the movement of loaded box cars from 
originating Great Northern territory into the consuming and 
manufacturing centers of the east had resulted in a piling up 
of cars in that section. 


Although, he continued, the cars had been returned to the 
west in fairly large quantities, there seemed to have been a 
poor distribution of cars among the various western roads. 

Representative King, of California, chairman, presided as 
the caucus committee resumed hearings (see Traffic World, 
June 14, p. 1901). . 


Mr. Turnburke gave an example of western car distribu- 
tion, saying that as of March 1, when Great Northern had only 
58.6 per cent of its ownership of box cars on line, the figure 
for all roads in the western district was 92.7 per cent of owner- 
ship of box cars, and in the northwestern region, of which the 
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Great Northern was a part, the roads other than Great North- 
ern had 97.3 per cent of their ownership of box cars on line. 

“It is not solving the problem of where to find box cars 
for Great Northern shippers by providing a substantial supply 
of cars in the western territory unless these cars get on Great 
Northern lines, and this they certainly have not been doing,” 
asserted Mr. Turnburke. 


Car Distribution Basis Called “Mystery” 


Observing that the box car supply of the country was 
effectively pooled and that distribution of cars between the 
railroads was in the hands of the car service department of 
the Association of American Railroads, Mr. Turnburke added: 


What basis they use in making this distribution is pretty much of 
a mystery, and or~ on which little information can be secured except 
that this matter is handled in accordance with the judgment of the 
needs of the various carriers by the car service section. 


The Great Northern, said Mr. Turnburke, believed suffi- 
cient importance had not been given to ownership of cars. He 
said the road had invested large sums in its freight-car equip- 
ment for the purpose of serving its shippers and that “‘it is 
very disconcerting to be unable to furnish cars upon demand.” 


G. N. Car Supply Improved 


An ample freight-car supply and fair distribution was now 
and had been for some time a question of the utmost economic 
importance, for which there was no simple solution, said Mr. 
Turnburke. He added: 


One of the important elements in determining this distribution is 
the ownership of cars by individual roads and their right to an equal 
number of cars for the service of their shippers. We have felt for 
some time past that insufficient weight or attention has been given to 
this important element,. but the events for the last month or two have 
indicated that more attention is being paid to ownership. At the pres- 
ent time there is nothing approaching a car shortage on the Great 
Northern, no elevators are blocked and all car orders are being cur- 
rently filled. 

This matter is worthy of study by the best informed people in the 
country, and I am sure in my own mind that no little credit should 
be given the various committees in Congress for studying this sub- 
ject. So far as the Great Northern is concerned, I believe that con- 
gressional attention has materially aided in bringing about the im- 
proved situation which exists today. 


Mr. Turnburke introduced for the record a copy of a news- 
paper advertisement of March 10, headed ‘‘Wanted: 24,666 box 
cars,” in which the northwestern box car shortage was depicted 
as worse than in August, 1946. 


Referring to the Great Northern’s lower percentage of box 
car ownership on line of a few months ago, concerning which 
Mr. Turnburke had testified, Representative King asked if the 
Great Northern had been the subject of discrimination by the 
A. A. R. Mr. Turnburke said he knew of no discrimination and 
Mr. King asked him how he could say that his road had not 
been discriminated against when it was considered that the 
Great Northern, “a first-class road,” had been operated with 
60 per cent of its box cars when eastern roads were up to 113 
per cent. Mr. Turnburke related various difficulties due to the 
car shortage but did not say there had been discrimination. 


“Gives Reasons for Improvement 


Mr. King asked Mr. Turnburke if he had ever had an 
explanation from the Commission or the A. A. R. with respect 
to why the G. N. was only running 60 per cent when eastern 
roads were running high. Mr. Turnburke said his road was 
not so much worried about that now as the G. N. had enough 
box cars for the first time in two years. He attributed this, he 
said, to congressional investigations, to possibly “the change of 
management of the A. A. R.” and to the Great Northern’s con- 
tinual “pounding” on this subject. 

Representative King asked if the western roads were car- 
rying more than their share of ownership. Mr. Turnburke re- 
plied that some western roads did not carry their share but 
that he was certain the G. N. did and that as a result the whole 
west benefitted. 

Replying to questions put by Representative Horan, of 
Washington, regarding the effects of the 40-hour week in trans- 
portation, Mr. Turnburke said: “If we’re going permanently on 
a 40-hour week we will have to have a greater car supply.” 


Mr. Turnburke said there was no incentive to railroad 
ownership of cars nowadays under a $1.25 per diem charge, 
unless a road could keep its cars on its own line. He said 4 
per diem increase would do more to correct this situation 
than anything else. He said $1.25 was not adequate to cover 
ownership of a car under present conditions; that the out-of- 
pocket cost of owning a car “would be in the neighborhood of 
$2.” He said an average car would earn $8 to $10 a day net. 
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FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 8,770 
freight cars and an average daily shortage of 12,755 freight 
cars for the week ended June 7, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 3,487; 
auto box, 642; flat, 178; gondola, 2; hopper, 25; and miscel- 
laneous cars, 4,436. 

The shortage was made up as follows: Plain box, 3,465; 
auto box, 15; flat, 130; gondola, 3,696; hopper, 5,443; and mis- 
cellaneous cars, 6. 


About 446,000 More Cars Needed in 
‘46 Because of Lighter Loading 


Average tons a car—carload traffic—totaled 39.6 in 1946 
as against 39.9 in 1945, according to data made available by 
Warren C. Kendall, chairman, car service division, Association 
of American Railroads, on the basis of reports made by the 
railroads to the Commission. 


“While the loss of three-tenths of a ton for all carload 
traffic appears insignificant, an analysis of tonnage figures for 
each of the commodity items listed in the attached statement 
indicates that the 1946 tonnage was moved in about 446,000 
more cars than would have been required to move the same 
tonnage at the 1945 level of tons per car for each commodity 
item,” said Mr. Kendall. 

“Practically all of this loss was in the manufactures and 
miscellaneous classification where 415,600 additional carloads 
were required due to lighter loading per car than in the previ- 
ous year,” said he. “Comparison of 1946 and 1945 figures for 
individual commodity items within this group‘ points rather 
definitely to the conclusion that the loss in tonnage per car was 
not wholly due to less efficient loading, but rather to conversion 
of industrial production from heavy goods of war to lighter 
peacetime products. For example, there were heavy losses in 
automobiles, autotrucks and automobiles and trucks, K. D., 
requiring some 90,000 additional cars, but there is no evidence 
that cars were not loaded to capacity. The most serious loss 
(165,000 cars) was in manufactures and miscellaneous, N. O. S., 
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which classification unfortunately is not susceptible to analysis, 
The same is true of iron and steel, 5th class, where lighter 
loading resulted in use of about 45,000 more cars than for com- 
parable tonnage in the previous year.” 

Mr. Kendall’s statement showed. the following by major 
commodity groupings: 


TONS PER CAR—CARLOAD TRAFFIC 


1946 1945 1944 1943 1942 1941 1940 1939 1938 1932 1929 
All Commodities 
38.6. 30.9 40:3 410 @.1 @32#A.7 3&8 3.8 B.9 435.4 
Products of Agriculture 
32.7: 36.4. 320 24.1. 30. BS 26 28S. S82 ww: 3A 
Animals and Products 
23°. 15:0. 16:5... 18:4..° 366 . 33:4 .-339: 33.7. BEC BB 12.2 
Products of Mines 
55.6 55.5 58.2: 54.8 ~ 54.4: 84:21:53.8 53:4 52:9 51.5 51.7 
Products of Forests 
4:5 34.4 B#iS 34:5 °° S80 31.7 32:6 “3.7 DS  B.1 25 
Manufactures and Miscellaneous 
26 2.7 S22 3.4 OR SS OSTA OD BS MS UE 


In the course of his explanatory statement Chairman Ken- 
dall said: 


The overall figure for products of agriculture shows a reduction 
of 2.7 tons per car from the high record attained in 1945, but these 
figures are misleading. The mathematics of this calculation are such 
that a change in the volume of loadings of a heavy-loading commodity 
will result in substantial changes in the average tonnage for a com- 
modity group either with or without changes in tonnage per car of 
individual commodities within the group. This fact accounts for the 
marked fluctuation in the average tonnage of products of agriculture 
as a group comparing 1944, 1945 and 1946. However, analysis of indi- 
vidual commodities shows serious losses in average tonnage per car of 
flour and mill products, N.O.S./ the result of which was to require 
21,500 more cars in 1946 than would have been needed at the 1945 
average. 

Speaking generally, and including cars of all types, it may be said 
that each car on the average is loaded about 20 times per year. On this 
basis it will be seen that the 445,656 additional loads required to handle 
1946 tonnage as compared to 1945 tons per car had the effect of with- 
drawing some 22,300 cars of ail types from the available supply each 
day of the year. It is not unlikely that without this loss the average 
daily car shortage during 1946 would have been much less aggravated. 

A comparison of 1946 figures for each commodity with like figures 
for the year 1940 justifies apprehension as to the effect upon the car 
supply of expiration of General Order ODT 18A, Revised. If 1946 traffic 
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For peak quality, 
HIGHWAY TRAILERS 


LL OVER America, Highway 
Trailers are piling up profits 
and holding down costs for owners. 
Their ton-mile rate is low. Their 
honest engineering means freedom 
from trouble, makes for uninter- 
rupted schedules. Extra years of 
service built into every Highway 
Trailer mean slow depreciation. 
Easy handling and freedom from 
weave and sway rate Highways 
high among operators. 


You'll find exactly what you 
want in the complete Highway 
Trailer line. Every vehicle is the 
product of over a quarter-century 


of successful trailer building, 
whether you choose a ‘“‘Clipper’’ 
or “‘“Freightmaster,” a livestock, 
grain, tank, platform-type, or the 
famous Highway Warehouseman’s 
Van. We control quality, because 
Highway Trailers are manufac- 
tured in our own modern factories, 
which include our own foundry, 
forge, and machine shops. 


Write today for information on 
the type of Highway Trailer that 
fits your business. Let us give you 
detailed facts and figures to show 
you why it pays to let your next 
trailers be Highways. 


HIGHWAY TRAILER COMPANY 


General Offices, Edgerton, Wisconsin 
Factories at: Edgerton and Stoughton, Wisconsin 
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F YOU'RE INTERESTED in making savings that 
will increase net profit, consider the many 
practical ways Rock Island can help you. 





Rocket Freights, combined with a Rock Island 
network of 8,000 miles modernized by 
planned progress, provide faster shipping 
and quicker connections. 







Experienced freight specialists—272 of them 
located at all important shipping centers— 
give competent help on packaging, marking, 
stowing, rates and routing. 











Look in your Rock Island timetable for the 
name and address of the Rock Island Traffic 
Representative nearest you. Put your prob- 
lem up to hin—without obligation! 
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had moved at the 1940 basis of tons per car, approximately 4% million 
more loads would have resulted, requiring employment of more than 
200,000 cars each day. Since present car supply conditions would 
probably provide to some extent an inducement to load cars to ca- 
pacity, it is improbable that average tonnage would, upon expiration 
of the order, fall as low as the 1940 level, but a substantial and a 
serious decline would undoubtedly occur. 

In view of prospects that the demand for cars will continue at high 
levels, while installation of new cars in excess of retirements has not 
yet been realized, it is urgently suggested that each railroad analyze 
its own commodity statistics and give consideration to measures which 
may be taken to maintain or improve upon present tonnage levels. 





Iceless Refrigerator Car Tests 
Appraised by Agriculture Dept. 


“Tests conducted by the U. S. Department of Agriculture 
in cooperation with various industry groups, indicate that an 
iceless refrigerator car can maintain temperatures of approxi- 
mately 0° F. under conditions of summer heat,” says the de- 
partment. “This temperature, which cannot be reached by the 
ordinary refrigerator car, will maintain the prime quality of 
frozen foods.” 

Continuing, it said: 


The car in which the tests were conducted has 3-inch insulation 
and is equipped with a split-absorption system of refrigeration, an 
adaptation of a well-known method of refrigeration. Tanks attached 
to the underframe of the car hold the refrigerant, anhydrous ammonia, 
under pressure. Cooling is achieved as the ammonia moves from the 
tanks through a single regulating valve and expands in the cooling 
coils located in the ceiling of the car. When the ammonia has com- 
pleted its refrigerating effect, it is finally taken up by water in absorber 


tanks also attached to the underframe of the car. There are no moving 
parts. 


The ammonia consumption rate during the test period—February 
11-21, 1947—averaged 42 pounds per hour. During the tests a single 
charge of anhydrous ammonia lasted 46 hours. 


The tests, conducted in a car-testing laboratory at Potomac Yards, 
Alexandria, Va., were made with a car loaded with cartons of frozen 
tangerine segments. The test car was placed in the test house on 
February 11, 1947. The air temperature inside the house was brought 
quickly to about 92 degrees and maintained at that temperature for 
the entire 10-day test. From the time the car entered the laboratory 
until February 21, the temperature of the air and frozen tangerines 
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inside the car was determined every two.hours by means of remote 
thermocouples and electric resistance thermometers which allowed 
temperatures to be read without opening the car door. Test-house 
temperatures were also taken every two hours. 

During the 10-day test the temperature of the frozen tangerines at 
the top of the load averaged from 4 degrees below zero to 1 degree 
above zero. At the bottom of the load, temperatures ranged from 3 
degrees below zero to 3 degrees above zero, Improved wall and floor 
racks, allowing a freer circulation of air, would undoubtedly narrow 


the spread between temperatures at the top of the load and those at 
the bottom of the load. 


The load of tangerines was hard-frozen when placed in the car. 


The load was still hard-frozen when removed at the end of the test 
period. 


A detailed report on the tests may be obtained from the Marketing 
Facilities Branch, Production and Marketing Administration, U. S. 
Department of Agriculture, Washington 25, D. C. 


1945 RAILWAY STATISTICS 

The Commission has issued a compilation, prepared by its 
Bureau of Transport Economics and Statistics, entitled “Sum- 
mary Tables of the Fifty-Ninth Annual Report of the Statistics 
of Railways in the United States for the Year Ended December 
31, 1945,” copies of which are for sale by the Superintendent of 
Documents, Government Printing Office, Washington 25, D. C., 
at 75 cents each. The paper bound, 232-page document, includes 
selected data for the Pullman Company, Railway Express 
Agency, Inc., electric railways, carriers by water, oil pipe lines, 
motor carriers, freight forwarders, and private car owners, sub- 
ject to the interstate commerce act, for that year. 


FREIGHT FORWARDER EARNINGS 


Freight forwarders having gross revenues of $100,000 or 
more annually reported transportation revenues totaling $198,- 
498,304 for the calendar year 1946 as compared to $167,934,512 
for 1945, according to a compilation by the Commission’s Bu- 
reau of Transport Economics and Statistics of revenues, ex- 
penses and statistics of the forwarders, statement Q-950, com- 
piled from 49 quarterly reports. 

The compilation showed total transportation purchased as 
$154,038,695 and total operating revenues of the forwarders as 
$45,327,084 for 1946 as against $131,090,533 and $37,400,041, 
respectively, for 1945. Total. operating expenses were $41,581,- 
225 and revenue from forwarder operations amounted to $3,745,- 
859 for 1946 as compared to operating expenses of $36,717,086 
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and revenue from forwarder operations of $682,955 for 1945. 
Net income after fixed charges and provision of $1,364,225 for 
income taxes, totaled $2,332,557. This compared with net in- 
come of $205,390 for 1945, after fixed charges and provision of 
$404,170 for income taxes. 

The compilation also showed that for 1946 the freight for- 
warders received 4,546,257 tons of freight and 19,205,954 ship- 
ments from shippers, as against 4,092,414 tons of freight and 
shipments totaling 16,530,806 for 1945. 


Fifty-Four Billion Ton-Miles 
Chalked Up in May 


The volume of freight traffic handled by Class I railroads 
in May, 1947, was 36.8 per cent above the volume in May, 1946, 
when the tonnage was reduced due to the 2% day railroad 
strike and other labor difficulties particularly in the coal mining 
industry, the Association of American Railroads has announced. 
May, 1947, traffic amounetd to 54,000,000,000 ton-miles, accord- 
ing to estimates based on reports received by the Association 
from Class I carriers, compared with 39,673,000 ton-miles in 
May, 1946. 
The following table summarizes revenue ton-miles for the 
first five months of 1947 and 1946: 
Per cent 
1947 1946 change 
53,294,374,000  48,225,789,000 +10.5 
48,485,909,000 45,080,780,000 + 7.6 
56,148,921,000 52,393,533,000 + 72 
37,410,884,000 437.7 
39,464,673,000 +36.8 


Total five months 263,429,000,000 222,575,659,000 +18.4 
a—Revised estimate. b—Preliminary estimate. 


Revenue Freight Loading 


Revenue freight loading the week ended June 14 totaled 
895,292 cars, according to the Association of American Rail- 
roads. This was 6/10 of 1 per cent below the preceding week; 
3.2 per cent above the corresponding week last year, and 2.5 
per cent above the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 48,811 cars, 3,747 above pre- 
ceding week and 3,273 above corresponding 1946 week. 

Livestock, 12,985 cars, 302 above preceding week and 712 
below corresponding 1946 week. 

Coal, 191,680 cars. 4,281 below preceding week and 4,393 
above corresponding 1946 week. 

Coke, 13,361 cars, 1,096 below preceding week and 2,054 
above corresponding 1946 week. 

Forest products, 47,355 cars, 915 above preceding week and 
467 below corresponding 1946 week. 

Ore, 78,908 cars, 1,582 below preceding week and 12,533 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 115,535 cars, 1,707 below preceding 
week and 10,286 below corresponding 1946 week. 

Miscellaneous, 386,657 cars, 1,753 below preceding week 
and 16,586 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 
Four Weeks of January ...... 3,168,397 
Four Weeks of February...... 3,179,198 
Five Weeks of March 
Four Weeks of April 
Five Weeks of May 
Week of June 7 


16,409,977 18,634,574 


Half of Class I Rail Revenues 
Go for Payroll, Says Comment 


The Commission’s Bureau of Transport Economics and 
Statistics, in its monthly comment, discussing total compensa- 
tion paid to all employes of Class I line-haul steam railways 
and separately to transportation service employes, by districts, 
for the first three months of 1947 and 1941, reports that for 
the United States as a whole, 50.4 per cent of the revenues is 
shown as required to meet the total payroll in 1947 as com- 
pared with 43.8 per cent in 1941. The Bureau continues: 


In the eastern district, Pocahontas region, and southern region the 
1947 percentages of employee compensation to revenues were 9.9, 8.5, 
and 7.1 points higher, respectively, than in 1941. For the western dis- 
trict, however, the increase was only 1.8 percentage points. Compensa- 
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tion paid to transportation service employees absorbed 18.6 per cent of 
the revenues in the first quarter of 1941 as compared with 20.6 per cent 
in 1947. In the eastern district the corresponding percentages were 19, 
and 23.0 but in the western district the 1947 percentage was slightly 
lower than that of 1941.... 

The number of traffic units (revenue ton-miles plus twice revenue 
passenger-miles) handled by class I roads as a whole increased 57.4 
per cent in the first quarter of 1947 over the total for the same quarter 
in 1941, It is of interest to note that in the first quarter of 1941 carriers 
in the eastern district handled 42.8 per cent of the total traffic units as 
compared with 37.8 in 1947. But the western carriers increased their 
proportion of the total traffic units from 33.5 per cent in 1941 to 393 
in 1947. However, . . . the average number of traffic units handled per 
dollar of total payroll declined from 226 in the 1941 period to 175 in 
1947 or 22.6 per cent. By territories the percentages of decline were, 
eastern district 28.6, Pocahontas region 28.2, southern region 26.1, and 
western district 12.3, 


The Bureau said it was also of interest to compare, by dis- 
tricts, the number of traffic units an employe-hour paid for, in 
the first three months of 1947 and 1941. 


Traffic units per hour paid for—All employees 
District Per cent 
or First 3 months of 


region 1941 increase 
Eastern district 172 8.7 


Pocahontas region 346 10.1 
Southern region 171 15.8 
Western district 153 35.9 


173 19.1 


The bureau said that while each of the territories showed 
a substantial improvement in the number of traffic units han- 
dled an employe hour in 1947 over 1941, a 35.9 per cent in- 
crease in the western district was almost four times as great 
as the increase in the eastern district. 


Traffic Density Increases 


Freight traffic density on Class I steam railways as meas- 
ured in net ton-miles a mile of road a day, said the Bureau, 
for the first three months of 1947, 1946, and 1941, for the roads 
as a whole, showed an increase of 7.2 per cent in the 1947 pe- 
riod over that of 1946 and an increase of 55.2 per cent over 
that of 1941. It said an increase in the western district in 1947 


over 1941 was more than twice as great percentagewise as in 
the east. 


Net ton-miles per mile of road per day . 
First 3 months of years indicated 
Per cent of increase 


1947 

Region or Average number over 
district 194 1941 
Eastern district 11,565 j 35.3 
Pocahontas region ... 26,214 & 43.9 
Southern region 3 6,895 J 60.6 
Western district 5,422 S 78.8 


7,714 ; 55.2 


Use of Diesels Rises 


The use of diesel-electric motive power in railway freight, 
passenger, and yard services continued to show large gains 
both absolute and relative, said the Bureau. 

Coal-burning steam locomotives, it said, handled slightly 
more than 80 per cent of the total gross-ton miles in the 1941 
period but the proportion dropped to about 69 per cent in 1941. 
The diesel percentage, however, rose from less than one-tenth 
of one per cent in 1941 to almost 11 per cent in 1947, said the 
Bureau, adding that the relative percentage for oilburning 
steam locomotives also increased somewhat in the later period. 
Continuing, the Bureau said: 


Coal-burning steam locomotives propelled about 65 per cent of the 
total passenger-train car-miles of Class I roads in the first quarter of 
1941 as compared with only 47 per cent in the same period of 1947. The 
proportion for diesels however increased from 7.11 to 22.15 per cent, 
respectively. ... 

Diesel-electrics in yard service accounted for 10.42 per cent of the 
total freight service locomotive hours in the first quarter of 1941 4s 
compared with 29.47 per cent in 1947. In contrast, the relative percentagé 
for coal-burning locomotives dropped from 78 per cent in the 1941 period 
to 61 per cent in 1947. The number of locomotive hours for diesel-elec- 
trics in yard passenger service also shows a large relative increase it 
1947 over 1941. In the 1947 period the diesel proportion of the total 
locomotive hours in this service was about the same as that for coal 
burning locomotives, 


The comment bore the notation that it was issued as it- 
formation, not considered or adopted by the Commission. 


-PIPE LINE STATISTICS 
Large oil pipe line companies—carriers having annual Of 
erating revenues of more than $500,000—reported transporté 
tion revenues totaling $68,717,486 for the first quarter of this 


June 21, 





21, 1947 
RLD June 


ont of 
r cent 
e 19.0 
ightly 


‘venue 
a 57.6 
uarter 
irriers 
lits as 
their 
0 39.3 
ed per 
175 in 
were, 
1, and 











y dis- 
‘or, in 


meas- 
sureau, 
» roads 
147 pe- 
it over 
in 1947 
> as in 


increase 
1947 
over 
1941 
35.3 
43.9 
60.6 
78.8 


55.2 


freight, 
e gains 


slightly 
he 1941 
in 1947. 
1e-tenth 
said the 
burning 
period. 


it of the 
sarter of 
1947. The 
per cent, 


nt of the 
' 1941 as 
>rcentage 
41 period 
esel-elec- 
crease in 
the total 
for coal- 


d as im 
on. 


nual op- 
nsporta- 
> of this 


Roll or skid load into body. 
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mw Cut “Delivery” Time-Costs 


with “Lift Gate’ 


LOADS--UNLOADS 
TRUCKS FASTER! 


How cartage companies “beat com- 
petition” . . . how oil. companies are 
saving up to 35 minutes per delivery 
.. . how truck owners in more than 50 
industries have “modernized delivery” 
and increased profits are a few of the 
many interesting facts that can be told 
about Anthony Hydraulic “Lift Gates.” 


The “Lift Gate” is a hydraulically 
powered freight elevator for your truck 
that will lift as much as 2,000 Ibs. from 
ground to truck bed level, or lower 
it from truck to ground in 13 seconds. 
It does away with a _ tremendous 
amount of hard, time-wasting work. 


Loading or unloading full barrels 
of oil or grease from a truck is a 
mighty tough job that takes a lot of 
time. No weight is so “dead.” Few 
objects so awkward to handle. Now— 
imegine having 3 full barrels lifted 
from ground to truck bed level in only 
13 seconds, without the driver lifting 
and straining, and without skids. The 
time saved since a big Ohio oil com- 
pany equipped their trucks with “Lift 
Gates” averages 35 minutes per de- 
livery. This amounts to important sav- 
ings in money in a month’s time. 


Cartage companies are using “Lift 
Gates” to “Beat Competition.” De- 
liveries are faster, truck drivers do not 
require assistance of consignee’s em- 
ployees to unload trucks. Doors and 
alleys are blocked but a few minutes, 


Close gate with one hand. 





merchandise damage is cut to a mini- 
mum. 

Bakeries use “Lift Gates” to deliver 
tray goods which is placed in dust- 
proof metal cabinets that are rolled on 
and off the gates. Chain stores, whole- 
salers and distributors use them to 
deliver all types of orders directly 
from warehouse to stores on pallets. 
Parcel delivery service use “Lift 
Gates” with metal dollies in which 
packages are trucked onto the Gate 
and lifted to truck bed level. Ice cream 
companies and bottlers deliver coolers, 
including models longer than the Gate 
is wide. This is accomplished by setting 
the cooler on the Gate with one end 
over-hanging. After the Gate is raised, 
one end is pushed in first. This is pos- 
sible with an Anthony “Lift Gate” be- 
cause there are no chains or obstruc- 
tions to prevent over-hanging loads. 

“Lift Gates” save time, eliminate a 
great deal of work, increase profits for 
practically every type of delivery serv- 
ice. They eliminate many of the acci- 
dents that result from the lifting, 
straining and dropping of heavy loads. 
‘sruck owners and drivers alike benefit 
from the work-saving, cost-cutting 
operation of the “Lift Gate.” 

Easy to operate, can be stopped and 
held at any point between ground and 
truck bed level for convenient load- 
ing and unloading at curb height. One 
lever operating control. Available im- 
mediately. Write for complete infor- 
mation. 


ANTHONY CO. 
Dept. TW, Streator, Ill. 
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year, an increase of 6.4 per cent over the comparable period 
last year when they reported revenues of $64,557,635, according 
to a compilation by the Commission’s Bureau of Transport Eco- 
nomics and Statistics of transportation revenue and traffic of 
the companies, statement Q-600. Oil originated on line and re- 
ceived from connections totaled 522,717,160 barrels for the first 
quarter this year as against 490,806,089 barrels for the like 
period last year. 


May Operating Revenues 
Increased 34.8 Per Cent 


Based on advance reports from eighty-five Class I railroads, 
whose revenues represent 81.3 per cent of total operating 
revenues, the Association of American Railroads has estimated 
that railroad operating revenues of $583,624,235 in May, 1947, 
increased 34.8 per cent above the same month of 1946. Railroad 
revenues in May, 1946, were affected to a very considerable 
extent by the 24-day railroad strike, the strike in the bitumin- 
ous coal fields for about one-half of the month, and labor dif- 
ficulties in other industries, the A. A. R. said and continued: 


The estimate for May, 1947, covers cnly operating revenues and 
does not touch upon the trends in operating expenses, taxes or final 
income results. 

Estimated freight revenue of $477,615,871 in May, 1947, was greater 
than in May, 1946, by 47.6 per cent, but estimated passenger revenues 
of $62,245,241 decreased 18.4 per cent. 


Data by districts follows: 


Eastern District. Thirty-four Class I railroads, whose revenues 
represent 91.3 per cent of total operating revenues in the Eastern Dis- 
trict, estimated that their operating revenues of $305.234.131 in May, 
1947, increased above May, 1946, by 47.4 per cent. Freight revenue of 
$246,910,600 was estimated to have increased 63.8 per cent but passenger 
revenue of $36,063,301 was estimated to have decreased 11.3 per cent. 

Southern Region, Fifteen Class I railroads, whose revenues repre- 
sent 66.4 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $64,197,122 in May, 1947, 
increased above those in May, 1946, by 26.0 per cent. Freight revenue 
of $54,304,901 was estimated to have increased 33.6 per cent, but pas- 
senger revenue of $5,166,778 was estimated to have decreased 26.5 
per cent. 

Western District. Thirty-six Class I railroads, whose revenues 
represent 76.4 per cent of total operating revenues in the Western 
District, estimated that their operating revenues of $214,192,982 in May, 
1947, were greater than in May, 1946, by 22.4 per cent. Freight revenue 
of $176,400,370 was estimated to have increased 33.6 per cent but pas- 
senger revenue of $21,015,162 was estimated to have decreased 26.4 
per cent, 


Embargo at U. S. Ports Issued, 
Canceled with End of Strike 


The Association of American Railroads on June 19 can- 
celed an embargo placed 24 hours earlier on all carload and 
l. c. 1. freight for export or coastwise movement in American 
bottoms. The embargo was issued because of the maritime 
strike which since June 16 had tied up 700 ships in U. S. ports. 
With acceptance by the C. I. O. maritime unions and east and 
Gulf coast shippers of a settlement on those coasts, early June 
19, on the basis of a five-cent hourly wage incredse, the A. A. R. 
canceled its embargo. Negotiations were still in progress on 
the Pacific Coast, June 19. 


The embargo was contained in two orders, a revision of 
No. 50-C covering carload freight, and No. 50-C-22 covering 
1. ec. 1. shipments. 


Exceptions to the carload embargo are listed as follows: 


1. Grain, soybeans, flaxseed, and malt in bulk. 

2. Petroleum or petroleum products in tank cars when to be 
unloaded from cars before overseas movement, 

3. Coal and coke in bulk, other than Army. 

4. All freight consigned to U. S. Navy, Marine Corps or Coast 
Guard. 

5. Live animals and live poultry. Hay and straw consigned to 
U. S. Department of Agriculture. 

6. Freight for storage when consigned to a public warehouse pro- 
vided prior arrangements have been made for such storage. Freight 
for delivery to specified foreign vessels when covered by steamship 
contract or booking. 

7. Freight covered by numbered permits issued by George C. 
Randall, manager port traffic, A. A. R., New York City; by T. M. 
Healy, district manager, Atlanta; by C. P. Wasson, district manager, 
Dallas; by W. C. Griffin, district manager, San Francisco; and by 
F. T. Westmeyer, district manager, Seattle. 

8. Freight moving to shipside from points within port area. 

9. Army freight when consigned to Army Air Forces shipping 
depots, or perishables consigned to a Q. M. market center, or freight 
covered by Army ‘“‘TS’” or ‘“‘TCR’’ permit or by ‘‘MAIN”’ or ‘MI’ 
symbols. 
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_ Exceptions to the 1. c. 1. embargo include shipments con- 
signed to U. S. Army, Navy, Maritime Corps or Coast Guard: 
shipments intended for storage when prior arrangements made: 
and freight for delivery to specified foreign flag vessels when 
covered by contract or booking. 

Fifty-four foreign steamship lines excepted from the em. 
bargo are listed by the A. A. R. 


Rail Wage Negotiations for 
20-Cent Pay Boost Begin 


Heads of 17 railroad non-operating unions representing more 
than one million employes began negotiations with representa- 
tives of the nation’s railroads on the unions’ demand for a 20- 
cent hour wage increase, June 17, at the Morrison Hotel, 
Chicago. ‘The negotiations are expected to last for several days, 
If agreement is not reached, either party may invoke the services 
of the National Mediation Board, and if the board is unable to 
compose the differences, the dispute will go to arbitration, 
Should arbitration be refused and a strike threatened, the 
mediation board must notify the President that an emergency 
exists, and he is required to create a fact-finding emergency 
board which has 30 days in which to hear both sides and submit 
its recommendations to the President. 

At the beginning of the session June 17, George E. Leighty, 
chairman of the Employes’ National Conference Committee and 
president of the Railroad Telegraphers, asserted that the work- 
ers are entitled to a 38-cent hourly increase. “In 1921, railroad 
employes ranked fifth in average wage rates among 25 indus- 
tries, but today we are twenty-fourth,” he said. 

The carriers have estimated the wage increase sought by 
the non-operating unions would increase railroad payrolls ap- 
proximately $524,000,000 a year, and that payroll taxes on this 
amount would add another estimated $44,000,000, for a total 
increase in labor costs of about $568,000,000 annually. The 
wage increase demanded totals about twice as much as the 
railroads’ net income last year, asserted E. H. Burgess, vice- 
president and general counsel of the Baltimore & Ohio Railroad, 
chief counsel for the combined carrier committees. He said that 
wages of all railroad employes since the beginning of the war 
a increased nearly 53 per cent, or about $1,000,000,000 an- 
nually. 

The railroads are represented in the negotiations by three 
regional committees, headed by the following: Eastern Carriers 
Conference Committee, H. A. Enochs; Western Carriers, D. P. 
Loomis; and Southeastern Carriers, J. B. Parrish. 

Prior to the start of the negotiations in Chicago, the rail- 
roads individually had rejected the demand for a 20-cent wage 
increase. 


‘Operating Unions’ Demands 


The five operating unions, representing about 350,000 em- 
ployes engaged in train, engine and yard service, are expected 
to present their demands to the individual carriers about June 
20. They have indicated that their demands will include essenti- 
ally the same 44 changes in working rules which precipitated 
the two-day railroad strike in May, 1946. 


Retirement Board April Operations 


Railroad Retirement Board benefit payments in April 
amounted to $15,856,000, more than 5 per cent above the March 
figure. Of the net increase of $800,000, employe annuities ac- 
counted for $568,000; monthly insurance annuities to widows, 
children, and parents for $86,000; the new-type lump-sum death 
benefits for $83,000; and the old-type lump sums for $71,000. 
The usual small declines were recorded for payments of pen- 
sions and old death-benefit annuities, while survivor-annuity 
payments remained unchanged. Payments in April brought the 
total for the fiscal year to date to $104,316,000, or 11 per cent 
above the amount paid in the same period a year ago. 


_ New employe-annuity applications numbered 4,525. Ar 
nuities were awarded during the month to 3,749 retired rail- 
road men, the highest monthly total since August, 1938. The 
annuitants were awarded monthly amounts averaging $67.80; 
their monthly compensation averaged $154.62 and their period 
of service, 25.6 years. Disability annuities comprised 40 per 
cent of the total, about double the usual percentage before the 
Crosser amendments. The characteristics of the new annuities 
reflect the changes brought about by the amendments—a decline 
in the average age at retirement and in the average years of 
service. Reports of deaths of 1,228 annuitants were reported 
in April. Number of annuities in force were 174,700 at an av- 
erage monthly amount of $71.07. The number of pensions if 
force fell to 13,872, at an average of $59.53, some 188 pension- 
ers having died. Survivor and death-benefit annuities in force 


June 21 





Be, 
a 
See 


eae 


Fe 
be 


WRT eee”! 


RLD] June 21, 1947 1985 


con- 
lard; 
lade: 
when 


em- 


more 
enta- 
a 20- 
Totel, 
days, 
Vices 
dle to 
ation. 
|, the 
yency 
pency 
ubmit 


ighty, 
e and 
work- 
ilroad 
indus- 


ht by 
ls ap- 
n this 

total 

The 
is the 

vice- 
lroad, 
d that 
e war 
)0 an- 


three 
irriers 
dD. F 






































e rail- 
- wage 


)0 em- 
pected 
t June 
ssenti- 
ditated 


THE PACE WILL BE FASTER-THAN-EVER as a battery of 
giant new Diesels power crack Katy freights to 


KANSAS CITY 


faster schedules and finer service than ever before. 

April 
March 
ies ac- 
vidows, 
1 death 
371,000. 
of pen- 
annuity 
zht the 
er cent 


RADIO-CONTROLLED NEW DIESEL SWITCHERS will 
speed handling at terminal points. 
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numbered 4,123 and 319, respectively, the monthly benefits 
averaging $32.83 and $36.28, respectively. Lump-sum death 
benefits, averaging $493.35 for the old type and $341.93 for the 
new type, were awarded to the survivors of 811 and 243 em- 
ployes, respectively. 

The board reported that, under its reopening program, it 
had awarded in April new or additional benefits in 45,091 an- 
nuity claims and in 23,383 cases of deaths. 

Applications for certificate of benefit rights and claims 
declined 20 and 16 per cent, respectively, and benefit certifica- 
tions were 12 per cent fewer than in March. A total of $4,289,- 
000 was paid for unemployment in 148,065 two-week claim 
periods. An estimated 77,000 workers received payments during 
April for current-year unemployment, 9,200 fewer than in the 
preceding month. There was a decrease from 11,333 to 9,012 
in the number of applications for certificate of benefit rights. 
Even with this decrease, however, the number of unemployed 
railroad workers registering for the first time in the benefit 
year was larger than in any other April in the history of rail- 
road unemployment insurance operations except April, 1946, 
when the coal strike intervened. Claims receipts totaled 153,838, 
a decrease of approximately 16 per cent from March. Benefits 
were found payable in 148,143 of the 160,860 claims processed. 

Placements by the board’s employment service increased 
substantially in April, rising 2,280 over the preceding month. 
All but one of the regions shared in the increase, which brought 
the total number of placements for the month to 6,638. Place- 
ments of claimants rose to 2,545. 


PANEL EMERGENCY BOARDS 


Chairman Douglass, of the National Railway Labor Panel, 
has appointed emergency boards to investigate and report on 
disputes between the Missouri Pacific and employes repre- 
sented by the Railroad Yardmasters of America, and between 
the Florida East Coast and employes represented by the Inter- 
national Association of Railway Employes. In the Missouri Pa- 
cific case the members of the board are James P. Hughes, Nor- 
man J. Ware and Robert Wickliffe Woolley, and in the Florida 
East Coast case the members are H. H. Schwartz, John W. 
Yeager and John A. Lapp. 


Ss. P. LABOR DISPUTES MEETING 


Conferences arranged by the National Mediation Board 
between officials of the Southern Pacific and of the four chief 
train operating brotherhoods to consider disputes threatening 
to interrupt service on the S. P. lines were held in Washington 
the week ended June 14 without agreement being reached as 
to any of the disputes, it was stated at the board. It was 
agreed, however, it was stated, to postpone proposed strikes 
indefinitely. The board is sending mediators to seek settle- 
ments in the field and Chairman Douglass, of the mediation 
board, and Robert F. Cole, secretary of the board, were to go 
to San Francisco to handle about twenty cases involving the 
engineers. Nothing was accomplished with respect to finding 
a way to bring about the functioning of the first division of the 
Railroad Adjustment Board at Chicago, it was stated (see 
Traffic World, June 7, p. 1814). 


SHORT LINE DIRECTORS’ ACTION 


The board of directors of the American Short Line Rail- 
road Association has affirmed action of the association’s execu- 
tive committee fixing the time and place for the 1947 member- 
ship annual meeting at New York, October 21 and 22, according 
to an announcement made by J. M. Hood, president, following 
a meeting of the directors. 


The directors have added to the association’s legislative 
program an item favoring repeal of the Crosser act of 1946 
which amended the railroad retirement and related acts. 

If the Commission should issue an order requiring the 
payment of penalty per diem, the association would, for those 
lines granting power of attorney, seek to have the order set 
aside by a suitable federal court proceeding, under action 
taken by the directors. 

The directors also have authorized the filing of a supple- 
mental petition in the freight car per diem reparations case 
to meet the new situation brought about by the rise in the 
freight car per diem rate to $1.25, effective June 1. 

The directors have passed a standing resolution for the 
guidance of the officers in the future, prohibiting the participa- 
tion by the association as such in any divisions case, excepting 
when specifically authorized. 

Ralph J. Hanson, traffic manager of the Akron, Canton & 
Youngstown Railroad Co., has been elected a director of the 
—* to fill the vacancy caused by the death of Karl 
Suder. 
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Foreign Trade Zones Board Reverses 
Customs Rulings on N. Y. Operations 


Acting on appeals taken by operators of the New York For- 
eign Trade Zone from rulings of the Commissioner of Customs, 
U. S. Treasury Department, the Foreign Trade Zones Board 
has announced a series of decisions which, according to Secre- 
tary of Commerce Harriman, as chairman of the board, may 
result in widening the range of operations permitted in a 
foreign-trade zone. Continuing, the announcement said: 















The Foreign-Trade Zones Board is the federal government agency 
responsible for administration of the Celler act. This law provides for 
the establishment of zones at American ports into which imported 
goods may be brought and stored and manipulated, without payment 
of customs duty, prior to entry into the United States or re-export. 
Other members of the Board are Secretary of the Treasury John W. 
Snyder and Secretary of War Robert P. Patterson. 

Operators of the New York foreign-trade zone requested the board 
to review a series of preliminary rulings by the Commissioner of Cus- 
toms, The Commissioner has held that the operations involved in these 
rulings amounted to manufacturing and were prohibited by the Celler 
act. 

In reversing the Commissioner of Customs, the board held that the 
operations covered by the rulings fell short of manufacture and could 
be allowed under the provisions of the Celler act permitting merchan- 
dise to be ‘‘assembled, mixed, or otherwise manipulated’’ in foreign- 
trade zones. 

The operations declared permissible by the board include the as- 
sembling of watch movements into cases (including certain incidental 
processing), the attaching of wrist bands to wrist watches, the screw- 
ing of bulbs into flashlights, the blending of olive oil with vegetable 


oils, and the mixing of sugar, flour and other ingredients to make a 
prepared baking mix. 


















The decisions, announced in FTZ Order No. 15, were made by the 
board on the basis of recommendations submitted by its committee of 
alternates, and after full consideration of legal briefs submitted by 
interested parties and oral argument presented at the Committee’s open 
meeting on February 24. 







NEW ORLEANS FREE TRADE ZONE 


The international free trade zone at New Orleans con- 
pleted its first six weeks of operation with approximately 
$100,000 worth of merchandise on hand and excellent prospects 
for the future, according to John H. Boyd, zone manager. The 
nation’s second foreign trade zone, opened officially on May 1, 
is now doing business with half a dozen concerns which im- 
ports goods to the port for processing or trans-shipment, said 
Mr. Boyd, who estimated that several million dollars worth of 
goods are expected to pass through the zone during the re- 
mainder of 1947. ; 

Arrival this month of a bonded carload of assorted liquor 
from a distillery in Vancouver, Canada, marked the first opera- 
tion of a business which will mean world-wide distribution from 
the New Orleans zone, with heaviest shipments to Latin Amer- 
ica. Another zone operation involves the bringing in of semi- 
precious stones from India and Ceylon. Assembling and _ proc- 
essing of automotive equipment for export are also being per- 
formed in the zone, reported Mr. Boyd. 















MATSON RATE STRUCTURE PROBE 

By an order in No. 660, Matson Navigation Co. Rate 
Structure, the Maritime Commission has instituted an investi- 
gation into the lawfulness of rates, charges, regulations, and 
practices maintained by the Matson Navigation Co., and as 
signed the matter for hearing at San Francisco, Calif., on 
October 6, in the assembly room, Mills Tower Bldg., 220 Bush 
St., San Francisco, Calif., before Examiner G. O. Basham. 

On January 30, the order said, Matson filed freight tariffs 
with the commission making certain increases in rates and 
charges for the transportation of various commodities between 
U. S. Pacific coast ports and ports in the Territory of Hawaii, 
to become effective March 1, in MC Nos. 33 and 34. On Febru- 
ary 27, it said the commission suspended operation of the 
tariffs, except items Nos. 115, 116, 137, 138, 140, 142, 166, 167, 
168, and 175 in MC No. 33, authorized the steamship company 
to cancel the suspended tariffs and existing tariffs (MC Nos. 
27 and 30), authorized the filing of new rates that would result 
in not more than 20 per cent revenue over that provided it 
existing tariffs, and ordered an investigation of the rate 
structure of the company to be instituted after the filing of 
the new rates. 
The commission said it appeared that the mew rates had 
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Delta now offers you fast, low-cost Air 
Freight service to new business centers of 
the South. Air Freight is now carried on all 
passenger schedules to these additional Delta 
points: 
CHATTANOOGA, Tennessee 
COLUMBUS, Georgia 
MACON, Georgia 
MONTGOMERY, Alabama 


‘Note the map above, to see how these new 
Cities fit into the Delta system and how easily the 
Georgia and Alabama points can be reached from 
either the North or West. In addition, service will 
open soon to the fifth point, Selma, Alabama. 


NOW 31 DELTA CITIES 


The 31 cities that now make up the Delta 
flight pattern include the major industrial 
and distribution centers of the South — the 
real key points of sales. Delta has fast and 
frequent schedules to all these points, plus good 
connecting service from all over the nation. 

Delta Air Freight is now in its second year 
of full operation. It has shown consistent savings 
of up to 48 hours or more on deliveries from the 
Mid-West to the South and savings of four days 
or more from the Far West. Rates are as low as 
21 cents a ton-mile. Pick-up and delivery service 
is available. Whatever your shipping problem, 
phone your local Delta Air Freight agent. Or 
write Delta Air Freight Supervisor, Delta Air 
Lines, Atlanta, Georgia. 





General Offices: Atlanta, Ga. 












tes had DELTA AIR FREIGHT—TAKES A LOAD OFF YOUR MIND 








1988 


been filed and that, in the public interest, an investigation of 
the rate structure of Matson should be made. 





ALASKA RATE INVESTIGATION 

The Maritime Commission, in No. 661, Alaskan Rate In- 
vestigation No. 3, has ordered an investigation into the lawful- 
ness of rates, fares, charges, regulations and practices of the 
Alaska Steamship Co., Alaska Transportation Co., and North- 
land Transportation Co., applicable to transportation between 
the United States and ports in the Territory of Alaska, and 
between ports in the Territory of Alaska. The commission’s 
order said the rates, fares, etc., were alleged to be unjust and 
unreasonable and otherwise unlawful, in violation of the ship- 
ping act, 1916, as amended. Each of the aforementioned com- 
panies, common carriers by water, have been named respond- 
ents in the proceeding, which has been assigned for hearing 
September 8 at Seattle, Wash. 

Hearing will be held September 8, at Seattle, Wash., be- 
fore Examiner C. W. Robinson. The commission said the hear- 
ing room would be announced later. 


M. C. HEARING ON BILL OF LADING CHARGE 

The Maritime Commission has announced that hearing in 
No. 658, Bills of Lading—Incorporation of Freight Charges, in- 
volving a proposed rule requiring common carriers to incor- 
porate freight charges in bills of lading (see Traffic World, 
Dec. 7, 1946, p. 1527), will be held in New York, N. Y., on July 
7, before Examiner C. W. Robinson. In its notice of assignment, 
the commission said the hearing room would be announced later, 
and added that hearings in the matter would not be scheduled 
at other places unless request therefor was made in writing and 
found to be warranted. 


M. C. BROKERAGE QUESTION HEARING 

The Maritime Commission has announced that adjourned 
hearing in No. 657, Agreements and Practices Pertaining to 
Brokerage, and Related Matters, will be held July 21, at New 
York, N. Y., before Examiner Robert Furness. Notice of hearing 
room, the commission said, would be issued later. It added 
that the presiding officer might, in his discretion, call the parties 
together, after hearing was opened, but prior to the taking of 
testimony, for a conference with a view to considering such mat- 
ters as might aid in the disposition of the proceeding. 


M. C. OPERATION OF TANKERS 


Chairman White, of the Senate interstate and foreign com- 
merce committee, has introduced, by request, S. 1422, to con- 
tinue the authority of the Maritime Commission to operate 
tankers until July 1, 1948, thus proposing extension of such 
authority for a year beyond its present expiration date. 

The Senate interstate and foreign commerce committee, 
to which the bill was referred, had the measure under con- 
sideration in an executive session the afternoon of June 13, but 


decided to await action by the House on a like bill pending 
before that body. 


PASSENGER-CARGO SHIP CONSTRUCTION 


The Maritime Commission has announced invitation for 
sealed bids for construction of five 500-foot combination pas- 
senger-cargo vessels for the round-the-world service of Amer- 
ican President Lines, Ltd. 

Application of the steamship company for construction- 
differential subsidy aid for the project under the merchant 
marine act of 1936 was approved by the commission last April, 
according to the announcement. The commission said the new 
liners would be the P2-S1-DN1 design and each would have 
accommodations for 189 passengers and a crew of 162. Their 
12,500 shaft horsepower would be capable of maintaining a 
19-knot schedule for a 14-week voyage, it added. American 
shipyards may bid on two and-or three of the liners, bids to be 
received by the commission before noon August 13. 


MARINE INSURANCE RATES DROP 


The American Marine Insurance Clearing House, New 
York, has announced a reduction in marine insurance costs on 
most voyages effective June 1. Under a new program adopted 
by the underwriters, the present methods of charging a base 
rate and a surcharge will be discontinued and base rates will 
be revised to meet existing conditions, the report stated. Ship- 
ping conditions are still not normal, despite this step toward 
returning to peacetime methods, the clearing house added. 

Marine extension clauses adopted in the war will be con- 
tinued. They have been considered of great value because of 
the many shipping difficulties encountered by delays in ports, 
traffic deviations, forced trans-shipments, and reshipments 
brought about by the war, strikes and postwar conditions, it 
was reported. Pending the issuance of new rate schedule by 
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the underwriters, policy holders will be provided with a tem- 
porary schedule showing how the new rates have been deter- 
mined, the announcement continued. It was indicated, however, 
that assured would discover that the combined rates are lower 
than the existing ones, except in isolated cases. 


M. C. CHARTER PLANS DOMESTIC SHIPS 


Financial requirements and restrictions on volume of do- 
mestic service imposed by the Maritime Commission against 
fleet charter operators in the intercoastal and Pacific coastwise 
trades have been extended to apply to ‘all fleet charterers oper- 
ating in coastwise or offshore domestic trades, effective from 
July 1 until December 15. The advice was set forth in a tele- 
gram from the commission to these fleet charterers who were 
asked to indicate not later than June 13 acceptance of the 
amendments of their fleet charter contracts. 


BRUCE NAMED AIDE TO HARRIMAN 

Secretary of Commerce W. Averell Harriman has announced 
the appointment of David K. E. Bruce, of Brookneal, Va., as 
Assistant to the Secretary. Mr. Harriman said that Mr. Bruce 
would be responsible to him and Under Secretary William C. 
Foster for the management of some of the department’s ac. 
tivities in international trade and domestic commerce. Mr. 
Bruce is a veteran of both world wars, and has served in the 
Maryland and Virginia state legislatures. 


SCHELL NAMED TO N. F. A. S. OFFICE 


Samuel D. Schell, former executive director of the Mari- 
time Commission, has been elected vice president of the Na- 
tional Federation of American Shipping, succeeding Maitland S. 
Pennington, resigned, according to an announcement by the 
federation. The election of Mr. Schell and of John B. Ford as 
secretary-treasurer of the federation took place at a meeting 
of its board of directors in New York, the N. F. A. S. said. 

The federation noted that Mr. Schell, an attorney, had 
served with the U. S. Shipping Board and the Merchant Fleet 
Corporation before becoming a member of the Maritime Com- 
mission’s staff. Mr. Ford, it said, recently had served as a 
consultant for the Sea-Air Committee of the federation, had 
been an assistant to the president of Northeast Airlines, Inc., 
and prior thereto had been associated with Gambrell & White, 
general counsel for Eastern Air Lines, Inc. 


SHIPPING FEDERATION OFFICERS 


Frazer A. Bailey, president, National Federation of Amer- 
ican Shipping, has been elected a member of the general coun- 
cil, International Shipping Federation. Maitland S. Pennington, 
former N. F. A. S. vice-president, was elected a vice-president 
of the I. S. F., according to a federation statement continuing 
as follows: 


Mr. Bailey and Mr. Pennington will serve at the General Council, 
representing American shipping companies. Shipowners’ associations 
of 15 other nations are members of the I. S. F. 

Basil Sanderson, British shipping executive, and Franz Odfjell of 
Norway, were re-elected president and vice-president, respectively, 
of the 1. S; ¥F. 

The I. S. F. was founded in 1909. Its work covers social and per- 
sonnel questions relating to merchant shipping. Membership in the 
I. S. F. in no way infringes on national autonomy, each member retain- 
ing its right to take independent action or decision. 

Other nations who are members are: New Zealand, Sweden, Spain, 
Portugal, Norway, India, Holland, Greece, Great Britain, France, Fin- 
land, Denmark, Canada, Belgium, and Australia. 

According to advices received by N. F. A. S., the resignations of 
Poland and Yugoslavia were accepted at the recent I. S. F. meeting. 


Next meeting of the I. S. F. is tentatively set for the last of Sep- 
tember, 1947. 


PHILADELPHIA TO EXPAND PORT 


According to Charles H. Grakelow, city director of supplies 
and purchases, Philadelphia’s $45,000,000 port expansion pro- 
gram will provide facilities within the next few years eclipsing 
even those in New York. A 70 per cent increase in harbor 
traffic is expected. A completely motorized pier, costing $3- 
000,000, will be one of the first projects to be started. Instead 
of forming a port of Philadelphia authority, it was decided to 
appoint the Delaware River Joint Commission as the agency 
to promote the port. 


REP. McCORMACK EXTOLS PORT OF BOSTON 

In an address in the House, Representative McCormack, of 
Massachusetts, described facilities of the port of Boston and 
said that “in this postwar year, under the direction of a neW 
and aggressive Port of Boston Authority, the historic port 1s 
making steady strides toward regaining her position of com- 
mercial eminence. 

“Steady increases have been recorded in recent months 
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For THE Midwest Empire 


Four great states, Minnesota, South Dakota, Iowa and Illinois, 
comprise the heart of the rich agricultural and industrial empire that is the 
Midwest. 

For three-quarters of a century, Fast, Dependable Freight Service, via the 
Minneapolis & St. Louis Railway and its Peoria Gateway, has contributed to 
the agricultural progress of these four states and to their supremacy in pro- 
duction of foods for America. 

Today, the M. & St. L., a modern, efficient freight carrier, with fleets of 
new locomotives and cars rolling on heavy-duty tracks, provides ever-finer 
transportation also for the fast-growing industries that are creating new 
opportunities for employment and prosperity in the Great Midwest. 


TRAFFIC OFFICES IN 36 KEY CITIES « LINKED WITH TELETYPEWRITER SERVICE 


“de Minneapolis & St. Louis Zactuay 
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in tonnage figures of both import and export cargoes handled 
in the port, and this despite the fact that resumption of the 
once large and profitable coastwise trade has been slow for a 
variety of reasons,’ he said. 

“Present excellent terminal facilities including wharves, 
piers, supporting yards and track facilities, will be greatly im- 
proved with the return of facilities used by the army during 
the war and the construction of new piers already authorized. 
All this adds up to increasing speed of handling; and warehouse 


space for cargo—the country’s second largest and most effi- 
cient.” 


SEAMAN SERVICE FOR SPECIAL RIGHTS 


The period of substantially continuous service in the mer- 
chant marine required for the issuance of certificates of service 
which entitle merchant seamen to reemployment rights, pur- 
suant to public law 87 and to other benefits, has been reduced 
from 18 months to 12 months, the Maritime Commission has 
announced. Seamen were advised to file their applications 
promptly upon completion of such period of service unless they 
intend to remain until the termination of the unlimited national 
emergency. It continued: 


Effective at the termination of the unlimited national emergency, 
the specific time period will be eliminated entirely and all-seamen who 
are serving in an active capacity on that date are eligible to receive a 
certificate of substantially continuous service. Application for such. 
certificate should be submitted promptly and not later than the end 
of the three months’ period immediately following the termination of 
the unlimited national emergency, except where a seaman is on a 
voyage commerfced prior to said termination of the unlimited national 
emergency or is under medical care, interned or being repatriated. 


HEDDEN URGES N. Y. PORT IMPROVEMENT 


Pointing out that a vast proportion of New York’s port 
facilities are utterly inadequate to present-day needs and urg- 
ing a modernization program based on individual initiative, 
Walter P. Hedden, director of port development for the Port 
of New York Authority, last week issued a statement opposing 
federal participation in port development. Predicting that im- 
ports would increase and thereby balance exports, Mr. Hedden 
called for a balanced merchant marine, citing the urgent need 
for specialized ships such as passenger liners and refrigerated 
ships. The operation of piers can and should be put on a 
business-like’ basis and be made to pay, he said. 


FOREIGN TRADE COUNCIL SURVEYING PORTS 


A nation-wide survey of the transportation and port condi- 
tions currently hampering export and import shipments is be- 
ing conducted by the transportation committee of the National 
Foreign Trade Council. The committee as a first step studied 
the situation at the Port of New York. Shippers and spokes- 
men for railroads and steamship lines attended the meeting, at 
which shippers emphasized the need to avoid prolonged delays 
at the port. 

A sub-committee, headed by A. F. McIntyre, general man- 
ager, New York zone, Pennsylvania Railroad, is compiling in- 
formation which will form the basis of recommendations to 
shippers, rail and other inland carriers, port executives, and 
steamship lines. 


PIER-TRUCK OPERATION AT NEW YORK PORT 


In connection with the steamship-motor carrier negotia- 
tions to improve pier-truck operations in the Port of New York, 
30 steamship lines met recently at the Maritime Exchange and 
set up a committee, with P. E. McIntyre, United States Lines, 
as temporary chairman. The steamship committee will confer 
shortly with the motor carrier committee headed by Joseph M. 
Adelizzi, to form a permanent joint organization to carry out 
the program for pier-truck operations with a paid staff. Ac- 
cording to C. H. Callaghan, executive vice-president, Maritime 
Association of the Port of New York, it is expected that many 
steamship lines will support the program. 





ILLINOIS MOTOR TRUCK SAFETY ROADEO 

Approximately 50 drivers are expected to participate in the 
Illinois Motor Truck Safety Roadeo at Springfield. Prelimi- 
naries will be held Saturday, September 20, with the finals 
scheduled for the following day. The state champion truck 
driver will receive a handsome trophy and a trip to Los An- 
geles in October, to participate in the national A. T. A. roadeo. 

Thomas J. McVey, president of Prairie State Motor Freight 
at Springfield, is general chairman of the Illinois roadeo. Mr. 
McVey, retiring president of the Central Motor Freight Asso- 
ciation, will be honored at a testimonial dinner June 23 in the 
Palmer House, Chicago, by officers and directors of the 
C. M. F. A. 
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Eastern-New England Motor Bureaus 
to File Rate and Minimum Increases 


Following joint shipper-carrier hearings held at the Parker 
House, Boston, Mass., and at the Hotel Bond, Hartford, Conn., 
last week, June 10, the general rate committees of the Eastern 
Motor Freight Conference and the New England Motor Rate 
Bureau submitted a recommendation to member carriers that, 
not later than June 23, “proper steps be taken to accomplish 
publication of the increased rates and minimum charges as 
recommended by the General Rate Committee for account of 
carriers parties to tariffs” published by the rate bodies. 

Maintaining that labor and other costs had necessitated 
immediate rate relief, but noting that “the present economic 
structure may not allow shippers to support the final action of 
the operators,” Herman Matthei, chairman of the New England 
Bureau’s standing rate committee, presented the carriers’ case 
for an increase at the joint meetings. 

In his preliminary discussion, Mr. Matthei explained that 
the industry held no predetermined ideas as to the solution for 
its problem, but that the joint conferences had been called 
to discuss the situation with the shippers. 

Two carrier proposals for increases were before the meet- 
ing. The first involved adding surcharges to all New England 
other than that to New York city and metropolitan area, as 
follows: Minimum charge, 25 cents; 0 to 6,000 pounds, 7 cents; 
6001 to 12,000 pounds, 5 cents; 12,001 to 20,000 pounds, 3 cents; 
and 20,000 pounds and over, 2 cents. 

The second proposal involved eliminating New York sur- 
charges, adding 10 per cent to all rates subject to a maximum 
of 2 cents on truckloads, and adding 25 cents to all minimum 
charges. The first proposal was dropped early in the hearing, 
and the second became the sole point at issue. It was the latter 
which was finally adopted. 


Contending that complete cooperation between Carriers 
and shippers represented the only satisfactory system for proper 
relations, and asking forbearance on the part of the shippers, 
Mr. Matthei quoted figures and causes. He noted that the 
unions in such areas as New Hampshire, Lowell-Lawrence, 
Pittsfield-Albany, and the North Shore had received a 25 per 
cent increase in wages retroactive to January 1, 1947. The large 
unions operating in the so-called tri-state area (Connecticut- 
Rhode Island-Massachusetts) obtained increases running from 
22 per cent to 39 per cent but averaging 30 per cent, effective 
May 4, 1947. In addition, other costs had been mounting, par- 
ticularly those in the form of state excise taxes and increased 
gasoline taxes, said he. Typical examples of these increases 
were 2 cents a gallon in Maine; 3 per cent excise tax plus 2 
cents a gallon in Connecticut; Rhode Island, one cent a gallon. 


Mr. Matthei pointed out that no wage increases have been 
awarded to Local 25 of Boston, because the contract with that 
union did not expire until December 31, 1947. For this reason, 
he said, no allowances were made for any increase in Boston 
rate scales in arriving at the bureau’s proposal. However, he 
maintained that uniform action was both necessary and desir- 
able. 


At this juncture, he produced as an exhibit figures on a 
test period showing number and weight of shipments, present 
revenue, refigured payroll and present payroll with percentage 
of increase, and operating revenue and total expenses for the 
first quarter of 1947 of 125 Class I carriers. 


The test period figures were for 93 carriers and covered 
the week of May 4 to 10. This period was selected because it 
was a representative week insofar as tonnage was concernd, 
and also because it was the first week of operation under the 
tri-state agreement,” said he. 

Based on the test figures, which showed the increase in 
labor costs as $27,549.17, the increases in the first proposal were 
applied to the week’s tonnage, and it was estimated that the 
first proposal would have resulted in $42,443.80 increased 
revenue. Mr. Mattei said that the carriers did not want more of 
an increase than actually was required to offset the sharp rise 
in labor costs, so only the second proposal was offered. Applying 
the same test to the alternative proposal increased revenue 
figured to $30,653.07, although it was expected that this total 
would be reduced somewhat by shipments falling in the next 
higher weight bracket and by those truckload rates which were 
less than 20 cents. Thus the actual excess of revenue over 
additional labor expense, according to Mr. Matthei, would be 
more than consumed by the increased gas and excise taxes. 

He closed the carriers’ presentation by stating that 22.4 
per cent of the New England truck lines presently operated at 
a ratio of 100 or over; that 50 per cent of the remaining car- 
riers would operate at a ratio of 100 or over when the recent 
wage increases were taken into account. He concluded by re- 
marking that, in view of these figures it was obvious that any 
delay in the obtaining of rate relief might prove to be dis- 
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This year, 1947, is International Harvester’s 40th 
Truck Anniversary. 


FORTY YEARS of International Truck progress, 
hand-in-hand with the progress of American transport. 


FORTY YEARS that have seen the development of 
the International Truck Line from a single wagon- 
like vehicle. Today the International Line is the most 
complete built by any manufacturer. It includes 21 
basic models with gross weight ratings ranging from 
4,400 to 90,000 pounds. These 21 basic models con- 
vert and adapt into more than 1,000 different trans- 
port vehicles. 





INTERNATIONAL TRUCKS 


FORTY YEARS that have seen the rise of Interna- 
tional Trucks to enviable leadership. For the last 16 
years more heavy-duty Internationals have served 
American industry than any other make. 


Yes, the forty years of International Truck history 
have been years of progress. This progress culminates 
today in International’s great, new Fortieth Anniver- 
sary Line of Trucks—International KB Models. 


Forty years of progress, with greater goals ahead. 


Motor Truck Division 


INTERNATIONAL HARVESTER COMPANY 
180 North Michigan Avenue Chicago 1, Illinois 


Tune in James Melton on “Harvest of Stars’’ Sunday —NBC Network 
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astrous. He admitted, however, that the industry expected 
a “subsequent investigation of its rate structure.” 

The hearing was then thrown open for questions and dis- 
cussions but, although there were approximately 70 shippers 
present, only seven made any sort of statement. Of these, 
traffic managers Hogan, Scott, and Arnold of American Sugar 
Refiners, Northeast Paper Mills Association, and Textile Traffic 
Association, respectively, confined themselves to pleas for special 
consideration of their individual products. In each case, the 
argument was that these products, for one reason or another, 
had already absorbed a disproportionate share of rate increases. 

Mr. Ferguson, Providence Chamber of Commerce, de- 
manded to know when “the checker game will end,’ and 

leaded for an end to the vicious circle of labor increases 
ollowed by rate increases. He asserted that the country was 
presently in a business recession, which presently would become 
worse and he indicated that the increases will aggravate the 
situation. 

Although traffic manager Carey, Spencer Steel Corporation, 
raised violent objections to the first proposal, he expressed him- 
self as being in favor of the alternate proposal consisting of a 
percentage increase. 

C. A. Lando, eastern traffic manager, Kraft Foods, pre- 
sented figures based on the bureau exhibit to show that the 125 
Class I carriers had an operating ratio of 94.3. The carriers pro- 
tested that the one set of figures for 93 carriers could not be 
applied against the figures for the 125 carriers because only 27 
carriers were included in both groups. Under Mr. Lando’s 
questioning, however, they admitted that the bureau figures 
were not complete or conclusive. Mr. Lando then commented 
that the figures quoted did not justify publishing the proposed 
increases without “more thorough investigation and a more com- 
plete presentation.” 

H. W. Browne, traffic manager, Yale & Towne, commented 
that although he knew the carriers would raise objections to 
his suggestion, it was his opinion that the entire subject should 
be tabled for two months while all concerned watched future 
developments. 

After the Hartford public hearing, the general and stand- 
ing rate committees of the New England Motor Rate Bureau 
and the General Rate Committee of the Eastern Motor Freight 
Conference sat in a closed executive session. 

The decision reached at this session was to petition the 
Interstate Commerce Commission immediately for authority to 
publish a master tariff assessing surcharges of 25 cents on 
minimum charges and of 10 per cent on all weight brackets sub- 
ject to a maximum of 2 cents on truckload shipments. The 
petition will also request that the Commission permit the in- 


creases to go into effect without suspension while an investiga- 


tion of the rate structure is instituted. 

Accordingly, the decision was submitted to member-carriers, 
and the carriers were asked to advise the rate bodies at once 
of any exceptions, individual or non-application provisions re- 
quired. 


Chicago-Ohio River Motor Conference 


Formation of a new motor carrier conference, the Chicago- 
Ohio River Motor Carriers Conference, has been announced 
by M. R. Harris, of the Indianapolis Forwarding Co., Chicago, 
conference president. The conference will embrace carriers 
serving Chicago and the territory bounded by Kokomo, Ind., 
Columbus, Ohio, and Cincinnati, Louisville and Owensboro, Ky.., 
Evansville, Ind., and intermediate cities. Approximately 30 
motor carriers have already joined, of a potential membership 
of more than 60, Mr. Harris said. 

The conference has been in process of formation since 
February, and was incorporated in May. An executive secretary 
will be appointed shortly and headquarters will be established, 
possibly in Indianapolis. 

Mr. Harris said that the conference will not publish freight 
rates, that the Central States Motor Freight Bureau and other 
rate bureaus in the territory will continue to publish tariffs 
for account of conference carriers. The conference will handle 
a number of subjects for members, such as uniform account- 
ing practices, equipment engineering, insurance, accident and 
claim prevention, communications facilities, and tax problems. 
A research section is now conducting studies of these subjects, 
and a study of the rate scales of carriers in the territory. 

Officers of the conference, in addition to President Harris, 
are: Vice-president, Kenneth Foster, Jr., Foster Freight Lines, 
Inc.; secretary, Bruce Sheron, Ziffrin Truck Lines, Inc.; treas- 
urer, George Cassell, Motor Express, Inc., of Indiana. 

Conference directors are: 


J. M. Murdoch, Interstate Dispatch, Inc.; Rudy A. Baensch, De- 
catur Cartage Co.; Henry Deutsch, Huber & Huber Motor Express, 
Inc.; Philip Hertz, Federal Truck Lines; and J. C. Conroy, Haeckl’s 
Express. 
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“Membership in the conference is open, and all trucking 
companies operating in the territory are invited to join,” said 
Mr. Harris. 


C. M. F. A. Holds Annual Meeting; 
Honors Rodgers at Luncheon 


The Central Motor Freight Association, at its annual meet- 
ing at the Palmer House, Chicago, June 12, elected as its new 
president Charles Dohrn, president, Dohrn Transfer Company, 
Rockford, Ill. Chester G. Moore was retained as chairman of 
the association’s board of directors. Other officers elected were: 


First vice-president, E. L. Garrison, president, Melvin Trucking 
Company, Peoria, Ill.; second vice-president, Walter Mullady, presi- 
dent, Decatur Cartage Company, Chicago; secretary, Barney Cushman, 
president, Cushman Motor Delivery, Chicago; treasurer, C. John Viking, 
Webber Cartage Company, Waukegan, III. 















































The board of directors includes the following: 


Walter Arco, president, Arco Auto Carriers, Janesville, Wis.; A. 
Bonifield, president, Bonifield Brothers Truck Line, Metropolis, II.; 
William Pointer, president, Collinsville Transfer Company, Collinsville, 
lll.; Ben Shapiro, terminal manager, Hennepin Transportation Company, 
Chicago; Harry F. Chaddick, president, American Transportation Com- 
pany, Chicago; John Cooper, president, Holland Motor Express Con- 
pany, Holland, Mich.; T. H. Dewees, president, Hawkeye Motor Ex- 
press, Cedar Rapids, Iowa; William F. Drohan, trustee, Keeshin Motor 
Express Company, Chicago; Si Fisher, president, Spector Motor Serv- 
ice, Chicago; K. G. Foster, Jr., general manager, Foster Freight Lines, 
Indianapolis, Ind.; Thomas J. McVey, president, Prairie State Motor 
Freight Company, Springfield, Ill.; V. L. Garrison, president, Chicago- 
Detroit Express, Detroit, Mich.; P. M. Greenberg, general manager, 
Werner Transportation Company, Chicago; James A. Hannah, presi- 
dent, James A. Hannah, Inc., Chicago; H. H. Hiland, president, Inter- 
state Dispatch, Inc., Chicago; J. L. Hizer, general freight agent, The 
Liberty Highway Company, Chicago; Ray Jones, president, Jones 
Transfer, Rockford, Ill.; G. W. Kimble, terminal manager, Silver Fleet 
Motor Express, Chicago; H. J. Lee, president, Lee Brothers, Inc., 
Chicago; Ben Leventhal, president, Roosevelt Cartage Company, Chi- 
cago; H. J. Olson, president, Olson Transportation Company, Green 
Bay, Wis.; R. J. Olson, president, Fred Olson and Son Motor Service, 
Chicago; Carl H. Ozee, president, Hayes Freight Lines, Mattoon, II1.; 
David Ratner, president, Midwest Transfer Company, Maywood, IIL; 
Alex H. Scherer, president, Scherer Freight Lines, Ottawa, Ill.; Ben 
Johnson, vice-president, Grand Rapids Motor Express, Inc., Chicago; 
A. S. Sorensen, President, N. C, Sorensen Motor Express Company, 
Chicago; J. F. Lamere, president, Gordy Freight Lines, Chicago; Wil- 
liam Meliender, general traffic manager, Turner’s Transfer Company, 
Chicago; John Ruan, president, Ruan Transportation Company, Des 
Moines, Iowa; William C. Winkler, president, Winkler Motor Service, 
Chicago; H. B. Worrell, president, Hunter Cartage Company, Streator, 
Ill.; J. E. McDonald, president, Corey and Evans, Inc., DeKalb, IIl.; 
J. S. Sheely, manager, Pacific Intermountain Express, Chicago; Robert 
E, Taylor, president, Taylor Transfer Company, Kankakee. II. 


The Trailmobile Company was host to the association at 
a noonday luncheon honoring Ted Rodgers, president, Amer- 
ican Trucking Associations, Inc. In the evening, more than 
600 attended the association’s annual dinner. There were no 
speeches but there was an elaborate program of entertainment. 
Preceding the dinner, the International Harvester Company 
was host at a cocktail party. 


Cc. S. M. F. B. CLASS RATE STRUCTURE 


The committee recently appointed by the Central States 
Motor Freight Bureau to study the present class rate scales, 
at its last meeting in Chicago unanimously adopted a motion 
to give consideration to the advisability of publishing a separate 
scale for truckload traffic and one or more additional scales 
for less than truckload traffic. The committee will meet again 
early in July and will carry its recommendations to the C. S. 
M. F. B. meeting of the board of directors next month. 

Other motions adopted by the committee provide for the 
following: 

That the committee study the advisability of publishing one scale of 
rates for local (single line) ‘traffic and another scale or scales for joint 
line traffic. 


The committee’s discussion touched upon such points as the 
complexity of the present published scale and the difficulty of 
reading the traiff; certain difficulties in connection with the 
present freezing of rates in the scale where long distances are 
involved; and the 10-cent arbitrary published some time ag? 
to apply on 1.t.l. traffic and the failure to fully meet the mini- 
mum rate, now 50 cents, under which the railroads will grant 
pick-up and delivery service. The committee also considered 
criticisms received over the past several years from the Com- 
mission, from shippers and carriers. 
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C. L. Lawson, of the standing rate committee, is chairman 
of the above committee. Other members include: 


H. C. Deutsch; H. M. Sell; Charles Browne; J. F. Walsh; W. Bock- 


stahler; F, Mackensen; J. B. Conroy; John McGrath; Charles F. Davis; 
and Ear! Girard. 


Highway Users Conference Asks 
Ban on Highway Funds’ Diversion 


“The necessity of a continuing campaign to win more states 
away from spending highway revenues for non-highway pur- 
poses is shown by current state demands for better roads,” says 
the National Highway Users Conference. 

The conference says that state highway revenue diverted 
to other purposes since 1925 now are nearing the two and half 
billion dollar mark. This sum, much of it collected from gas 
taxes, reached a record annual peak of $215,039,000 in 1941, 
last non-war year for which there are diversion figures, it says. 

According to Arthur C. Butler, director of N. H. U. C., 
these diverted funds would make the difference in many states 
between an adequate road system and an inadequate one. 
Said he: 

Nineteen states now have constitutional amendments requiring high- 
way revenues, which include registration and license fees, to be used 
for highway purposes. Some of the earlier amendments—the first was 
voted by the people of Minnesota in 1920—were not drafted in com- 
pletely effective form, but most of the later ones entirely bar diversion. 
No state has ever repealed an amendment once voted. 

States with anti-diversion amendments in their constitutions now in- 
clude California, Colorado, Idaho, Iowa, Kansas, Kentucky, Maine, 
Michigan, Minnesota, Missouri, Nevada, New Hampshire, North Dakota, 
Oregon, Pennsylvania, South Dakota, Texas, Washington and West 
Virginia. 

These diversion bans, while not a cureall for all highway problems, 
are one of the most important steps toward a sound and economical 
highway program in any state. They constitute a guarantee that such 
programs will continue to have financial support. 

Simple legislature declarations by the states that highway user 
funds will not be used for non-highway purposes have been found to 
be inadequate as a substitute for the amendments, as no legislature has 
power to bind the actions of its successor. 

One of the common state practices which these amendments forbid 
is the placing of highway revenues in the general funds of the states. 
Once in the general funds, these highway dollars are vulnerable to 
“raids’’ for other purposes. And under the general fund procedure, it 
is difficult for citizens to find out with certainty just how much diver- 
sion is going on at any time. : 





MOTOR CONTRACT CARRIER DIRECTORY 


A national directory of the members of the Contract Car- 
rier Conference of the American Trucking Associations, Inc., 
has been published by the conference, according to an announce- 
ment by Mrs. Vee H. Kennedy, executive secretary of the 
group, in which she said: 


So far as is known, this is the first national directory of contract 
motor carriers ever published. It contains approximately 1,000 names 
and addresses of contract carriers who are members of the conference 
either directly or through A. T. A. state associations. 

The listing is geographical for ready reference. It is expected the 
directory will be widely used by shippers seeking services of contract 
carriers in the trucking industry. 

The National Industrial Traffic League, shipper organization, has 
agreed to send copies to its members. Directories also will go to the 
53 state associations affiliated with A. T. A. and to each carrier listed. 

The Contract Carrier Conference of A. T. A., as the national asso- 
ciation of this class of carrier, is frequently called upon by shippers to 
furnish names of contract motor carriers in specific areas, and it was 
to fill a very definite need that the Conference published this directory. 
Although this first guide does not specify either the territory traversed 
or commodities hauled under Interstate Commerce Commission per- 
mits, such information can be obtained easily by any interested shipper 
through addressing the carrier listed at his headquarters. A limited 
number of copies of the directory will be available at ten cents each 
to other interested parties. 


Motor Carrier Statistics 


The Commission has issued statement Q-800, prepared by 
its Bureau of Transport Economics and Statistics, of revenues, 
expenses, and other income of Class I motor carriers of prop- 
erty for the fourth quarter of 1946, separated as between inter- 
city carriers and local carriers. 

The compilation showed that the intercity carriers repre- 
sented, 1,408, had net operating revenue of $4,431,089 for the 
fourth quarter of 1946 as against a deficit of $12,397,617 for 
the like 1945 period, with operating revenues totaling $247,- 
727,477 and expenses amounting to $243,296,388 for the former 
period as compared to operating revenues of $176,876,802 and 
expenses totaling $189,274,419 for the latter period. Other in- 
come amounted to $775,289 and other deductions totaled 
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$1,861,512 for the 1946 quarter leaving net income before ip. 
come taxes of $3,344,866 and net income after taxes of $1,243. 
760. For the 1945 quarter, other income totaled $1,906,634 ang 
other deductions amounted to $1,648,980 leaving a net income 
deficit before income taxes of $12,139,963 and a net income 
deficit after income taxes of $11,639,866. The per cent of oper. 
ating ratio for the respective periods was 98.2 as against 107, 

In the expense accounts, the compilation showed that 
$190,063,075 went for operation and maintenance, of which 
$59,814,603 was for transportation expense, for the 1946 quar. 
ter, as against total operation and maintenance expenses of 
$151,027,183, which included transportation expenses of $46. 
504,431, for the comparable 1945 period. 

The local carriers, 483, the compilation showed, had net 
operating revenues of $994,726 for the 1946 period, with oper. 
ating revenues totaling $56,993,024 and expenses amounting to 
$55,998,298. For the comparable 1945 period, these carriers 
had a deficit in net operating revenues of $1,061,201, with oper. 
ating revenues totaling $46,219,555 against expenses amounting 
to $47,280,756. Operating ratio was 98.3 per cent as against 
102.3 per cent. Net income amounted to $2,205,566 before in. 
come taxes and $1,188,510 after income taxes for the 1946 pe. 
riod as against net income before income taxes of $225,771 and 
a net income deficit after income taxes of $100,166 for the 1945 
period. 


'NDEPENDENT MOVERS’ & WAREHOUSEMEN 


The Independent Movers’ & Warehousemen’s Association 
will hold its annual convention at the French Lick Spring 
Hotel, French Lick, Ind., from June 30 to July 3. inclusive, 
Louis Hobmann, executive secretary of the association has 
announced. 


TEXAS MOTOR BUS ASSOCIATION CONVENTION 

The Texas Motor Bus Association, at its recent annual 
convention in Fort Worth, re-elected J. C. Levens, Lubbock, as 
president. All members of the board of directors were also 
re-elected. J. Manley Head, former state senator and attorney 
for the American Trucking Associations, was appointed perma- 
nent secretary-manager of the association. His offices will be 
at association headquarters, which will be moved from Fort 
Worth to Austin. Mr. Head said he plans as his first job to 
expand the membership of the organization by launching 2 
membership campaign in the near future. The association is 
composed of 27 bus companies. 


A. T. A. SAFETY AWARDS 


The American Trucking Associations, Inc., has announcei 
that awards ranging from two to thirteen consecutive years 
of driving without an accident have been presented to eleven 
drivers employed by Huber & Huber Motor Express, Inc, 
Louisville, Ky. 

Harry Wells received an award for 13 consecutive yeals 
of no-accident driving, and Ralph D. Shrewsbury received a 
11-year award. Others to receive the awards were James Crop) 
and Artis Cropp, ten years; Ralph Henry and H. Morton, eight 
years; James D. Carver, five years; George Wright, thre 
years, and Chester Harris, Harold Mifflin and Murray Drury, 
two years. 


MOTOR PASSENGER STATISTICS 


Intercity and local or suburban Class I motor carriers d 
passengers, 353 in number, reported net income before taxé 
of $100,637,183, and net income after income taxes of $62,139; 
535 for the 12 months ended with December, 1946, as agains! 
net income before income taxes of $134,621,862 and net incomt 
after income taxes of $41,968,891 for the 12 months ended with 
December, 1945, according to a compilation by the Comms 
sion’s Bureau of Transport Economics and Statistics of re¥ 
enues, expenses, other income and statistics of those carrier, 
statement Q-750. The compilation covers 266 intercity carrie! 
and 87 local or suburban carriers. 

The carriers reported total operating revenues of $501; 
166,209 and expenses amounting to $401,168,948, leaving net 
operating revenues of $99,997,261 for 1946. Other incom 
amounted to $4,703,818 and other deductions totaled $4,063,8%. 
For 1945, operating revenues totaled $498,326,722 and expense 
amounted to $360,289,015, resulting in net operating revenue @ 
$138,037,707. Other income totaled $3,140,445 and other deduct: 
tions amounted to $6,556,290. 


TRUCK REGISTRATION STATISTICS 

New truck registrations from 33 states for April totale 
49,977 units, running ahead of normal pre-war sales and indicat 
ing, if ratios continue, a total of more than 67,000 units when 
all states are tabulated, according to R. L. Polk & Co., autome 
tive industry statisticians. New truck registrations in M 
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from 45 states, or approximately 88 per cent of national totals, 
were 65,245. With New York, Tennessee, Connecticut and 
Missouri still to be tabulated it is expected totals for the month 
may reach 73,000 units and may break the all-time record of 
74,708 units established in October, 1946. : 


WHITE TRUCKS USED IN AIRPORT GROOMING 


White Super Power trucks are being used extensively in 
building airports, and in maintaining and grooming existing 
ports, according to officials of the White Motor Co. These heavy- 
duty trucks are well adapted to meet the rugged, off-the-high- 


way service demanded in airport construction and maintenance, 
the White official said. 


SHOT-PEENED AXLE SHAFTS FOR DODGE TRUCKS 


Shot-peened rear axle shafts, which are said to more than 
double the fatigue life of ordinary shafts, are now being used 
on all of the 175 basic chassis models of Dodge “job-rated”’ 
trucks, L. F. Van Nortwick, director of truck sales of the Dodge 
division of the Chrysler Corporation, has announced. The al- 
ready long life of axle shafts on Dodge trucks has been greatly 
increased by the shot-peening method, Mr. Van Nortwick said. 
He added that the improvement is being made without any in- 
crease in cost to truck buyers. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 

Ralph N. Acerra, Green Bay, Wis.; Waldo H. Backer, New York, 
N. Y.; George R, Bailey, Green Bay, Wis.; Robert William Barclay, 
Green Bay, Wis.; Harold Elmore Bingham, Kansas City, Mo.; Laurence 
E. Binsacca, San Francisco, Calif.; Edward John Bolton, Philadelphia, 
Pa.; J. Wayne Brazeal, Kansas City, Mo.; Lynn Gordon Brenne, Chi- 
cago, Ill.; John G. Breslin, San Francisco, Calif.; Henry M. Bressler, 
Jamaica, N. Y.; Philip Thomas Brislane, St. Louis, Mo.; James Fulton 
Brown, Sr., Kansas City, Mo.; Brooks B. Callaghan, Richwood, W. Va.; 
Joseph Menns Canfield, III, Crafton, Pittsburgh, Pa.; Eugene Quenten 
Carmody, San Francisco, Calif.; Thomas J. Champion, San Francisco, 
Calif.; Alfred Dean, Long Island City, N. Y.; Thomas F. Diamond, 
Rahway, N. J.; William R. Donovan, San Francisco, Calif.; Fred B. 
Duffy, Portland, Ore.; Ben W. Erickson, Green Bay, Wis.; Herbert 
Vernon Eskelin, Kansas City, Mo.; William Taft Feldman, Baltimore, 
Md.; Elmer Nicholas Ferretta, San Francisco, Calif.; Albert Joseph 
Fleischmann, Baltimore, Md.; Gerald E. Franzen, St. Paul, Minn.; 
Henry Frasher, Chicago, Ill.; Frank J. Gardner, Philadelphia, Pa.; 
James Edward Gibney, New York, N. Y.; Raymond D. Givens, Boise, 
Ida.; Gregory Gramling, Milwaukee, Wis.; John I. Hachtmann, New 
York, N. Y.; Allen Hart, Portland, Ore.; Frank Warren Higinbotham, 
Amarillo, Tex.; Joseph Hodgson, Jr., New York, N. Y.; Comer LeRoy 
Hoffman, Atlanta, Ga.; Raymond Thomas Horstmeyer, New York, N. Y.; 
William H. Hudgins, Baltimore, Md.; Kenneth V. James, Kansas City, 
Mo.; Ronald F. Jaseph, Green Bay, Wis.; Paul Thomas Jorgenson, 
Kansas City, Mo.; Albert John Kasper, Chicago, Ill.; Joseph Knol- 
mayer, New York, N. Y.; Joseph Paul Kraft, New York, N. Y.; Arthur 
F. Lane, Lyndhurst, N. J.; Joseph Matthew Lenz, Kansas City, Mo.; 
Philip H. Lewis, St. Louis, Mo.; William Link, Jr., New York, N. Y.; 
Harold O. Lovre, Watertown, S. D.; Gustav E. Lowe, Oakland, Calif.; 
Edmund Keith MacDougall, Seattle, Wash.; Francis A. Mahoney, New 
York, N. Y.; Andrew Joseph Mangan, New York, N. Y.; Norman Lee 
Martin, Kansas City, Mo.; James E. McCabe, Chicago, Ill.; James 
Howard McGalin, St, Louis, Mo.; Harry Menaker, New York, N. Y.; 
Stanley W. Miller, Albuquerque, N. M.; Hugh Miracle, Seattle, Wash.; 
Theodore Roosevelt Moffatt, Kansas City, Mo.; Clifford Redding Nicker- 
son, San Francisco, Calif.; Holland E. Norin, Minneapolis, Minn.; John 
J. Nowicki, Milwaukee, Wis.; Arthur Olsen, New York, N. Y.; Stephen 
Parker, Portland, Ore.; William J. Parks, Kansas City, Mo.; George 
Henry Renkens, Green Bay, Wis.; Harold Lavern Rose, Kansas City, 
Mo.; Mario Charles Ruggiero, New York, N. Y.; Nels Lawrence Ryd- 
berg, Kansas City,.Mo.; William J. Schreck, New York, N. Y.; Doyle 
Seymour Smith, Kansas City, Mo.; Owen Kenneth Smith, Kansas City, 
Kan.; Warren A. Smith, New York, N. Y.; George E. Sperry, New 
York, N. Y.; Howard Allan Springer, Kansas City, Mo.; Malcolm F. 
Steele, Boston, Mass.; Philip R. Steinhardt, Green Bay, Wis.; Bernard 
Stillman, Los Angeles, Calif.; S. Cecille Strayer, New York, N. Y.; 
Bernhardt Sturm, Jr., New York, N. Y.; Wyllis Sanford Sylvester, 
Chicago, Ill.; Jack Edward Thompson, Sacramento, Calif.; J. Reed 
Tuft, Salt Lake City, Utah; Ida Govelet Turner, Kansas City, Mo.; 
Leonard Louis Unger, Cleveland, O.; Marvin William Van Cleave, 
Kansas City, Mo.; Christopher W. Ward, Long Island City, N. Y.; 
Raymond Leo Wells, Kansas City, Mo.; Ralph C. Wilgus, Philadelphia, 
Pa.; Lake McGalliard Wolfe, New York, N. Y.; Eugene Elwood Wol- 
verton, Kansas City, Mo.; Charles Le Roy Womack, Kansas City, Mo.; 
Joseph M. Wyatt, Baltimore, Md.; Oliver Barbour Wynn, Madison, 
Wis.; Theodore Joseph Younker, Baltimore, Md.; Martin A. Yunker, 
Long Island City, N. Y.; and Hugo F. Zierfuss, Chicago, Ill. 





NEW SANTA FE STREAMLINER 


The Santa Fe Railway’s newest streamliner, the Grand 
Canyon, made its first trip, June 8, on a schedule of 48% hours 
between Chicago and Los Angeles, and 55% hours between 
Chicago and San Francisco, according to T. B. Gallaher, general 
passenger traffic manager for the Santa Fe. This diesel-pow- 
ered train provides faster sleeping car service direct to the 


south rim of the Grand Canyon which is open all year, Mr. 
Gallaher said. 
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D. of A. Advisory Group Proposes 
Agricultural Transport Studies 


In a report to E. A. Meyer, of the Office of the Adminis. 
trator in the U. S. Agriculture Department’s Production anj 
Marketing Administration, the transportation advisory commit. 
tee under the research and marketing act of 1946 has recom. 
mended initiation of several new studies and intensification of 
studies now in progress with respect to freight rates and other 
matters affecting transportation of agricultural products. 

The report was transmitted by F. B. Northrup, executive 
secretary of the committee and assistant to the administrator 
of the Production and Marketing Administration. It contained, 
in addition to its recommendations of studies and surveys, a 
recital of what the committee described as “broad genera] 
principles” on which development of the transportation pro. 
gram under the research and marketing act should be based 
It prefaced its statement of these principles with the observa. 
tions that in 1945 “transportation charges were approximately 
two billion dollars, or 10 per cent of the total value of farm 
marketings,” and that “this huge transportation bill involves 
the movement of a vast volume of goods and by its very nature 
presents problems which affect the basic economy of the na. 
tion.” It suggested that the national advisory committee under 
the 1946 act and “all of the other advisory committees” take 
into consideration the following principles: 


1. In seeking solutions of transportation problems and determining 
ways and means of improving the marketing and distribution of agri- 
cultural products through research, experimentation and demonstration, 
the general welfare of the nation, as a whole, should be given primary 
consideration. 

2. Each type of transportation has its proper sphere of service. 
The competitive principle in transportation, with a minimum of regv- 
lations, must be maintained so that the relative economy and fitness of 
each method of transport may develop to its fullest extent; and so that 
one mode of transport will not have its inherent advantages limited for 
the benefit of another type of transportation. 

3. Unwise restrictions, regulations, and taxes on any type of trans- 
portation increase the cost of transportation similar to discriminatory 
rates and charges. 


4. All types of transport should continue to be owned and operated 
under the principles of private enterprise. 

5. The right of private transportation should be maintained so that 
farmers, their associations, and others may operate their motor vehicles, 
vessels, and planes without being classified as for-hire carriers. 

6. The principle of exemptions from public regulation of coopera 
tive and agricultural haulers should be continued. 


Lines of Study Proposed 


Under the heading of “general problems of immediate im- 
portance,” the advisory committee suggested, first, an imme 
diate study of the ways and means by which more goods might 
be transported with the facilities now available, saying that 
there was a pressing need for improved efficiency in the han- 
dling of existing railroad equipment “so that products of the 
farm and farm supplies may be moved more expeditiously ani 
without loss.” It noted that the Agriculture Department now 
was working on improvement of refrigerator cars for shipment 
of perishable commodities and said that “this research should 
be intensified and progressed in cooperation with manufactur 
ers of equipment, railroads, associations of producers, shippers, 
receivers, and others to the end that benefits may be made 
available for adaptation and practical use as soon as possible.” 

“Similar research studies should be initiated on the ship 
ment of perishable commodities by other modes of transporte 
tion,” it added. 

“Preliminary studies of railroad, motor truck, water ani 
airline equipment should also be inaugurated to determine thei 
efficiency and adaptability to the transportation needs of other 
agricultural commodities.” 

After stating that information now available on the cost 
of motor truck operation was not adequate, the committe 
suggested that studies be made to determine the cost of operat: 
ing common, contract and private trucks “to provide mort 
representative and complete information that will enable ship 
pers to select appropriate means for the transportation of 
their products and measure the fairness of existing charges.” 


Commodity Relationships and Rates 


The committee recommended an immediate study of com 
modity group relationships over approximately the last 2 
years, so as to determine the relationship of rail revenues de 
rived from transport of farm products as compared with rev 
enues obtained from all other commodity groups, and said 
this study should be conducted on a basis that would provide 
information on the important agricultural groups. 

It urged the Agriculture Department to continue to work 
with the Interstate Commerce Commission in developing add- 
tional studies on agricultural commodities “similar to thos 
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made on apples and potatoes from waybill information, and 
asked that such studies be progressed as rapidly as possible 
“so that the committee may have the results available for 
examination in planning future work.” 

With respect to the federal tax on amounts paid for 
transportation of freight, the committee observed that the tax 
increased with each successive advance in freight rates and 
said it distorted the competitive relationships. It urged a study 
of the effect of this tax and suggested that if Congress con. 
tinued the tax, it should devise methods of levying it equally 
on all types of commodities, “for example, through the use of 
net weights,” to eliminate discrimination between commodities 
and regions. 

The committee said that freight rates for transport of 
various types of fertilizer and fertilizer materials now differed 
widely as between respective regions of the country and 
recommended that a nationwide study be made of rates and 
~— for the transportation of fertilizer by rail, water and 
truck. 


























Regulatory Policies 


“One of the fundamental and serious problems facing those 
concerned with efficiency and economy in transportation and 
distribution of farm products,” the committee continued, “re- 
lates to legislation affecting carriers, the policies of regulatory 
bodies under present statutes, and their present and potential 
effects upon the distribution of raw and processed products 
of the farm and farm supplies. Present trends seem to be in 
the direction of limiting flexibility and freedom of distribution 
in marketing products of the farm. We recommend that a 
thorough analysis be made of the effect of federal and state 
regulatory statutes and their administration upon the trans. 
portation and freedom of distribution of farm commodities 
by carriers of all types.” 

Factors other than a count of the number of vehicles per 
day were urged for study in determining the mileages and 
locations of farm-to-market roads on which federal and state 
funds were to be expended, said the committee. It proposed 
the obtaining of data on this subject by inclusion of “proper 
questions” in the 1948 census or any subsequent census. 


List of Questions Submitted 


The transportation advisory committee addressed to other 
advisory committees in the research and marketing program 
the following list of questions and suggestions on subjects as 
to which it was seeking information: 


1. What transportation problems do you have in connection with 
packaging, bulkheading, dunnage, loading, palletizing, and stowing prac. 
tices? This subject includes research into the effect of current loading 
practices in relation to the hazards to the lading, economy of space, 
and ventilation necessities; studies into bracing and blocking methods, 
the use of efficient fastenings, including the application of metal strap- 
ping and unit loads; the feasibility of glued loads in place of nailed 
stripping; the use of reusable and disposable pallets; laboratory re 
search to correlate container design with loading and handling practices, 
and related problems. 

2. Do you have any difficulties at terminals, ports, and airports? 
Studies looking toward the elimination or minimizing of inefficiencies 
in connection with handling freight to and from cars, trucks, vessels 
or planes will entail detailed investigation of present facilities, includ- 
ing grain elevators, packing and shipping sheds, concentration yards, 
storage warehouses, ports and airports, including loading and unloading 
machinery and equipment and methods. 

3. Do you have any special problems relating to loss and damage 
claims? The condition of carrier equipment, heavier loading rules and, 
in some cases, inferior quality of packages, together with increased 
carelessness in handling due to poorly trained and generally less skilled 
labor, have contributed to a substantial increase in loss and damage to 
commodities in transit in the past several years. Studies in this field 
would be directed to the determination of the causes of loss and dam- 
age, the investigation of methods by which the amount of loss. and 
damage may be reduced, and examination of carrier rules, regulations 
and practices with respect to the payment of claims with the purpose 
of obtaining full compensation for losses for which the carrier is 
responsible. 


Accessorial Service Adequacy 


4. Are transit, reconsignment and accessorial services adequate’ 
The ability of distributors and processors of agricultural products t0 
function successfully in the distribution of raw commodities of the 
farm and products thereof often depends directly upon the flexibility 
and scope of distribution obtained through storage, processing or col- 
centration in transit privileges or upon the ability to test markets 0 
reconsign to new markets without undue penalty. Investigation of these 
and other accessorial services and the charges made for them will dis 
close whether agricultural industries are now hampered by lack of ade 
quate services of this kind, what types of services were necessary t0 
provide freedom of distribution and the extent to which the present 
charges for such services may be more than the service is worth, and 
what products are being affected by the lack of such services. 

5. Does the lack of reciprocal switching affect your distribution’ 
While in most parts of the country reciprocal switching between 
roads has been the established custom for many years, in other areas, 
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including many of the major consuming markets in the east, it is still 
not available. At those places, delivery at industries or markets not 
served by the line haul delivering road is effectively prevented. On 
what commodities should the effect of lack of reciprocal switching be 
undertaken, and at what markets is the situation most urgent? 

6. What other transportation problems are of importance in your 
program? Problems arising under this heading may deal with carrier 
rules and regulations, demurrage, port and wharfage services, elevation, 
storage, operating practices of carriers, handling of cars to and from 
inspection or sampling plants, feeding and watering yards, and similar 
services connected with transportation. 


“Long-Time Program” 


The committee said it believed that the research program 
on transportation should start conservatively but be progressed 
as rapidly as necessary funds and personnel were made avail- 
able. It said it recognized that this was “a long-time program 
which will be subject to change as new problems arise and 
develop in the light of experiences gained.” 

Members of the transportation advisory committee, in addi- 
tion to Mr. Northrup, were identified in the report as follows: 


Lee J. Quasey, chairman, commerce counsel of the National Live- 
stock Producers Association, Chicago; G. W. Baxter, director, Illinois 
Agricultural Association, Chicago; Elmer W. Cart, director, tax, re- 
search and traffic, North Dakota Farmers Educational and Cooperative 
Union of America, Jamestown, N. D.; Justus F. Craemer, commissioner, 
California Public Utilities Commission, San Francisco; John H. Goff, 
professor of business administration, Emory University, Atlanta, Ga.; 
William Heckendorn, assistant secretary, National Council of Farmer 
Cooperatives, Washington, D. C.; Chester H. Gray, Washington; Charles 
G. Henry, general manager, Mid-South Cotton Growers Association, 
Memphis, Tenn.; Earl D. Mallison, manager, research and development, 
Atlantic Commission Co., New York City; Gordon Stedman, traffic man- 
ager, United Fresh Fruit and Vegetable Association, Washington; 
F. O. Terrill, The Kroger Co., Cincinnati, O. 


PACIFIC NORTHWEST ADVISORY BOARD 


Earl Noble, manager, exploration department, Union Oil 
Co., Los Angeles, will speak on the availability of the oil supply 
over the world, at a luncheon session of the June 27 meeting 
of the Pacific Northwest Advisory Board, at the Winthrop 
Hotel, Tacoma, Wash. The luncheon will be sponsored by sev- 
eral local service clubs, with Del Belfoy, president, Young 
Men’s Business Club, as toastmaster. 
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H. D. Smith, western zone traffic manager, Weyerhaeuser 
Sales Co., Tacoma, will address the morning session on “The 
Shipper’s Stake in Car Service Rules Observance.’ Local and 
national transportation conditions will be explained by F. T. 
Westmeyer, district manager, car service division, Association 
of American Railroads, Seattle, and C. W. Taylor, refrigerator 
car manager, A. A. R., Chicago. The following chairmen will 
report for their committees: Legislative, William Forrest, traf- 
fic manager, Timber Structures, Inc., Portland; executive, Frank 
P. Borden, traffic manager, Douglas Fir Plywood Association, 
Tacoma; railroad contact, H. M. Turner, superintendent trans- 
portation, Union Pacific Railroad, Portland; carloading fore- 
cast, H. T. Stoddard, traffic manager, Soundview Pulp Co., 
Everett, vice-president of the advisory board. Warren White, 
container engineer of the Union Pacific Railroad, Omaha, will 
speak on containers and packaging at the main session. Ralph 
Benson, president of the board, and traffic manager, C. D. 
Johnson Lumber Corporation, Portland, will preside. 

Meetings of several committees will be held June 26. 


Transportation Association Plans 
Regional Advisory Forums 


The paramount need of the nation’s economy today is a 
national policy dealing with transportation instead of with rail 
companies, truck companies, water lines, and air lines, Donald 
D. Conn, executive vice-president, Transportation Association 
of America, asserted at the annual meeting of the New Hamp- 
a Bankers Association, June 6, at Wentworth-by-the-Sea, 
N. H. 

National policy has over-emphasized competition among 
the four modes of transport rather than dependence upon regu- 
lation to provide fair and equitable rates, said Mr. Conn. Calling 
for a fair return of 6 per cent on private capital invested in the 
railroads, the speaker said: 


Domestic shipping (by water) has been termed ‘‘the sick industry’’ 
of 1947, having sustained severe losses in both tonnage and revenue. 
The trucking industry is on the border line. The commercial airlines 
are in a desperate position. And the railroads earned an average 
return on investment of 2.7 per cent for January-February, 1947, with 
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the recent rate increases in effect. If the leaders of enterprise fail to 
grapple immediately with this problem, government ownership of 
transport in the United States can come in an overnight period. If it 
does, the enterprise system will topple like a house of cards. This 
transportation problem is your business—should be placed high on your 
calendar of daily personal responsibilities. 


Mr. Conn said that over 30 per cent of the commercial ton- 
nage of the United States is now transported by the producer or 
manufacturer by private trucks, private carlines on the rail- 
roads, private ships and private planes. Every such ton of 
traffic means that the shipper who is wholly dependent upon 
this form of transportation must make up for the loss of reve- 
nue in the level of rates which he must pay; or, private in- 
vestors must absorb this loss in a declining net income, con- 
tended the speaker. 


Regional Advisory Forums 


Mr. Conn said his association has met with members of 
the House committee on interstate and foreign commerce and 
has undertaken to draft the essentials of a new national trans- 
portation policy. “The association is laying out the blueprint 
of national organization for this purpose—including 16 regional 
advisory forums composed of the outstanding leaders of agri- 
culture, industry, finance and transportation,” concluded the 


— asking his audience to participate in the forum for the 
New England states. 


Chain Store Traffic League 


Members of the Chain Store Traffic League met with rail- 
road merchandise.men from fifteen Western Trunk Line and 
northern railroa to discugs the handling of 1. c. 1. freight, 
June 11, at the Palmer House, Chicago. 

Observing that the league inaugurated sectional meetings 
with the railroads seven months ago, N. W. Putnam, of Gamble- 
Skogmo, Inc., Chicago, league president, stated that “we are 
still a long way from our goal of achieving reasonable transit 
time from point of origin to the store door. Some deliveries are 
now taking from 10 to 30 days. These can and should be given 
second, third, fourth or fifth morning delivery.” 

Mr. Putnam said that the league had attempted unsuccess- 
fully to obtain copies of the recommendations and conclusions 
regarding 1. c. 1. service that were reached by a committee of 
the Association of American Railroads in 1943 and 1944. “This 
material has never been made public. We suspect that certain 
railroads are disturbed by the committee’s findings, and want 
the whole investigation tabled in the hopes that the situation 
will eventaully clear itself up,” asserted Mr. Putnam. 

President Putnam said the league is opposed to “radical 
rate increases such as the recent proposal of the eastern lines. 
You are now charging us for a service we are not getting.” 

He said that if the railroads give goood merchandise serv- 
ice, they could increase their volume and make money under 
present rates. 

T. C. Hope, general traffic manager, Montgomery, Ward’s, 
Chicago, told the meeting that tabulated records showed an 
average delay of four days in delivery time from Chicago freight 
houses to the company’s Chicago consolidation station. 

Among other traffic men who presented records indicating 
slow merchandise service were R. Webber, Spiegel, Inc.; H. A. 
Nater, Sears Roebuck; T. J. Ryan, Western Auto Supply at 
Kansas City; and R. A. Bentley, National Tea Co. 

Carrier representatives, while acknowledging that service 
had not improved greatly since the last joint meeting, stated 
that the ground work has been laid for improvement, by clear- 
ing freight houses and making overhead cars. Many of the 
railroads announced they had installed the “rekordak” system 
for a permanent record file to facilitate tracing. Two railroads, 
the Monon and Soo Line, announced steps to establish mer- 
chandise departments to improve service. 


DIESELIZATION ON FRISCO LINES 


The Frisco Lines have placed contracts for 46 diesel-electric 
freight and switching locomotive units costing approximately 
$5,7000,000, Clark Hungerford, Frisco president, has announced. 


PERE MARQUETTE-C. & 0. MERGER COMPLETED 

Merger of the Pere Marquette Railway into the Chesa- 
peake & Ohio Railway became effective June 6 when the mer- 
ger agreement was filed in all states served by ‘the railways 
soon after it was signed at Cleveland by Robert J. Bowman, 
president of the merged‘roads. Mr. Bowman said the Pere 
Marquette name will be perpetuated in the twin stream-lined 
passenger trains operation between Grand Rapids and Detroit, 
which will continue to be known as the “Pere Marquettes.” 

Unification makes the enlarged C. & O. the seventh largest 
railroad in the country in point of operating revenues, with 
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approximately 5,000 miles of main-line track extending from 
the eastern seaboard to the lower Michigan peninsula ang 
through Detroit to St. Thomas, Ontario. The C. & O. has con. 
trolled the Pere Marquette since 1929 through ownership of a 
majority of that road’s common stock, and in recent years the 
two roads have been served by joint officers. 


Rail Equipment and Supply 
Exhibit at Atlantic City 


Evidence of the tremendous progress that is being made to 
improve rail transportation in every way will be presented in 
Atlantic City, N. J., at two railroad conventions and an exhibit 


of railroad equipment and supplies, says the Association of 
American Railroads. 


Beginning June 23 and continuing through June 28, the 
mechanical division of the association will hold its annual meet. 
ing in Convention Hall, and the Purchases and Stores Division 
of the A. A. R. will convene at the same place from June 23 
through June 25. The exhibit-convention of the Railway Supply 
Manufacturers Association will be held during the entire week, 
says the A. A. R., adding: 


The conventions and exhibit will open on the morning of June 23 
with a joint session of the three organizations. William T, Faricy, of 
Washington, D. C., president of the Association of American Railroads, 
will be the principal speaker, and will make his first public appearance 
since assuming his present post. Appearing on the program with Mr, 
Faricy will be Mayor Joseph Altman of Atlantic City and Norman (, 
Naylor, of New York City, president of the Railway Supply Manufac. 
turers Association. 

Railroad research will dominate the discussions at the two A. A. R. 
conventions. Highlights of the programs will include addresses, the 
a of reports by technical committees and the election of 
officers. 

Among those who are scheduled to address the sessions of the 
Mechanical Division are James H. Aydelott, of Washington, D. C, 
vice-president in charge of the Operations and Maintenance Depart- 
ment of the A, A, R.; Commissioner William J. Patterson of the Com- 
mission; J. P. Morris, of Chicago, general mechanical assistant of the 
Atchison, Topeka and Santa Fe Railway; K. F. Nystrom, of Milwaukee, 
Wis., chief mechanical officer of the Chicago, Milwaukee, St. Paul and 
Pacific Railroad; John I. Yellott, of Pittsburgh, director of research 
of Bituminous Coal Research, Inc., and L. K. Sillcox, of New York City, 
first vice-president of the New York Air Brake Company. J. M. Nichol- 
son, of Chicago, chairman of the Mechanical Division of the A. A. R. 
and assistant to vice-president of the Atchison, Topeka and Santa Fe 
Railway, will preside. 

Besides Mr. Aydelott, those who will speak before the Purchase and 
Stores Division include Brig. Gen. C. D. Young, of Philadelphia, vice- 
president, purchases, stores and insurance of the Pennsylvania Rail- 
road; Warren C. Kendall, of Washington, D. C., chairman of the car 
service division of the A. A. R., and C. E, Smith, of New Haven, Conn., 
vice-president of purchasing and stores of the New York, New Haven 
and Hartford Railroad. The sessions will be presided over by C. H. 
Murrin, of Louisville, Ky., chairman of the Purchases and Stores Di- 
vision of the A. A. R. and general storekeeper of the Louisville and 
Nashville Railroad. 

The exhibit, which will occupy all of Convention Hall and more 
than 3,000 feet of track space a short distance away, will. show more 
than ten million dollars’ worth of some of the newest things in railroad 
equipment and supplies. It is the largest display of its kind ever seen 
in this country and is the first since 1937. 





GREEN BAY CLUB STUDENTS SUCCESSFUL 


All seven graduates of the interstate commerce law course 
conducted by the Green Bay, Wis., Traffic Club, who took the 
Class B Practitioners’ examination April 1, have been notified 
of their admittance to the bar of the Commission. The class 
was conducted by G. G. Miller. Text material was furnished 
by the College of Advanced Traffic, Chicago. 

The Green Bay Club is currently conducting two other 
classes in traffic management, using material furnished by the 
college. Ralph Acerra, Green Bay Association of Commerce, 
and George Bailey, Olson Transportation Co., are instructors. 


RAILWAY BUSINESS WOMEN’S CONVENTION 


The National Association of Railway Business Women will 
hold its third national convention June 27-29, at the Hotel 
Statler in Buffalo, N. Y., and the General Brock Hotel, Niagara 
Falls, Ont. The Railway Business Women of Niagara Frontiet 
will act as hostess. 

Kneeland B. Wilkes, president of the Buffalo city council, 
will greet the opening session of the convention. There will be 
a reception at the Hotel Statler on Friday evening, and a bat- 
quet Saturday evening with James Swan, humorist, as guest 
speaker. The closing session will be held Sunday morning, June 
29, at the General Brock Hotel, followed by a luncheon at which 
Mrs. Grace V. Merrill, supervisor of dining service for the 
Union Pacific Railroad at Omaha, will be guest speaker. 

Florence M. Mercer, of Buffalo, national program chairman, 





RLD| yune 21, 1947 a 


from 
4 and 
3 COn- 
) of a 
rs the 
































































ed ck fin 

ie 

xhibi =i) 5 e am ” a J] | 

on G° 2 \ TY — < & > 3 — poke 

3, the a> \ [fm ma_\\V)5 =: tree ha i- : 
A \74c 

meet 1 | da a Yer 7: 

Vision a — 

ne 23 eo we " = 

upply —_ 

week, 


une 23 












cy, of 
lroads, 
arance 
th Mr. 
nan C So thought Zeke Greeson of himself when he reached Lake 
nufac- Charles, La., to take over as our general agent there three years ago. 
AR. - We know how Zeke felt . . . so little . . . among miles of towering 
aly apparatus that transmutes oil and other raw materials into scores of 
useful products—high-test gasoline, synthetic rubber, plastics, chemicals, 
se alkalies, acids, fertilizers, etc. 
Yepart. Ely Ezekiel. Greeson was born in Hamburg, Ark., October 23, 1903. 
> Con- At 19, he began work as a stenographer for the Veterans’ Bureau, Little 
of the , R ; ‘ 
aukee, Rock. In 1925, locomotive smoke got into his nostrils when he landed 
ul - a job as secretary to the MoP trainmaster there. Followed service with 
eCity, the Cotton Belt and the Norfolk & Western. 
re | “My next move was the lucky one,” says Zeke, “for it led me to 
ata Fe KCS Lines and eventually to Lake Charles!” That move was in Septem- 
ber, 1931, when he joined our Little Rock traffic force. Next, he was 
~ our city freight agent at Shreveport, after which he stepped into our top 
. Rail- spot at Little Rock—general agent. Then, in 1944, came his entry into 
og “Aladdin’s Land.” 
Haven Our Lake Charles traffic territory comprises about one-eighth of 
= Louisiana, in the southwestern corner. On the KCS, it includes Horn- 
le and beck, Anacoco, Leesville—site of Camp Polk; DeRidder and DeQuincy— 
aie where large naval stores plants extract rosins and turpentine from pine 
> more stumps. Other towns in the territory are Jennings, Oakdale, Sulphur 
an and Woodworth. Besides agriculture, including much rice, principal 
| products in the outlying areas are lumber, creosoted timber, pulpwood, 
ties and gravel. 
A 33-mile ship channel, the intracoastal waterway and modern docks 
> make of Lake Charles a world port—one of five on Kansas City Southern 
: Lines with New Orleans and Baton Rouge, La., and Beaumont and 
otified 
class Port Arthur, Tex. 
nished You folks in the Lake Charles area have been mighty good to Zek 
other Greeson and all of us, expressing your friendliness in a material way. ITY fa 
yy the As for our appreciation . . . May we SAY IT WITH SERVICE! OUTHERN 
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will serve throughout the convention as general chairman, and 
Kathryn Whelan, also of Buffalo president of the national asso- 
ciation, will preside. 


Railroad Superintendents Hear Budd, 
Barriger on Problems of Carriers 


The only permanent solution to the nation’s railroad prob- 
lem is the consolidation of lines into competitive regional sys- 
tems, which would preserve competition and yet permit the 
highest operating standards on selected rail mileage, J. W. 
Barriger, president of the Chicago, Indianapolis & Louisville 
Railroad, asserted recently at the opening session of the three- 
day annual convention of the American Association of Railroad 
Superintendents, at the Stevens Hotel, Chicago. Consolidation 
would offer the advantages of traffic concentration plus re- 
stored railroad credit, affording access to new capital, stated 
Mr. Barriger. “If railroads do not integrate in the manner 
necessary to obtain the capital required for their future devel- 
opment and modernization on an extensive scale, they may 
eventually deteriorate and drift into public ownership by the 
same route that overtook municipal transportation systems,” 
warned the speaker. 

Several hundred railroad men attended the annual meet- 
ing, which heard and discussed reports from six committees on 
the following subjects: Problems of handling 1. c. 1. merchan- 
dise; railroad communications; freight loss and damage preven- 
tion; freight car utilization; passenger train operation; and 
operation of trains by signal indication. 

Record Better Than Most Industries 


The committee on passenger train operation recommended 
that the sale of alcoholic beverages on trains be eliminated, 
and that smoking in air-conditioned recliner coaches be banned. 

Reporting for the committee on freight car utilization, 
Fred Diegtel said that in the year just passed, it is said the 
railroads met 90 per cent of the demands for freight service. 
“Surely, not many other industries came so close to furnishing 
completely the demands for their product in the post-war re- 
conversion period,” he contended. 

J. W. Harman on his report on the handling of 1. c. 1. 
merchandise, recommended that lift trucks, tractor-trailers, 
and chore boys be adopted at those stations where the volume 
warrants. He also advocated the installation of loud speaker 
systems in the larger freight sheds, and the palletizing of 
freight where heavy shipments of uniform sized packages are 
handled. 

Budd on Adequacy of Transportation 


Ralph Budd, president, Chicago, Burlington & Quincy Rail- 
road, was the speaker at the annual luncheon June 6. Mr. Budd 
was introduced by Sam Dunn, editor, Railway Age. Speaking 
on the adequacy of railroad transportation, Mr. Budd said that 
the question of how much surplus rail equipment the roads 
should have at the peak of a long economic swing, as now, is a 
very grave one. There is a grave danger of misunderstanding, 
he stated, when shippers magnify each shortage of equipment 
to give the impression that the railroads have broken down. 

‘We have come closer to providing the service needed, 
when it is needed, than any other industry in this post-war 
period,” the speaker said. “You can’t buy at once today the 
exact type of automobile you wish. It is that way with most 
industries.” 
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Whereas the nation’s railroads handled 443 billion ton 
miles in 1926, and 234 billion ton miles of freight in 1932, ip 
1944 the figure rose to 737 billion ton miles, said Mr. Budd. 

He recalled that back in the 1930’s many people testified 
before a Congressional inquiry that the nation’s railroad plant 
“— too large, and that the solution was to shrink the tota] 
plant. 

Looking to the immediate future, the speaker said that 
the carryover of 75,000,000 bushels of wheat from the 194 
crops was a smaller carryover than usual. The railroads in the 
coming period will still be hauling a tremendous volume of 
foodstuffs to the ports for shipment abroad, he said, but the 
other nations will eventually begin to raise their own food, 
There have been seven bumper crops in a row in the United 
States, but by the law of averages we shall have a smaller 
crop one year, he said. 

“What the railroads need. immediately,” concluded Mr. 
Budd, “is broad recognition of the fact that, if private opera. 
tion of the railroads is to continue, the railroads must be sus. 
tained with rates that will keep our credit good.” 

C. P. Fisher, superintendent, Pennsylvania Railroad, Chi- 
cago, was elected president of the association for the coming 
year, succeeding K. A. Borntrager, of Chicago, assistant to the 
vice-president, New York Central System. 


DIESELIZATION ON UNION PACIFIC 

Moving toward its goal of complete dieselization of its lines 
between Salt Lake City and Los Angeles, the Union Pacific 
Railroad has this month received and put into operation ten 
1500 horsepower diesel freight units, and within the month 
will receive eight more 1500 h.p. diesel freight units, G. F, 
Ashby, Union Pacific president has announced. Two 6000 hp. 
locomotives consisting of four 1500 h.p. units each, were placed 
in service on the railroad’s new non-stop livestock dispatch run 
between Salt Lake City and Los Angeles on June 2, Mr. Ashby 
said, and a 3000 h.p. locomotive took a heavily-laden freight 
train out of Omaha June 3 to join southwest district operations. 





“WORKER FATHER OF THE YEAR” 

John Vanhoose of Richardson, Ky., 63-year-old section fore- 
man for the Chesapeake & Ohio Railway, has been named 
“Worker Father of the Year’ by the National Father’s Day 
Committee, according to an announcement by C..& O. officials. 
Mr. Vanhoose is the father of 19 children, 15 of them living. 
His work record covers 43 years with the C. & O. The railroad 
management calls him “the topmost foreman in the Ashland, 
Ky., division.” 


GREAT LAKES STEEL FLOORING FOR RAIL CARS 


A nailable steel flooring for railroad boxcars and gondolas 
has been announced by the steel floor division, Great Lakes 
Steel Corporation, Detroit. The steel floor channels are eight 
inches wide, formed from a tough low-alloy steel, and are 
welded to the car underframe, according to the company. Nail- 
ing grooves are filled with a stiff plastic material that will re 
ceive nails for blocking and that seals itself when the nails are 
withdrawn. Among the advantages claimed for the new steel 
flooring are lower operating costs, less maintenance expense, 
fewer damage claims, and easier cleaning and unloading. Tests 
show that the flooring will support any size lift truck that can 
be used in boxcars, Great Lakes Steel officials stated. A descrip- 


tive booklet on this new product may be obtained from the 
company. 











Frank Belanger, assistant general coal 


commercial agent, Albany, Ga.; R. M. 

Tedder to commercial agent, Atlanta; 

H. J. Griffin to commercial agent, Fort 

Lauderdale, Fla.; Herman Denning t 

general passenger agent, New York City. 
* * k 


W. M. Dodds has been appointed get- 


eral agent, at Minneapolis, for the Den- 
ver & Rio Grande Western Railroad. 





traffic agent, at Detroit, for the Chesa- 
peake & Ohio Railway, has retired after 
22 years of service. W. J. Harahan, Jr., 
has been appointed general agent at 
Richmond, Va. N.S. Stark, Jr., has been 
appointed general agent at Charleston, 


W. Va. T. R. Horton has been appointed 
commercial agent at Charleston. 


The Union Pacific Railroad announces 
the following appointments: B. F. Wells 
to assistant general manager, south-cen- 
tral district, Salt Lake City; Elgin Hicks 


to general superintendent, eastern dis- 
trict, Cheyenne; C. E. Breternitz to su- 
perintendent, Wyoming division, Chey- 
enne; F. E. Terwilleger to assistant 
superintendent Wyoming division Green 
River, Wyo.; H. A. Achenbach, train- 
master, at Laramie, Wyo., for the sixth 
subdivision, was named trainmaster of 
the fifth subdivision in addition. 


The Seaboard Air Line Railroad an- 
nounces the following appointments: 
Lewis Satlof to chief freight traffic 
clerk Atlanta; F. E. Harrison, III, to 


Mr. Dodds succeeds W. D. Fernald, 
transfered. 
* * * 


Harold J. Spindler has been appointed 
general agent, at Peoria, Ill., for the 
Erie Railroad. Mr. Spindler succeeds 
C. C. Mitchell, furloughed. 


* * 


James T. Carbine, general traffic man 
ager-coal, at Philadelphia, for the Pent 
sylvania Railroad, died June 13. Mr 
Carbine was born at Fernwood, Pa., and 
entered the service of the Pennsylvania 
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Railroad in the secretary’s office at Phil- 
adelphia in 1906. Funeral services were 
held at St. Thomas Church, Villanova, 
=. * * # 

Ernest W. Ledin has been appointed 
supervisor of merchandise traffic, at 
Minneapolis, for the Minneapolis, St. 
Paul & Sault Ste. Marie Railroad. 


J. L. Dempsey, assistant general 
freight agent ,at St. Albans, Vt., for 
- the Central Vermont Railway, has re- 
tired after 40 years of service. Arnold 
W. Manchester, chief of tariff bureau, 
succeeds Mr. Dempsey. 


E. J. Anderson has been appointed as- 
sistant general freight agent, at San 
Francisco, for the Roscoe, Snyder & Pa- 
cific Railway. Mr. Anderson succeeds 
R. D. Williams, deceased. 


E. H. Locke has been appointed su- 
perintendent of terminals, at Port Huron, 
Mich., for the Grand .Trunk Western 
Railroad.. 

* * * 

E. L. Thrall, assistant freight traffic 
manager, at Detroit, for the Pere Mar- 
quette Railway, has retired after nearly 
40 years of service. 

* co * 

Virgil L. Estes has been appointed as- 
sistant passenger traffic manager, at 
Jacksonville, Fla., for the Southern Rail- 
way. 

* * ok 

Lauren Lewis, assistant general man- 
ager of the Regular Common Carrier 
Conference of the American Trucking 
Associations, Inc., has been appointed 
general manager at Sioux Falls, S. D., 
for the Associated Motor Carriers, Inc. 

* * * 

The Eastern Air Lines have announced 
the following appointments: James W. 
Paige to international procedures man- 
ager, New York City, Maurice B. West- 
phal to assistant traffic and sales man- 
ager, Chicago; Richard J. Currie to as- 
sistant traffic and sales manager, De- 
troit; Charles A. Glover, Jr., to assistant 
traffic and sales manager, Atlanta; Or- 
land J. Ridenour to traffic and sales man- 
ager, San Antonio; Andrew G. Diddel to 
traffic and sales manager, Louisville; 
Wayne B. Glasgow to traffic and sales 
manager, Nashville; Thomas P. Gilroy 
to traffic and sales manager, Charleston, 
S. C. John A. Swanson, Jr., to traffic 
and sales manager, Corpus Christi, Tex.; 
Harrison Townsend to assistant to the 
traffic and sales manager, Atlanta; Louis 
Calta to assistant traffic and sales man- 
ager, Washington; Alfred R. Leddy to 
reservations manager, Washington; John 
J. Hollywood to traffic and sales man- 
ager, Akron. 

* + + 

V. E. Chenea, vice-president and gen- 
eral traffic manager, at New York City, 
for the Pan American World Airways, is 
relinquishing his full-time duties because 
of ill health. Mr. Chenea will continue 
to serve the airline.as traffic consultant 
on a part-time basis. 

* a ck 


Arthur C. Doyle has been appointed 
sales manager, at New York City, for 
Colonial Airlines, Inc. 

* ak * 


C. Frank Reynolds has been appointed 
manager of the Oxnard, Calif., Chamber 
of Commerce. Former manager of the 
traffic and foreign trade departments of 
the San Diego Chamber of Commerce, 
Mr. Reynolds, for the past two years, 
has been chief of transportation for the 


Public Utilities Commission of the State 
of Idaho. 
* * + 

The Central New Jersey chapter of 
Delta Nu Alpha held a fraternity meet- 
ing June 11 at the Colonial House, Bound 
Brook, N. J. H. E. Snyder, freight claim 
agent for-the Lehigh Valley Railroa > 
spoke. 

* * * 

Walter N. Saaby has been appointed 
traffic manager, at Chicago, for the Vic- 
tor Chemical Works. Mr. Saaby suc- 
ceeds Harold S. Welton, who is retiring 
after 28 years of service. Before joining 
the traffic department of the Victor 
Chemical Co. in 1929, Mr. Saaby was 
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employed by the Chicago & North West. 
ern Railway. He received his traffic an 
transportation schooling at Northwest. 
ern University and the College of Aq. 
vanced Traffic. 

* ag * 

K. C. Davis has been appointed freight 
traffic agent, at Augusta, Ga., for the 
Nashville, Chattanooga & St. Louis Raj). 
way. Mr. Davis succeeds W. H. Baggs, 
resigned. 


* * * 


Walter E. Maloney,- member of the 
New York law firm of Burns, Currie, 
Walker and Rich, has been appointed 
special counsel for the National Federa. 
tion of American Shipping. 





Charle Jean Cullum, of the City Trans- 
portation Co., has been elected president 
of the Women’s 
Traffic Club of 
Los Angeles. Miss 
Cullum, a native 
of Amarillo, 
Texas, became a 
member of the 
club in 1942 and 
has served as re- 
cording secretary 
and first vice- 
president. Other 
officers installed 
with her at the 
club’s recent an- 
nual banquet at 
the Mona Lisa 
Cafe were: First 
vice - president, 
Maxine Harrison, Chesapeake & Ohio- 
Pere Marquette railways; second vice- 
president, Lupe Whaling, The Trucking 
Industry, Inc.; recording secretary, 
Madge Henderson, Empire Freight Co.; 
corresponding secretary, Ida Woodruff, 
Cook-Boynton Co.; treasurer, Edwina 
Calkins, Monolith-Portland Cement Co.; 
sergeant-at-arms, Irma Booth, American- 
Hawaiian Steamship Co. 





Charle Cullum 





The Traffic Club of Denver held a din- 
ner meeting June 10 at the Edelweiss 
Dining Room. Twenty members of the 
traffic management class at Emily Grif- 
fith Opportunity School were awarded 
certificates of proficiency in freight traf- 
fic management. The course is sponsored 
by the club with William DeBoer, traffic 
manager, Colorado Fuel & Iron Corpo- 
ration, as chairman of the educational 
committee. John S. Jarrett, Denver & 
Rio Grande Western Railroad, and 
James B. Jackson, Chicago, Rock Island 
& Pacific Railway, are instructors. Al- 
bert L. Vogl, attorney and commerce 
counsel, spoke on “Some Milestones We 
Have Past—Interstate Commerce Act 
and Supreme Court Decisions.” 





The Transportation Club of Kansas 
City (formerly the Kansas City Junior 
Traffic Club) held a movie night meet- 
ing June 11 in the Pickwick Hotel. The 
Army film, “America Goes to War,” was 
featured. A golf tournament will be 
held June 22 at the St. Andrews Golf 
Course. 





The Indianapolis Traffic Club held its 


spring golf outing June 19 at the Hill 
crest Country Club. The golf leagues 
third meet will be held June 28 at the 
Pleasant Run Course. 





The Women’s Traffic Club of Metro. 
politan St. Louis held a meeting June 19 
in the Hotel DeSoto. Miss Dee Boeck- 
mann spoke on “Around the World.” 
The TACA Airways provided travel pic. 
tures of Central America and Latin 
American music during the dinner. 





The Chattanooga (Tenn.) Traffic & 
Transportation Club held a motor car- 
riers’ night meeting June 18 in the Pat- 
ten Hotel. A golf dinner dance will be 
held July 15 at the Chattanooga Golf & 
Country Club. 





The Women’s Traffic Club of Phila- 
delphia, at its meeting June 10, elected 
as its president Miss Frances Snyder, 
Pennsylvania Railroad. Other officers 
elected are: First vice-president, Mrs. 
Paul Spratt Buehl; second vice-presi- 
dent, Miss Gertrude Keenan, Sears, Roe- 
buck & Co.; recording secretary, Miss 
Isabel McCarron, Ellis Trucking Co, 
corresponding secretary, Miss Thelma 
Clemmency, Central Railroad of New 
Jersey; treasurer, Miss Kathryn Ander- 
son, Wilson Line; directors, Miss Mar- 
garet Connor, Wolf Paper Bag Co., and 
Miss Ruthann Powell, Phoenix Iron Co. 





Col. Robert S. Henry, assistant to the 
president of the Association of American 
Railroads, addressed the Los Angeles 
Transportation Club at its meeting June 
19 in the Biltmore Hotel. Herbert J. 
Mann, architect, was guest speaker al 
the June 16 luncheon at the Biltmore. 
His topic was “Pertinent Facts About 
Home Building.” 

The Transportation Club of the Roch- 
ester (N. Y.) Chamber of Commerce held 
a round table discussion June 19 at the 
Chamber of Commerce. 





The Cincinnati Traffic Club, at its re 
cent annual meeting, elected as its new 
president A. W. Gill, general freight 
agent, Southern Railway. Other officers 
elected are: First vice-president, P. RF. 
Bauer, traffic manager, Philip Carey 
Co.; second vice-president, J. Edward 

i , Manager, Transamerican Freight 
Lines; third vice-president, L. H. Sick- 
man, traffic manager, E. Kahn’s Sons 
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Co.; treasurer, E. A. Whiting, traffic 
manager, S. A. Gerrard Co.; secretary, 
H. F. Oehlschlaeger, general agent, Chi- 


“| cago, Indianapolis & Louisville Railway. 





The Traffic Club of Springfield, Mass., 
at its annual meeting and golf outing 
June 10 at the Springfield Country Club, 


1, | elected as its president Frank P. Flem- 


ing, district sales manager, Associated 
Transport, Inc. Other officers elected 
are: Vice-president, Paul B. Lothrop, 
traffic manager, Milton Bradley Co.; sec- 
ond vice-president, Gerald J. Shea, dis- 
trict traffic agent, New York, New 
Haven & Hartford Railroad; secretary, 
R. D. Fuller, district passenger agent, 
New York Central System; treasurer, 
William C. Hocker, assistant traffic man- 
ager, Gilbert & Barker Manufacturing 
Co. 





R. Paul Yellen, general agent for the 
Norfolk & Western Railway, was re- 
cently elected 
president of the 
Junior Traffic 
Club of Metro- 
politan St. Louis. 
Mr. Yellen was 
educated in the 
public and high 
schools of Kan- 
sas. He began 
his transportation 
career 27 years 
ago as a stenog- 
rapher in the 
traffic depart- 
ment of the Mis- 
souri Pacific Rail- 
road. He has been 
: active in educa- 
tional activities of both the Junior Traf- 
fic Club and the Traffic Club of St. 
Louis, and was instrumental this year 
in organizing a passenger transportation 
class in rates and divisions. He has been 
conducting a class in I. C. C. law and 
procedure for the past two years. 


R. P. Yellen 





The Women’s Traffic. Club of Los An- 
geles held a meeting June 18 in the 
Alexandria Hotel. Kenneth L. Vore, 
manager, transportation department, 
Los Angeles Chamber of Commerce, 
spoke on “Your Los Angeles Chamber 
of Commerce.” Nancy Vinci, of the 
Nancy Vinci Sportswear Co., discussed 
the sportswear industry and the present 
trend in styles. 





The Toledo Transportation Club held 
a golf outing June 12 at the Highland 
Meadows Golf Club. There will be an 
outing June 24 at the Sunningdale Coun- 
try Club. 





The Norristown Traffic Club and the 
Traffic & Transportation Club of Phila- 
delphia held a joint spring outing June 
10 at the Valley Forge Golf Club. Short 
talks were made by Paul H. Troutman, 
president of the Norristown Traffic Club, 
and Edward Bolton, president of the 
Philadelphia club. Plans were discussed 
for a joint clambake in September. 





_ The Bronx Traffic Club held a meet- 
ing June 13 in the Concourse Plaza Ho- 
tel. The annual outing was held June 21 
at Throggs Neck Stadium. 





The Transportation Club of Louisville 
and the Women’s Traffic Club of Louis- 
ville will hold a joint dinner meeting 
June 24 in the Kentucky Hotel. Dr. John 





Wilkersen Taylor, president of the Uni- 
versity of Louisville, will be guest 
speaker. Students of the university who 
have completed the traffic course will be 
presented with certificates. 





The Traffic Club of Syracuse will hold 
its annual golf outing June 25 at the 
Syracuse Yacht & Country Club. 





The Traffic Club of Fort Worth, at its 
meeting June 16 in the Blackstone Hotel, 
elected as its president W. Earl Lovell, 
of the Williamson-Dickie Manufacturing 
Co. Other officers elected are: First 
vice-president, J. L. Bigler, National 
Carloading Corporation; second vice- 
president, T. J. Boston, Missouri-Kansas- 
Texas Railroad; secretary - treasurer, 
Robert M. Duke, Nash Hardware Co. A 
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film, “Steel—Man’s Servant,” was pre- 
sented by Cecil E. Edwards, field repre- 
sentative, U. S. Steel Corporation. 





The Oakland Traffic Club held an edu- 
cational night meeting June 17 in the 
Hotel Leamington. Justus Craemer, Pub- 
lic Utilities Commission of the State of 
California, presented diplomas to the 
graduating class in traffic of the Merritt 
Business School. 





The Chicago Transportation Club will 
hold its annual June frolics June 28 at 
the Twin Terrace Cafe. The annual 
basket picnic will be held July 13 at 
Wicker Park, Hammond, Ind. 





The Transportation Club of Buffalo 
held a railroad, steamship and shippers’ 


Kill 2 Worries 
with 1 Phone 
Call! 





GREYVAN makes moving carefree 
for you and your employees, too 


e It only takes a moment to rid (1) 
yourself and (2) your employees of 
all worries connected with moving 
from one city to another. Just call 
your Greyvan representative and 
turn the whole job over to him. 
Carefully trained and thoroughly 
experienced Greyvan personnel han- 
dle every detail. Furnishings are 
ex mf poche’, scientifically load- 
Fg and delivered to the employee’s 
new home by drivers noted for 
safe driving. Similar care and skill 
are used in unloading, unpacking, 
and arranging the furnishings. 


The Choice of Americas 


Keep employee morale high, and 
save yourself time and worry, at 
no extra cost, by having Greyvan 
handle every move. Call your local 
Greyvan representative for com- 
plete information. 





GREYVAN LINES, 


INC. 
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day golf outing June 17 at. the Transit 
Valley Country Club. 





The Transportation Club of Saint Paul 
will hold a golf tournament June 23 at 
the Midland Hills Golf Course. 





The Nashville (Tenn.) Traffic & Trans- 
portation Club held a barbecue and out- 
ing June 19 at the H. H. Piper farm. 





The Traffic Club of Washington, D. C., 
will hold a spring golf outing June 27 
at the Indian Springs Golf & Country 
Club. 





The Pacific Traffic Association held a 
freight forwarders night June 10 in the 
Palace Hotel, San Francisco. 





The South Bend Transportation Club 
will hold its annual summer outing June 
23 at the Morris Park Country Club. 





The Mobile Traffic & Transportation 
Club will hold its annual golf tournament 
June 24 at the Oak Hills Golf Club. 





The Niagara Industrial Traffic League 
held an outing June 18 at Kudara’s 
Grove. 


The Traffic Club of St. Louis will hold 
a golf outing and dinner June 26 at the 
Crystal Lake Country Club. 





The Fort Wayne Transportation Club 
has elected as its new president Tommie 
Sayles, commercial agent, O. I. M. 
Transit Co. Other officers elected are: 





Damages—Delay—Measure of 


Alabama. — Question: We are con- 
fronted with accepting partial settlement 
on a claim filed against a rail carrier 
which resulted from loss through freez- 
ing while in their possession. 


The shipment in question was orig- 
inally tendered to and accepted by a mo- 
tor carrier, but before it could be moved 
through to destination strike conditions 
at an interchange point halted it. Due 
to the uncertainty of the duration of this 
labor trouble, the motor carrier elected 
to complete the. transportation via rail, 
forwarding the shipment from the inter- 
mediate point to destination on Decem- 
ber 9th. When offered at destination it 
was found that six 1-gallon jugs out of 
12 had bursted as the result of the con- 
tents expanding when frozen. You can 
see here that the traffic was in the pos- 
session of the motor carrier for approxi- 
mately November 15 to December 9th— 
some 24 days. 


The movement from the intermediate 
point to destination via rail was approxi- 


Vice-president, Roy E. Weist, traffic 
manager, Magnavox Co.; treasurer, John 
Cooke, commercial freight agent, Nickel 
Plate Road. Elected to the board are: 
Russel Harlan, traffic manager, Berg- 
hox Brewing Co., and Ken Jackson, 
agent, United Trucking Service. A golf 
outing will be held June 26 at the Ken- 
dallville Country Club. 





About 75 members and guests attended 
the last dinner meeting of the season of 
the Calumet Transportation Association, 
at Phil Smidt’s Restaurant, East Chi- 
cago, Ind., June 18. Warren A. Witt, 
Screw Conveyor Corporation, president 
of the association, presided. There were 
reports from committee chairmen. Rob- 
ert J. Bayer, editor, Traffic World, spoke. 
He was introduced by J. H. Waxman, 
Northern Indiana Public Service Com- 
pany, chairman of the program commit- 
tee. The Association will hold a golf out- 
ing at Cherry Hills Country Club July 
16. H. J. Biggerstax, Summit Fast 
Freight, Inc., is chairman of the commit- 
tee in charge of arrangements. 





The Queens County Traffic Club held 
an outing June 14 at the Roslyn Engi- 
neers Club, Roslyn, L. I. 





The Bridgeport (Conn.) Traffic Asso- 
ciation will hold its annual outing June 
28 at Eichner’s Farm, Trumbull, Conn. 





The Traffic Club of Memphis held a 
meeting June 9 in the Hotel Gayoso. 
There will be a barbecue outing June 
21 at Rainbow Lake. 


mately 18 days. The rail carrier supplied 
us with the usual refused freight form 
requesting disposition of the unbroken 
portion. This was supplied them imme- 
diately, but instead of complying with 
our request they forwarded the salvage 
to the Central Bureau at St. Louis at 
which point it was disposed of for $7.22, 
whereas had they returned it to us as 
requested its value would have been 
$60.00, and instead of filing claim for the 
total of $120.00 it would have amounted 
to only $60.00. 

We feel that either the motor carrier 
or the rail carrier is responsible to us 
for the entire value of the original ship- 
ment, $120.00, our reason being predi- 
cated on the delay on the part of the 
motor carrier in moving the shipment 
beyond the intermediate point. We feel 
we are entitled to recover from the rail 
carrier at least $60.00 as the result of 
their negligence in not complying with 
our instructions concerning the disposi- 
tion of the salvage. 

Will you kindly take this under ad- 
visement and give us your opinion? 
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Answer: For unreasonable delay in 
the transportation of goods the shipper js 
ordinarily entitled to recover the differ. 
ence between the market value of the 
goods at the time and place at which 
delivery should have been made, and 
their market value when delivery was 
actually made. 


Delay in delivery of the goods, even 
though it is such as to render the car. 
rier liable, does not constitute conver. 
sion, and the person entitled to the goods 
cannot on that account refuse to receive 
them and sue for the full value. Buston 
vs. P. A. R. Co., 116 Fed. 235; St. Louis, 
etc. R. Co. vs. Dreyfus, 132 Pac. 491. 
Hackett vs. D. C. & M. C. R. Co., 35 
N. H. 390; Fishman vs. Pratt, 90 N. yY. 
S. 354; Chesapeake, etc. R. Co. vs. Sauls. 
burg, 103 S. W. 254; Spaulding vs. Chi- 
cago, etc. R. Co., 75 S. W. 274. 


The carrier’s liability is to compensate 
for the damages growing out of the de- 
lay, and not for loss; and the remedy of 
the party entitled to the goods is to sue 
for the damages he has sustained by 
reason of the delay. Moody vs. Southern 
R. Co., 60 S. E. 711; Southern Express 
Co. vs. Hanaw, 67 S. E. 944. This, asa 
rule, is the difference between their mar- 
ket value at the time they should have 
been delivered and when they were de- 
livered, with interest from the former 
date, less the freight, if unpaid. E. T. V. 
& G. Ry Co. vs. Johnson and Shahan, 11 
S. E. 809; Gooden vs. Southern Ry Co, 
54 S. E. 720. 


However, as the consignee would not 
receive the goods, the duty of the carrier 
was to comply with the provisions of 
Section 4(b) of the Uniform Bill of Lad- 
ing Contract Terms and Conditions. This, 
apparently, the carrier did. © 


The carrier, however, did not comply 
with the shippers disposition instructions 
and, if it can be proved that the goods 
could have been disposed of by the ship- 
per for an amount in excess of that re- 
ceived by the carrier when it sold the 
goods, the carrier, in our opinion, is li- 
able for the difference in these amounts. 

The goods being the property of the 
shipper, he had a right to order their 
return, and there was a corresponding 
obligation on the part of the carrier to 
follow the shippers instructions. Frei- 
berg vs. Cleveland, etc., R. Co., 30 Ohio 
Cir. Ct. 669. 


covering Goods 


Michigan.—Question: We would ap- 
preciate your advising the carrier’s re- 
sponsibility in regard to the following: 

Sometime ago we made several ship- 
ments via a motor carrier on order bills 
of lading. These shipments were trans- 
ferred to a connecting carrier who de- 
livered the shipments to the consignee 
without receiving the original bills of 
lading. The consignee, also the deliver- 
ing carrier, have both gone into bank- 
ruptcy. 

We have filed claim .for the full 
amount of our invoices with the orig 
nating carrier. However, in the mean- 
time, to protect our interests, we hired 
counsel to represent us in the bank- 
ruptcy proceedings of the consignee, and 
at considerable expense to our company 
have had the entire shipments returned 
to us. 


While all the shipments involved have 
been returned to us, we have incur 
considerable expense, such as legal and 
travel expense, which we believe should 
be paid by the carrier. We would ap- 
preciate hearing from you whether, 
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our opinion the carrier can be held 
iable for these charges. 

Answer:—In delivering the goods to 
the consignee without obtaining the or- 
der bill of lading, the delivering carrier 
converted the shipments. 

Under the provisions of Section 219 of 
the Motor Carrier Act, the initial carrier 
could have been held liable for the value 
of the shipment. 

However, as the goods have been re- 
turned to and accepted by you, this con- 
stitutes a mitigation. 

As a general rule, reasonable and 
necessary expenses incurred in recover- 
ing the property converted are a proper 
element of damage. Berry vs. Ingalls, 
199 Mass. 77, 85 N. E. 191; Ford vs. 
Williams, 24 N. Y. 359; Kansas City 
First Nat’l Bank vs. Rush, 85 Fed. 539. 

Attorneys fees of the nature you de- 
scribe, would not be allowable, we be- 
lieve. 


Tariff Interpretation—Re-delivery of 
Freight 


Illinois —Question: We dispatched a 
truckload of furnace cement to unload 
at consignee’s place of business. The 
truck arrived there at 3 P. M., at which 
time we were informed by the consignee 
that they would be unable to unload 
until approximately 5 P. M. As this 
would be after usual business hours, the 
driver discussed the matter with the con- 
signee, at which time it was agreed to 
make delivery with next morning, which 
was done. At the same time the con- 
signee was informed that a redelivery 
charge would be assessed. 


' We assessed a second-delivery charge, 
per Item 300-E, Supplement 58 to Cen- 
tral States Motor Freight Bureau Tariff 





MAYFLOWER PREVENTIVE MAINTENANCE 
KEEPS VANS ROLLING 


@ When you order Mayflower Moving Service you are assured 
there will be no delay in transit. That’s because Mayflower 
vans are kept in good mechanical condition through a preven- 
tive maintenance system. The vans are continuously checked 
and completely overhauled periodically. Such precautions are 
essential to safe operation and elimination of mechanical 
breakdown. Another reason why it pays you well to standard- 
ize on Mayflower Long-Distance Moving Service! 


AERO MAYFLOWER TRANSIT COMPANY e INDIANAPOLIS 




















220-A, MF I. C. C. No. 117, which gov- 
erns the movement, shipping date being 
April 7, 1947. The consignee refuses to 
pay the charges, stating that the rede- 
livery charge applies only when the ship- 
ment is refused on the first delivery. It 
is our contention that according to the 
tariff, the redelivery charge applies 
whether the shipment is refused or not. 

Answer: Item 300-E of the tariff to 
which you refer provides the following 
with respect to the re-delivery of goods: 


Item 300-E—Pick-Up and Delivery Service 
—Procurement of Delivery Receipt—Delivery 
to Construction Sites—Re-delivery of Freight. 

When one tender of delivery of a shipment 
has been made during business hours of the 
consignee and re-delivery is necessary, an 
additional charge of (a) 12% (b) 12 cents per 
100 lIbs., subject to a minimum charge of 
(a) 60 (b) 58 cents per shipment and a max- 
imum charge of (a) $12.13 (b) $11.66 for any 
shipment which is handled on any one ve- 
hicle, should be made for each subsequent 
tender of and/or final delivery. The ship- 
ment shall also be subject to the accrued 
freight, storage, and all other lawful charges. 

(a) Not applicable on shipments moving 
locally (single line) via carriers named in 
Item 85 of tariff, as amended. 

(b) Applies only on shipments moving 
locally (single line) via carriers named in 
Item 85 of tariff, as amended. 


It is our opinion that under the pro- 
visions quoted above, the carrier is en- 
titled to a charge for re-delivery, as it 
appears that delivery could not be made 
during business hours, necessitating re- 
delivery of the goods. 

Tariff interpretation — Application of 
Section 2 of Rule 15 of Consolidated 
Freight Classification 
North Carolina. — Question: A ship- 

ment of 20,000 pounds moved on August 
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8, 1944 from A to B at the less carload 
rate of $1.03 per 100 pounds. Upon mak- 
ing an audit of this bill, we find that 
had this shipment been billed as 24,000 
pounds at the carload rate of 66c per 
100 pounds, plus 3%c per 100 pounds 
handling charges through the warehouse, 
oan would have been a saving of 


On June 7 a claim was filed with the 
carrier, the claim being based on a min- 
imum car. This claim was declined by 
the carrier as per authority of Rule 15, 
Section 2, of Consolidated Freight Classi- 
fication No, 16. This claim was again 
submitted to the carrier on December 19, 
1946 and was returned with the advice 
that it was declined as per the same 
authority. 

Will you kindly advise your interpre- 
tation as to the authority the carrier 
used in declining this claim? 

Answer: Section 2 of Rule 15 of the 
Consolidated Freight Classification reads 
as follows: 


If a shipment tendered as LCL freight 
and loaded by carriers or transported and 
unloaded by carriers is found to be subject 
to the carload rate, and the carriers’ tariffs 
do not provide that cost of loading or un- 
loading is included in the CL rate, a charge 
of 4% cents per 100 pounds will be made for 
such loading and a like charge for unloading, 
such charge to be based upon actual weight 
of shipment. The CL minimum weight to be 
applied on such shipment will be that appli- 
cable to car of size required for shipment in 
the condition tendered for transportation. 


In its report in Investigation and 
Suspension Docket 76, 25 I. C. C. 442, 
the Commission in considering Rule 15 
of Classification No. 51 as compared 





Above — General View of Mayflower’s Maintenance Plant. 


Below — Up-to-Date Test Equipment Records Efficiency of Van. 


Mayflower’s organization of selected warehouse agents © 
provides on-the-spot representation at the most points 
in the United States and Canada. Your local Mayflower & 
agent is listed in the classified section of your telephone , 
directory. 
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with Rule 15 of Classification No. 50, 
said: 


It is the right of the shipper to have the 
benefit of the carload rate whenever the 
amount of freight which he offers for ship- 
ment at one time equals the minimum weight 
provided for that commodity. Inadvertence, 
lack of information, confusion, and careless- 
ness on the part of the shippers or carriers’ 
agents may result in shipping carload quan- 
tities at less-than-carload rates. Carload 
quantities should not be received in freight 
houses for the obvious reason that carload 
rates do not cover that service and that stor- 
age space should be received for less-than- 
carload shipments. But when, for any suffi- 
cient reason, a carrier has actually stored and 
handled carload quantities as it stores and 
handles less-than-carload quantities it is en- 
titled to fair compensation for the additional 
service performed. We are aware that the 
cost of handling less-than-carload freight 
varies in different localities, and that any 
fixed rate of pay for such work will be too 
small or too great, depending upon the cir- 
cumstances. However, since there are excep- 
tional and accidental rather than regular serv- 
ices, we think that some fair average figure 
should be adopted. This figure has been 1% 
cents per 100 pounds for some time past, and 
we think it may well be allowed to stand for 
the future. Rule 18 should be modified to 
include this feature in substance as it stood 
in Classification No. 50 


It appears that the carload rate should 
be applied on your shipment. 


Tariff Interpretation — Classification of 
Portable Electric Air Heaters — Fan 
Type 


New York. — Question: Referring to 
your answer to Missouri, page 1746, 
Traffic World of May 31, 1947, under 
the above caption. 

It is felt your answer deserves recon- 
sideration in view of the important prin- 
ciple involved. 

You state the article involved, appar- 
ently a device with hearing coils and 
electric motor with fan, is not a machine. 
It is felt that conclusion warrants ex- 
planation. Electric motors are machines. 
Electric Machine Mfg. Co. vs. Minneap- 
olis, S. & P. & S. S. M. Ry. Co., 159 
I. C. C, 201, 292. 

Further, it is felt the principle adopted 
by the commission in Kevstone Macaroni 
Mfg. Co. vs. Boston & M. R., 245 I. C. C. 
377, 378, is applicable if the description 
of air heaters under Item 27185 fits the 
article here being shipped. 

Answer: In answering the question to 
which you refer we gave consideration 
to the application of the rating on air 
heaters, in Item 27185, which appears 
under the heading of Machinery or Ma- 
chines. 

We adhere to our view that that de- 
scription does not apply to the article 
described. 


Routing and Misrouting—If Carrier Is 
to Receive Only Switching Movement 
Switching Ticket Should be Used 


California.—Question: In July, 1946, 
a carload of glass jars was tendered to 
the Southern Pacific Co. in San Fran- 
cisco, California, consigned to San 
Diego, Calif., and routing shown on the 
bill of lading as “Southern Pacific.” As 
this carrier has no through service to 
San Diego the car was turned over to 
the Santa Fe at Los Angeles, Calif., and 
the destination carrier collected charges 
on the basis of 23 cents per cwt. to Los 
Angeles, and 15 cents beyond, which 
rates are published in Pacific Freight 
Tariff Bureau 300, I. C. C. 1439. 

The consignee in San Diego, who paid 
the freight charges, thereupon pointed 
out that a through rate of 34 cents per 
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- 100 pounds on this commodity was pub. 


lished in Item 4400 of Pacific Freight 
Tariff Bureau 300, applicable from Sap 
Francisco to San Diego via Santa Fp 
direct, also that the Southern Pacific 
and the Santa Fe had track connections 
at San Frahcisco. Claim was filed with 
the Southern Pacific Co., requesting aq. 
justment to the basis of the 34 cent 
rate, plus a switching charge at Sa 
Francisco. It was pointed out that the 
shipment could not have been deliverej 
via the routing shown on the bill of lag. 
ing, but only via some combination of 
the S. P. and A. T. S. F. facilities. Since 
the shipment was unrouted as to junc. 
tion points, carriers were asked to pro. 
tect lowest basis shown above. 

The Southern Pacific Co. has disal. 
lowed the claim for the following reason 
—‘“Shipment was tendered to and routed 
via Southern Pacific Co., entitling this 
company to a line haul, and particu. 
larly so since shippers may have a pur. 
pose in so routing, such as diverting en. 
route, etc.” 

We would appreciate your opinion a 
to who is correct in this case. 

Answer: In McLean Lumber Co. vs. 
Louisville & N. R. R. Co., 22 I. CC 
349, the Commission held that the in 
itial carrier is under no obligation t 
turn over to a competing line shipment 
delivered to it upon bills of lading con. 
taining routing instructions and a rate 
applicable over other lines to which the 
consignor might have given the ship 
ment, and that it is not chargeable with 
misrouting when the shipments are for- 
warded over the cheapest available route 
affording the line haul. 

Where the initial carrier is to receive 
only a switching movement and not a 
line haul, a switching ticket must bk 
used. 

In Terhune Lumber Company vs 
Southern Railway Company in Missis. 
sippi, 42 I. C. C. 317, the Commission 
held that where the initial carrier is t 
receive a switching movement, and is t 
deliver the shipment to another carrie 
at point of origin, a switching ticke 
should be used, the initial carrier bein; 
under no obligation to turn the ship 
ment over to its competitor at point d 
origin. The findings of the Commission 
in the above case are applicable to the 
instant case. 


Routing and Misrouting—Transit Priv: 
ilege Lost 


Louisiana.—Question: A car of lum 
ber was shipped from A to B with bil 
of lading routing via X gateway. The 
rate from A to B not applying via X 
carrier changed the routing and deliv 
ered to connection at Z. On arrival a 
destination B the car was reconsignel 
to C. Through rate from A to C applies 
via X and not via Z and the carrier is 
attempting to collect an undercharg 
based on the combination rate. The ship 
per’s contention is that the carrier ig 
nored the bill of lading routing by 
billing via Z, regardless of the fact thal 
the rate to first destination B did n0 
apply via X. Routing via X does nd 
apply to the first destination and doe 
to the second destination. Routing v# 






Z applied to first destination and not 
Can the carrie 


second destination. 
legally collect? 


Answer: It is the duty of the initid 
carrier to follow the routing instruc 
tions furnished by the shipper. Wha 
a shipper specifies the carriers that al 
to transport his shipment it must 
assumed that he is relying upon his ow? 
investigation and that for some reaso 
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he considers it expedient that the ship- 
ment move over the route indicated by 

him. Duluth Log Co. vs. M. & I. Ry. 
Co., 15 I. C. C. 627. 

The Commission has held that where 
no routing is shown in the bill of lading 
and the carrier forwards the shipment 
py other than the cheapest route the 
carrier is liable for misroute in the 
event that had the shipment moved via 
the cheapest route it could have been 
reconsigned to final destination at a 
lower rate than charged. Newman Lum- 
per Co. vs. Mississippi Central Railroad 
Co., 26 I. C. C. 97. 

In the instant case, the shipper having 
routed the shipment via X, it was the 
duty of the carrier to forward the ship- 
ment via that gateway, and failing to 
do so it is, in our opinion, liable for the 
difference between what the charges 
would have been had the shipment 
moved in accordance with the shipper’s 
routing instructions covering the move- 
ment to B with reconsignment to C, and 
the charges which accrued by reason of 
the failure of the carrier to observe the 
shipper’s routing instructions. 


Shi in jh , BEN 
pping 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing rg" 4 St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


(District Court, Territory of Hawaii.) 
Where amended libel brought the 
United States into the case over a year 
after goods were delivered, United 
States could take advantage of the 
limitation under Carriage of Goods by 
Sea Act since where amendment in- 
troduces a new party defendant, if 
statute of limitations is available to new 
party he may plead it in bar. Carriage 
of Goods by Sea Act, Sec. 3(6), 46 U. S. 
C. A. See. 1303(6). 

Where amended libel brought the 
United States into the case over a year 
after goods were delivered so that libel 
as against the United States was barred 
by Carriage of Goods by Sea Act, and 
facts alleged disclosed no possibility of 
case being taken out of the statute, 
United States could take advantage of 
the limitation by way of exception. Car- 
riage of Goods by Sea Act, Sec. 3(6), 46 
U.S. C. A. Sec. 1030(6). (Jensen v. Mat- 
son Navigation Co., 70 Fed. Supp. 1020.) 





(District Court, E. D. Louisiana, New 
Orleans Division.) Where steamship 
company, which had agreed with con- 
Signee that goods in New Orleans should 
g0 by barge to East St. Louis, thence by 
railway to Detroit, and thence by steam- 
ship to Montreal, and directed barge 
company to have shipment cleared by 
Customs broker, barge company was 
steamship company’s agent. 


Negligence of barge company as 
Steamship company’s agent, in carrying 
out written instructions to have ship- 
ment cleared by customs broker, should 
not be measured by standards applicable 
to an experienced broker, and question 
was whether other person experienced 
and skilled in same calling or employ- 
ment, would have interpreted instruc- 
tions as agent did. 

_ A steamship company’s letter instruct- 
ing barge company as its agent, to have 


shipment “cleared” by customs broker 
and weighed by official weigher, was in- 
terpretable either as requiring consump- 
tion entry which required payment of 
duty, or as requiring in-transit entry 
without payment of duty, so that barge 
company acted reasonably in arranging 
for consumption entry and was not lia- 
ble for loss resulting from payment of 
customs duties, especially where letter 
was accompanied by documents neces- 
sary only for consumption entry. 

Where letter of barge company acting 
as steamship company’s agent and copy 
of its instruction to broker, showing that 
agent interpreted principal’s instructions 
as requiring consumption entry of ship- 
ment for customs, were in principal’s 
hands before customs duties were paid, 
principal’s failure to inform agent that 
it did not intend consumption entry was 
not excusable on ground that apprecia- 
tion of the situation by principal’s gen- 
eral agent was influenced by unwar- 
ranted assumptions. 

An agent in presence of ambiguous in- 
structions is not liable for disobedience 
or its consequences if he makes an hon- 
est mistake and adopts one construction 
when principal intended another. (Can- 
ada Steamship Lines vs. Inland Water- 
ways Corp., 71 Fed. Supp. 137). 


a 


DECISIONS 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National R r System, published by West 
Publishing pony. St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 





(Supreme Court of Washington, De- 
partment 1.) In order to enforce duty 
imposed by statute upon Department of 
Public Service to protect shippers of 
C.O.D. shipments, the state could im- 
pose penalties upon carriers for violation 
of regulations to be promulgated by the 
department provided imposition of such 
penalties did not deprive carriers of due 
process of law. Rem. Rev. St. 6382—21, 
6382—31; Const. art. 1, Sec. 3. 

The purpose of the constitutional 
guaranty of due process of law is to pro- 
tect the individual from the arbitrary 
exercise of the powers of government. 
Const. art. 1, Sec. 3. 

If a statute provides penalties for non- 
compliance with an administrative order 
and such penalties are not prohibitive 
and a a reasonable opportunity is given 
to test such penalties in a proper hear- 
ing, due process has not been defeated. 
Const. art. 1, Sec. 3. 

If a person has his day in court, he 
has not been denied due process of law. 
Const. art. 1, Sec. 3. 

Where, after common carrier had not 
paid amount of penalty imposed by De- 
partment of Public Service for alleged 
failure to remit for C.O.D. shipments, 
carrier was given its day in court when 
state commenced action to recover the 
penalties alleging each of the five viola- 
tions particularly, and the carrier denied 
them particularly, requiring state to 
prove the violations, carrier was not 
denied due process of law. Rem. Rev. 
Stat. Sec. 6382—31; Const. art. 1, Sec. 3. 

Requirement of Department of Public 
Service that common carrier transfer- 
ring carrier permit deposit specified sum 
in bank to be used in payment of all 








NOW IT'S AN INTERNATIONAL 


CARGOCAIRE 


Like so many American inventions, 
Cargocaire was too useful — too impor- 
tant to stay at home. 

This modern dehumidification system 
was designed primarily for the Ameri- 
can merchant marine—to eliminate 
“dew point danger hours’’ when chang- 
ing weather-fronts cause sweat to form 
in the holds of ships. After being widely 
adopted here its fame spread to ship- 
ping centers throughout the world. 

Today the cargoes on more than 100 
ships are protected against sweat dam- 
age by Cargocaire. And these ships 
include British, Brazilian and Swedish 
vessels—all engaged in promoting the 
smoother flow of world trade. 

That means that more and more 
shippers of goods susceptible to moisture 
damage can count on Cargocaire for 
good out-turns . . . ship operators save 
painting and cleaning expenses. . . in- 
surance underwriters get fewer claims 
for sweat damage. 

To avoid “Shumidity headache’ in 
shipping your goods, specify one of the 
ships of the international Cargocaire 
Fleet. A list of these vessels, and the 
full story of Cargocaire may be obtained 
by sending the coupon below. 


Che 
FOR CARGO COMFORT 
CARGOCAIRE ENGINEERING CORPORATION 


15 PARK ROW, NEW YORK 7, N. Y. 


Washington ¢« San Francisco « Seattle 
New Orleans « Montreal « Vancouver 
London « Gothenburg 


Dept. X-2, Cargocaire Engineering Corporation 
15 Park Row, New York 7, N.Y. 

Gentlemen: Please send me the story of Cargocaire 
describing this system of protection for cargoes from 
moisture damage, and the Cargocaire Fleet List. 





Name. 
Company. 
Address. 
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claims existing or thereafter arising 
against transferor on account of any 
liability for C.O.D. shipments to ship- 
pers as provided for by rules of the de- 
partments, or for any other claims by 
shippers, did not estop department from 
imposing a penalty for violations of de- 
partment regulations. Rem. Rev. Stat. 
Sec. 6382—31. 

The Department of Public Service by 
requiring common carrier transferring 
its carrier permit to deposit a sum for 
payment of shipper’s claims retained 
jurisdiction over carrier until all claims 
of shippers were paid in full to the 
amount of the fund, and could impose a 
‘penalty upon transferor for violation of 
department regulations occurring prior 
to the transfer, as against contention 


that, when the transfer was approved, 
the transferor was no longer a common 
carrier and subject to the jurisdiction of 
the department. Rem. Rev. Stat. Sec. 
6382—31. (State vs. Cater’s Motor 
Freight System, 179 Pac. Rep. 2d. 496.) 





(Court of Civil Appeals of Texas. Aus- 
tin.) Substantial evidence sustained 
Railroad Commission’s order granting 
to railroad authority to apply a special 
sub-normal rate of 8 cents per 100 
pounds on sulphuric acid shipped in tank 
cars of not less than 100,000 pounds 
direct over the railroad’s line from 
Chaison and Port Arthur to Houston on 
ground that such rate was necessary to 
meet “impending” competition from un- 
regulated transportation by water ship- 
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ment via intracoastal canal. Vernon's 
Ann. Civ. St. art. 6453. 

The Railroad Commission’s conclu. 
sions based on substantial evidence are 
subject to judicial review only to deter. 
mine whether they have reasonable basis 
in the facts. 

The substantial evidence rule applies 
to a suit to set aside order of Railroad 
Commission granting authority to apply 
a special sub-normal rate for sulphuric 
acid shipped between certain points and 
hence commission’s conclusions will not 
be disturbed if they have a reasonable 
basis in the facts. Vernon’s Ann. Civ, 
St. art. 6453. 

(Consolidated Chemical Industries vs, 
Railroad Commission, 201 S.W. Rep. 24. 
124.) 
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President Truman Appoints Board 
to Investigate Air Accidents 


Saying that he was deeply concerned about the safety of 
our air transport operations, especially in view of the recent 
accidents to aircraft of our certified domestic air carriers, Pres- 
ident Truman announced he had determined that “the whole 
problem of air transport safety in the United States should be 
carefully examined by a group of citizens representative of all 
those interests of our society to whom this safety is a matter 
of constant concern.” 

“Accordingly, I am appointing a special board of inquiry 
on air transport safety and request you to serve as a member 
of that board,” said the President in a letter to the members 
of the board. 

The members are: Dr. Jerome C. Hunsaker, chairman of 
the National Advisory Committee for Aeronautics; Brigadier 
General M. W. Arnold, vice-president of the Air Transport 
Association of America; James M. Landis, chairman of the 
Civil Aeronautics Board; H. B. Cox, American Airlines pilot, 
and Theodore P. Wright, Administrator of Civil Aeronautics. 

The President selected Mr. Landis to act as chairman of 
the board. 

The President’s action followed the loss of a Pennsylvania- 
Central plane near Leesburg, Va., the night of June 13, in which 
50 persons lost their lives. This brought to 146 the number 
of lives lost in three recent airline accidents. 

The President said the board should present for his con- 
sideration, as soon as possible, and from time to time, recom- 
mendations as to any action or measures which it would deem 
appropriate in order further to promote safety in air trans- 
portation. 

Nathaniel H. Goodrich, of New York, N. Y., acting counsel 
of the President’s scientific research board, has been appointed 
to serve as counsel and executive secretary to the President’s 
special board of inquiry on air safety. 

At its first meeting, held June 17, the board said as “soon 
as immediately pressing problems” had been handled it would 
proceed to consider “the program of federal agencies charged 
with aviation regulation and administration,” and would also 
— and evaluate new equipment design to assure greater 
safety. 


Congressional Action 


Commending President Truman “for taking the initiative in 
the vital and pressing matter” of appointing a special Presi- 
dential board of inquiry for air safety, the A. F. L. Air Line 
Pilots Association on June 17 expressed the hope that Congress 
“would follow the President’s lead . . . by reviving an independ- 
ent and permanent air safety board through legislative action.” 

David L. Behncke, president of the A. L. P. A., in wires to 
chairmen of the House and Senate interstate and foreign com- 
merce committees,” asked that “Congress make a start by 
bringing the McCarran independent air safety board bill up in 
the Senate this week and the Hinshaw air safety board bill in 
the House, and put this proven, effective board back to work 
now to begin to stop this terrible thing,” the series of recent air 
line crashes. 


“What is happening can’t continue to go on and if it is not 


stopped, it will wreck the air line industry,” concluded Mr, 
Behncke. 


Wright Discusses Airways Need 
of Feeder, Non-Scheduled Lines 


By pushing its program for installation of the VHF (very 
high frequency) omni-directional range in the national airways 
communications system and ultimately discontinuing the pres- 
ent type of LF (low frequency) facilities, the Civil Aeronautics 
Administration would provide a permanent solution to the 
problem of providing airways facilities along routes of feeder 
airlines and non-scheduled air carriers, without waste of fed- 
eral funds, said T. P. Wright, administrator of civil aeronautics, 
in an address at the opening meeting of the Aeronautical Train- 
ing Society, last week, in Washington. 

He said that C. A. A. policy in the past had been to main- 
tain airways only along the routes used by scheduled carriers: 
that that policy was reasonable at a time when virtually all 
instrument flying was done by the scheduled airlines, but that 
now the C. A. B. had certificated 13 feeder-line airlines, half 
of which were actually flying, while 16 others had been desig- 
nated but were not in operation because of lack of airports. 
He said the feederlines now operating were using existing air- 
way facilities or were flying “on a contact basis.” To provide 
airways facilities along all the present and proposed feeder: 
line routes, together with routes used by non-scheduled avia- 
tion, he said, would impose a tremendous burden on the tax 
payer and could be avoided by use of VHF installations. 

“The VHF omni-directional range, providing an almost 
infinite number of courses, eventually will blanket the entire 
United States,” he said. “When the installation program is 
completed, it will solve the major problems of intercity navige- 
tion for feederlines, schedules airlines, and non-scheduled oper: 
ations. ... 

“However, we think it will be necessary to provide certain 
approach zone and landing aids for localities other than those 
now served by scheduled carriers. How extensive this program 
will be depends on the still-undetermined growth of feederline 
and non-scheduled flying, and on what funds are available for 
the purpose.” 

He saw a possibility that the change-over from low fre 
quency to VHF might be far enough advanced in 1950 so that 
discontinuance of the present LF facilities could then be begun 
gradually. In the meantime, both LF and VHF would be it 
use simultaneously, he added. 

Mr. Wright, in discussion of airport requirements, said 
that “the ultimate goal’ should be segregating the various 
types of traffic at different airports, with passenger traffic 0 
scheduled airlines handled at one field, cargo and none-schet- 
uled operations at another, and flight training and _ private 
flying at additional fields. 


Problem of Airport Obsolescence 


“The whole problem of increasing airport costs had beel 
a serious concern to the C. A. A.,” he continued. “One hope 
factor has been the C. A. A. sponsorship of development of tht 
castered landing gear, which permits safe operation in cros 
winds. . . . There seems to be no insoluble engineering problem 
in developing such a gear for all types of planes. . . . The geal 
still must go through extensive service-testing, and after it § 
fully proven it will take a couple of years before a substantial 
number of planes are built or equipped with it. We believé 
however, that it will be possible to effect savings in airport! 
costs through this gear starting with our 1949 program. . - 

“The second approach to the problem of high airport costs 
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involves plans for standardizing maximum runway lengths and 
pavement loading. In recent years, each newly-designed trans- 
port airplane has needed longer and longer runways. This has 
made airports rapidly obsolete and thrown a heavy burden on 
the municipalities. Many of our cities have now reached the 
end of the line in this regard.... 

“We are now circularizing the aviation industry with a 
proposed technical order standardizing airport runways as to 
maximum lengths, widths and strengths for different types of 
use. For feeder service we have proposed a standard maximum 


rnon’s 


onclu- 
e are 
deter. 
- basis 


Pplies 
ilroad 


apply #runway length of 3,500 feet. For local service the length would 
ohurie | be 4,500 feet, for express service 6,000 feet, and for interna- 
ts and | tional operations 7,000 feet. The maximum pavement loading 
Il not would range from 15,000 pounds for single-wheel feeder opera- 
snable I tion to 80,000 pounds for dual-wheel express and international 
. Civ, Joperations. ... : 

: “If these or similar standards are finally approved, new 
ies ys [planes can be designed for specific specifications of runways, 
2p. Qq Jand it’ will no longer be necessary to remodel our airways 

‘ Tevery time a new type of plane goes into production. Our 

municipalities no longer will be faced with a wasteful rate of 
—— fairport depreciation. Such developments as reversible pitch 
d Mr, propellers, jet-assisted takeoff and caterpillar tread landing 
‘ I gears would assume great importance. The result of any such 
step must be to stimulate and not stifle development progress.” 
Harriman Speaks at Clipper 
; Round-the-World Takeoff 
very 
ese W. Averell Harriman, secretary of commerce, at the take- 
» pres- § off of Pan American Clipper “America” on its first commercial 
1autics f round-the-world flight from New York City, June 17, said the 
to the § take-off of the clipper was a milestone not alone in aviation 
feeder § progress, but also, and perhaps even more important, in world 
of fed. § cooperation. The need for better understanding among peoples 
autics § has never been greater than it is today, he said, and that he 
Train. § believed aviation’s greatest contribution to civilization will come 
through the better international understanding which naturally 
main- @ results from increased intermingling of people and ideas.” 
rriers: “Increased tourist and business travel will have a vital 
lly all § influence on our trade relations with the world,” he said. Ameri- 
ut that @ can expenditures abroad will help bring out trade with other 
s, half ™ countries into better balance, and will place dollars in the hands 
desig. § Of foreigners with which they can buy American products. 
irports. _“An expansion of two-way world trade will benefit the 
ng air-™ United States by widening markets for our greatly expanded 
yrovide Productive capacity, and will promote reconstruction and the 
feeder. @ development of more stable economic conditions in other 
1 avia- Places.” 
ne tax 
almod C. R. Smith Avers Preparedness 
ram if Requires More Air Services 
naviga- 
4 am In connection with a suggestion he made that it seemed ad- 
vantageous for peacetime preparedness of the United States 
certain § 282inst aggression that a fleet of about 5,000 transport aircraft 
n thos @ D€ Maintained, as against a present civilian fleet of transport 
rogram aircraft of appropriate types “somewhere in the neighborhood of 
derline § 1,000 airplanes,” C. R. Smith, chairman of the board of Ameri- 
ble for § Can Airlines, Inc., said in an address at Bakersfield, Calif., on 
June 14, that “if we decide that 5,000 transports should be 
yw fre § @Vailable, and that as many of them as is possible should be 
so that § 17 self-supporting service, then new and different methods of 
» begun employing transport aircraft in our national transportation sys- 
1 be in @ tem must be devised.” 
Mr. Smith spoke at the western regional air conference of 
's, said the American Legion’s aeronautics committee. 
various “We may well require in the next war a transport strength 
affic on of more than 10,000 planes, but some of the total requirement 
-sched: § May be produced during the war, provided we have before the 
private war a number sufficient to give us great relative and immedi- 
ate strength,” he said, after having quoted a statement by Gen- 
eral Eisenhower that “the decision in the future conflict would 
be determined by our ability to act and react in the first 60 
1d been days, rather than the twelfth, eighteenth or twenty-fouth month, 
hopeful § 8S 1n past wars.” 
+ of the . .. It is idle to believe,” Mr. Smith continued, “that we can 
n cros | Justify in the armed services a fleet of 5,000 transport aircraft, 
sroblem § for there is no way that number can be usefully employed in 


he geal ond services during time of peace, and the national economy 


er it i not permit them to be maintained in idleness or in non- 
stantial § Productive storage. . .. The great bulk of the transports which 
believe, § We Should maintain ‘ready’ must be numbered in the civilian air 
airport transport organizations; the airlines and others engaged for 


m. ..-@ livelihood in air transportation. . . . 
rt costs 
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“The only alternative to employment of the fleet in civilian 
service is to provide the (armed) services with the fleet which 
the national interest requires. That, everyone agrees, is the 
expensive way of doing the job. The overall cost to the public 
is lowered bv a plan to employ the fleet in civilian service. .. . 

“Many useful programs to expand the usefulness of civilian 
air transport have been suggested such as transporting first 
class mail by air, transportation of air parcel post and increase 
in air freight schedules, but the rate of progress in putting those 
programs into effect is too slow for national comfort... .” 

Mr. Smith also discussed the role of the federal airways in 
a national defense program and said that for their potential 
contribution to such a program the airways must be maintained 
on modern basis, always equipped with devices of.latest type 
and effectiveness. The national airport system was also a basic 
necessity for adequate air power, he said. 

He averred that “the amazing miscellany of proposed and 
pending legislation and regulation (affecting air carriers) 
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throughout the states and municipalities of the country’ must 
be coordinated into a program that would permit air transporta- 
tion to operate effectively for the benefit of the nation. 

“We have an obligation . . . to observe the regulations of the 
states we serve,” he said, “but no state regulation should handi- 
cap the air carrier in the performance of its national functions.” 


Arizona-New Mexico Air Services 


Favorable action on applications of four domestic air car- 
riers for expansion of services in the general area of Arizona 
and New Mexico has been recommended by Examiner Ralph L. 
Wiser, of the Civil Aeronautics Board, in a proposed report, 
consisting of 85 pages, in addition to 13 pages of appendices, 
issued in No. 968 et al., Arizona-New Mexico Case. His recom- 
mended findings follow: 


That the certificate of Transcontinental & Western Air, Inc., for 
route No, 2, be amended by the addition of Santa Fe, N. M., as an 
alternate intermediate point to Aubuquerque, N. M., between Amarillo, 
Tex., and Winslow, Ariz. 

That the certificate of United Air Lines, Inc., for route No. 1, be 
amended, temporarily, to extend the route from the present terminal 
point San Diego, Calif., to the new terminal point Nogales, Ariz., such 
authorization to expire if a permit is issued to Lineas Aereas Mexicanas, 
S. A., controlled by United through stock ownership, authorizing oper- 
ation from Nogales to Los Angeles or any point on United’s system, 
and to contain a restriction that United shall not schedule flights to 
Nogales which are designed for connection with flights by Lineas 
Aereas Mexicanas between Nogales and Mexico City having less than 
three scheduled intermediate stops. 

That the certificate of Western Air Lines, Inc., for route No. 13 
be amended to remove Yuma, Ariz., as an intermediate point between 
Palm Springs and El Centro, Calif., and to authorize, separate from the 
existing route, a route segment for transportation of persons, property, 
and mail between the terminal point San Diego, Calif., the intermediate 


points El Centro, Calif., and Yuma, Ariz., and the terminal point 
Phoenix, Ariz. 


That the certificate of American Airlines, Inc., for route No. 4 be 
amended to change the restriction precluding it from serving San Diego, 
Calif., except on trips originating or terminating at points east of 
El Paso, to a restriction that San Diego shall be served only on flights 
originating or terminating east of Phoenix, Ariz. 


The examiner proposed denial of applications of Air Transit 
Co., Arizona Airways, Inc., Border Airlines and Southwest Air- 
ways Co., for feeder or local service routes serving communities 
scattered throughout Arizona and New Mexico, and an applica- 
tion of Southern Arizona Airlines, Inc., through its subsidiary, 
Arizona Helicopter Service, for authority to establish air serv- 
ice by helicopter to some 200 small communities_in Arizona. 

The examiner said, referring to proposals of Air Transit, 
Arizona, Border and Southwest, that in considering traffic po- 
tential, route mileage, and probable expenses, it was likely that 
mail compensation a mile for any of the proposed systems would 
be among the highest of any experimental service. In mail rate 
proceedings involving experimental local services, he said the 
board had found it necessary to fix interim mail rates of 35 
cents a plane mile, and it appeared that practically all opera- 
tors would seek a greater amount than that. On the basis of 
that rate, he said each route mile would require $255 for a 
single round trip 365 days a year and $511 for two round trips. 
He concluded that the limited benefits to be anticipated would 
not justify establishment of either of the 1,400 to 1,800-route 
mile experimental local service systems proposed by the four 
applicants, and said there was no partial grant of the applica- 
tions which would result in establishment in the area of a new 
route system which would be economically feasible to operate. 

In connection with Southern’s proposed helicopter service, 
Examiner Wiser said the record did not show that the applicant 
would provide public benefits over its proposed routes which 
would be commensurate “with the probable expense.” 


C. A. B. Grants $1,484,000 Mail 
Pay to Pan American for “45 


In a proceeding involving determination, for the first time, 
of a “fair and reasonable” arte of compensation for transporta- 
tion of mail on the trans-Atlantic services of Pan American 
Airways, Inc., in the calendar year 1945, the Civil Aeronautics 
Board has concluded that Pan American is entitled to compen- 
sation totaling $1,484,000 for such transportation in 1945. 

In its report in the proceeding—No. 1706, Pan American 
Airways, Inc., Transatlantic Mail Rates—the board said it rec- 
ognized an investment base of $3,020,930 for the Atlantic divi- 
sion of the carrier. It said the Atlantic division had reported 
operating losses before U. S. mail pay of $1,451,659, or $0.79 per 
revenue-mile flown, and that its reported expenses of $8,610,834 
on the division for that year were equivalent to $4.66 a revenue 
mile flown or $1.48 a revenue ton-mile flown. It said that the 
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1945 trans-Atlantic operations might be characterized as “g 
relatively high cost operation.” 

“No rate of compensation for the carriage of United States 
mail during the calendar year 1945 by the respondent over its 
trans-Atlantic routes is or has been in effect up to the present 
time,” said the board. “The last mail rate set by the board for 
the respondent’s trans-Atlantic operations applied to the periog 
beginning December 13, 1941, and ending December 31, 1942 
for which a rate of $0.44 mill per pound-mile was prescribed, 
During the two-year period beginning January 1, 1943, the 
respondent’s entire trans-Atlantic operations were conducted 
under contract with, and for the account of, the Navy Depart. 
ment and all transportation services performed thereunder were 
compensated for by the Navy. The contract with the Navy wis 
terminated as of December 31, 1944, and on the following day 
the respondent re-inaugurated common carrier service for its 
_— account with four Boeing B-314 aircraft rented from the 

ees 

The board pointed out that it had fixed a temporary rate of 
75 cents a United States mail ton-mile for trans-Atlantic opera. 
tions of Pan American for the period beginning January 1, 1946, 

“The adjusted break-even need before mail pay for the 
trans-Atlantic operations performed during 1945 is $1,131,119” 
said the board. “Compensation for the transportation of United 
States mail in the amount of $1,484,000 would provide the re. 
spondent an operating profit of $352,881. Such profit will yield 
a return of 7.0 per cent per annum on the recognized invest- 
ment, after federal income taxes at 40 per cent. While this rate 
of return may well be somewhat lower than would be justified 
under normal conditions involving the establishment of a rate 
applicable to a future period, we believe it to be fully adequate 
under all of the circumstances in the instant case.” 

The board said the mail pay compensation approved by it 
covered Pan American’s trans-Atlantic services between the 
United States and points in Bermuda, Europe, Africa, and Asia, 
other than service on the Miami-Leopoldville route, and that the 
amount it granted was equivalent to 80.28 cents per revenue 
plane mile flown in trans-Atlantic operations. It said Board 
Members Branch and Young did not take part in the decision. 

The board’s opinion included discussion of restoration to 
Pan American’s books, as collectible, of the amount $432,224 
due the carrier from foreign countries for mail pay prior to 
World War II, which amount previously had been charged off 
as uncollectible. The board noted that the debtor countries were 
Germany, Greece, Hungary, Portuguese Guinea, and Spain, and 
said that “an indefinite period of extended duration may con- 
ceivably elapse before full collection of all the accounts is 
effectuated.” 


Matson Air Service Motion Denied 


The Civil Aeronautics Board, by an opinion in No. 2537 
et al., Pacific Northwest-Hawaii Case, has denied a motion filed 
May 6 by the Matson Navigation Co., one of the applicants in 
that proceeding now pending before the board, for immediate 
issuance of a temporary certificate authorizing direct air trans- 
portation of persons, property and mail between the co-terminal 
points Seattle-Tacoma, Wash., and Portland, Ore., and Hono- 
lulu, T. H. 

Matson .alleged, according to the board, that immediate 
issuance of a certificate authorizing the involved services was 
necessary to prevent, it said, “the continuance of a competitive 
disadvantage to which the Pacific northwest is now subject due 
to the fact that the California area has direct service to Hono- 
lulu while the northwest service is via San Francisco.” After a 
discussion of the allegation, the board concluded: 


1. That the granting of the relief requested in this motion would 
require findings of fact as to ultimate issues of public convenience and 
necessity and fitness, willingness, and ability which cannot be made 
without a complete and thoroughgoing analysis of the record. 

2. That the granting of the relief requested would necessitate an 
unwarranted departure from the board’s established procedure and 
would appear to prejudice and prejudge the rights of other applicants 
for the proposed route. 

3. That the said motion does not establish that there are any sp& 
cial or unusual circumstances sufficient to require the emergency relief 
such as requested by Matson. 


CINCINNATI-NEW YORK AIR CASE 
Announcing its opinion in the so-called Cincinnati-New 
York case, No. 221 et al., the Civil Aeronautics Board has 
amended the certificates of public convenience and necessity 
of Transcontinental and Western Air, Inc., American Airlines, 
Inc., and Pennsylvania Central. Airlines Corporation to pro- 
vide new and additional air services. The announcement said: 
Both T. W. A. and American provide service between Cincinnati 


and New York. However, under the present route structure T. W. 4 
must route such flights via Dayton, a junction point of two of its routes, 
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This is C. T. C.—Centralized Traffic Control. 

At panels like this, experienced dispatchers 
set signals and switches that control train 
movement over many miles of the Norfolk 
and Western system. Lights on a panel, 
flashing on and off, show the location and 
progress of all trains at all times. The dis- 
patcher flips a little lever, and 100 miles 
away a switch is set and a signal changes .. . 
a train moves onto a siding to allow another 
to pass, and moves back again, onto the 
main line. 


PRECISION 


This is foolproof control. The track, in 
miniature, is before the dispatcher. Controls 
are so devised and interlocked that it is 
impossible to show conflicting signals. No 
change in train movement can be made, until 
it can be made safely. 

C. T. C. is the result of many years of study 
plus the application of the most improved 
signal apparatus yet developed. You never 
see it, as you or your freight move over the 
railed miles. But it is there —one of the 
unseen, unheralded reasons for better rail- 
roading — to Serwve You. 


Wotfolk and. Wester. Railway 


TRANSPORTATION 
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while American provides such service only via Washington, a jurietion: 


point of two of its routes. The board found that the public convenience 
and necessity required a modification of the route structure of both 
carriers so as to allow each carrier to provide direct Cincinnati-New 
York service, The board, however, imposed certain restrictions on these 
modifications to prevent competitive relationships which would not be 
in the public interest. 

The board’s amendments permia the establishment of nonstop serv- 
ice between Cincinnati and New York. The board said that both Ameri- 
can and T. W. A. are presently engaged in carrying Cincinnati-New 
York traffic, and the need for improvement in service seems well estab- 
lished. ‘‘It is clear,’’ the board said, ‘‘that the prime benefit to be 
attained is through the use of nonstops.’’ Using DC-3 equipment each 
carrier can save about 37 minutes using a nonstop over its present 
one-stop service. 

The board also found that new and additional air service was re- 
quired by T. W. A. at Allentown-Bethelehem, Pennsylvania, by both 
T. W.’A. and American at Wilmington, Del., and by P. C. A. at Harris- 
burg, Pa. In authorizing American and T. W. A. to serve Wilmington, 
commercial air service was provided for the first time to this important 
industrial city. By including Allentown-Bethlehem-Easton, Pa., some- 
times called the Tri-Cities, as an intermediate point on T. W. A.’s 
route 2, the board also provided improved air service to a combined 
industrial population area of more than 325,000 people. By including 
Harrisburg, Pa., as an intermediate point on P, C. A.’s route No. 55, 
the board provided an improved air service in an east-west direction 


between Harrisburg and cities with a combined population of nine 
million people. 


AIR SERVICE TO WINDSOR 


The Civil Aeronautics Board, in No. 2921, Trans-Canada Air 
Lines, Service to Windsor, has amended the foreign air carrier 
permit of Trans-Canada Air Lines, a Canadian air carrier, to 
include Windsor, Ontario, Canada, as an intermediate point on 
its route between Toronto and Chicago, Ill. The amended order 
was approved by the President. The board said the amendment 
would provide Windsor with direct and more frequent service 
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‘to Chicago, London and Toronto on the “carrier’s route and 


in addition, would afford Windsor more frequent¢and convenient 
connection at Toronto, Detroit and Chicago for travel to points 
~~ in Cae and the United States. s 
Boa ce eas ae as Be - sth” 
COLONIAL AIR SERVICE TO. CANADA 

In an action which it said would permit the carrier to 
serve both @ttawa and Montreal, Canada;.on the same flight, 
the Civikv Aeronautics Board has amended the certificate of 
Colonial Air Lines, Inc., in order to designate those points as 
co-terminals on its routes 71-F and 72-F from New York and 
Washington. The board said the amendment, made.in No. 
2910, Colonial Air Lines, Inc., Montreal-Ottawa Operations, 
was granted. pursuant to recent formal modification of the 
existing . bilateral air*transport agreement between the United 
States and Canada. 4 


BRITISH AIRLINE FOR MIAMI- NASSAU ROUTE 


The Civil Aeronautics Board announced on June.10 that it 
had issued a foreign air carrier permit to Bahamas Airways, 
Ltd., authorizing that airline to engage in transportation of per- 
sons, property and mail between Nassau, Bahama Islands, and 
Miami and Palm Beach, Fla., via the intermediate point Cat 
Bay, in the Bahamas. It said its order had been approved by 
President Truman and that its permit had been issued pursuant 
to the existing bilateral aviation agreement between the United 
States and the United Kingdom. 

“Bahamas Airways,” the board said, “proposes to operate 
a daily service from Nassau to Miami throughout the year, with 
a thrice-weekly stop each way at Cat Bay from December 15 
to April 15. At the present time Pan American Airways, 
Inc., a United States air carrier, provides service between Mi- 
ami and Nassau.” 
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June 23—Billings, Mont. —Council Chambers— 
Examiner rthy 


cation. 
MC 54815, Sub. {Bruce Cook Transfer & 


Indianapolis, Ind., common carrier appli- 








MC 66562, Sub. 
Agency, Inc., 
carrier application. 

June aliases by D. C.—Examiner Kas- | 
se 

1. & S. M-2748—Washington, Virginia and 
Maryland Coach Co., increased fares. 

June 23—Washington, D. C.—Examiner Berry: 
MC-F 3422—Southeastern Greypoun Lines, 
ee, vs. R. L. Villeneuve, C. J. Villeneuve, 
D, Kramer, Victory Coach Liges, Inc., 
Seiptee Trailers, Inc., I. & S. Trailways, 
Inc., DeLuxe Motor States of Illinois and 
Checerway Charter Coach ; 
June 23—Washington, D. C.—Examiners How- 
ard and Grutzik: 

Finance 15724—St. Louis Southwestern Ry., 
securities. 

June 23—West Chester, Pa.—Fed. Bldg.—Ex- 
aminer Jordan: 


793—Railway Express 


New York, N. Y., common | e 


Storage, Billings, Mont., common carrier 
application. 


— em Mont.—City Hall—Jt.. Bd. 


MC 107452—C. R. Mangus, Lovell, Wyo., 
common carrier application. 

June 23—Boston, Mass.—New P. O. Bldg.— 
Examiner Kephart: 

MC 52633, Sub. 40—Mathews Trucking Co., 
Rochester, N. Y., common carrier appli- 
cation. 

June 23—Charleston, W. Va.—Fed. Bldg.— 
Examiner Jackson: 

MC 108536—Gays Transfer, Weston, W, Va., 
common carrier application. 

MC 108546—A. G. Trusler, Buckhannon, W. 
Va., common carrier application. 

MC 108625EX—Levisa Oil Corp., Tazewell, 
Va., certificate of exemption application. 


June 23—Chicago, I!!.—Morrison Hotel—Ex-- 


aminer Dishman: 
29262—Standard Cap and Seal Corp. vs. 
D, L. & W., et al. 
June 23—Chicago, !!l.—Sherman Hotel—Ex- 
aminer Proudiey: 
MC 108530—National Auto Carriers, Inc., 
Chicago, Ill., contract carrier application. 
June 23—Denver, Colo.—State Comm.—Exam- 
iner Croft: 
* MC 102745, Sub. 3—Union Pacific Railroad 
Co., Omaha, Neb. 
June 23—Fort Worth aa —Hotel Texas— 
Examiner Borrou 
MC 83539, Sub. 4—Mi ~Continent Truck Serv- 
ice, Fort Worth, Tex. 
June 23—Harrisburg, Pa.—State Comm.—Ex- 
aminer Badian: 
MC 56167, Sub. 1—D. K. Hershey, Hanover, 
Pa., common carrier application. 
MC 105811, Sub. 4—Sprin —— Brick & 
Clay Products Co., York, 
MC 108456—Brown Brothers, Pa., 
contract carrier application. 
sm Seep enapelie, Ind.—Fed. Bldg.—ZJt. 
MC 30697, Sub. 18—R. E. Dieckbrader, Cin- 
cinnati, O., contract carrier application. 
ses 23—indianapolis, ind.—Fed Bldg.—ZJt. 


MC 403802, Sub. 11—Federal Express, Inc., 


June 23—Jacksonville, Fla.—Mayflower Hotel 
—Examiner Yardle 

MC 105714, Sub. 3— lorida a+ New York 
Motor Lines, New York, 

June 23—Kansas City, Mo. Hotel Pickwick 
—Commissioner Mitchell 

1. & S. 5470—Transit and mixing rules on 

foodstuffs. 
June ag y Richmond, 0.—Fed. Bldg.—Ex- 
aminer Romero: 

Finance 15615—Application of C. & O. for 
a certificate permitting abandonment of 
ferry across Ohio River between New 
Richmond, Ky., and New Richmond, O. 

June 23—Reno, Nev.—Chamber of Commerce 
Rms.—Jt. Bd. : 

MC 1511, Sub. 63—Pacific Greyhound Lines, 
San Francisco, Calif., common carrier 
application. 

June 23—St, Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 135: 

MC 100081, Sub. 5—Carbondale-Harrisburg 
Coach Line, Inc., Carbondale, Ill., com- 
mon carrier application. 

sen aa Paul, Minn.—State Comm.—Jt. 

MC 108223, Sub. 2—Century-Matthews Mo- 
tor Freight, Inc., Duluth, Minn., common 
carrier application. 

June 23—St. Paul, Minn.—State Comm.—Ex- 
aminer Masoner: 

MC 7777, Sub. 15—Rose Line Transportation 
Co., Des Moines, Ia., contract carrier ap- 
plication. 

June 23—St. Paul, Minn.—State Comm.—Ex- 
aminers Banks and Boisseree: 
ae Coal Bureau vs. Can. Natl. 
et a 


June —-Suenenedy, N. ¥Y.—Fed. Bldg.—Ex- 
aminer Snider: 
29701—-Michaelson and Schackman vs. C. 
R. R. of N. J., et al. 
June 23—Scranton, Pa.—Casey Hotel—Exam- 
iner Clifford: 

MC-F 3046—T. V. Rodgers, control; Rodgers 
Motor Lines, Inc., purchase, R. Ovens. 
June 23—Trenton, N. J.—U. S. Ct.—Exam- 

iner Dahan: 
MC 47227, Sub. 1—Holland Trucking, Tren- 
ton, N, J., common carrier application. 


Finance 15670—Application of Reading Co. 
for a certificate permitting abandonment 
of that portion of Pickering Valley Branch 
extending from a point west of Kimber- 
ton Station to end of line at Byers, in 
Chester County, Pa. 

cs are Wis.—Fed. Bldg.—Jt. Bd. 


Mc 108325—L. Furton, Menominee, Mich., 
contract carrier application. 


June 24—Billings, Mont.—Council Chambers— 3 


Examiner McCarthy: 

MC 107848, Sub. 1—H. W. Reimers, Billings, 
Mont., common carrier application. 

June 24—Boston, Mass.—New P. O,. Bidg.— 
Examiner Kephart: 

MC 31600, Sub. 75—P. Mutrie Transpor- 
tation, Inc., Boston, Sines. 

June, 24—Chicago, il.—Sherman Hotel—SJt. 
149: 

MC 1514, Sub. 9—TIllinois Greyhound Lines, 
Inc., Cleveland, O.,. common carrier ap- 
plication. 

MC 58954, Sub 9—McNamara Motor Express, 
Inc., Kalamazoo, Mich. 


oan, a hee iil.—Sherman Hotel—Jt. 


MC 108612—Lloyd Gable Limestone Service, 
Michigan City, Ind., common carrier ap- 
plication. 

June 24—Fort Worth, Tex.—Hotel Texas— 
Examiner Borroughs: 

MC 59488 Sub. 16—Southwestern Transporta 
tion Co., Texarkana, Tex., common cal 
rier application. 


June 24—Fort Worth, Tex.—Hotel Texas— 
Jt. Ba. Ti: 


MC 59488, Sub. 17—Southwestern Trans- 
portation Co., Texarkana, Tex., common 
carrier application. 


June 24—Indianapolis, Ind.—Fed. Bldg.—Jt. 
Bd. 73: 


MC 10629, Sub. 3—G. Zahrt, Winamac, Ind., 
contract’ carrier application, 


June 24—Indianapolis, Ind.—Fed. Bldg.—Jt. 
Bd. 72: 


MC 25567, Sub. 17—Hancock Truck Lines, 
Inc., Evansville, Ind., ;common carrier 
application. 





